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8931

presidential documents
Title 3-The President

PROCLAMATION 4356

Amending Proclamation Nos. 4313 and 4345 To
Further Exctend the Application Period of the
Program for the Return of Vietnam Era Draft
Evaders and Military Deserters

By the President of the United States of America

A Proclamation
On September 16, 1974, 1 issued Proclamation No. 4313, announcing

a program of earned return for those convicted and accused of violating
certain provisions of the Selective Service Act or the Uniform Code of
Military Justice during the Vietnam conflict. On January 30, 1975, I
amended that Proclamation extending the date by which applications
must be received until March 1, 1975.

Based on a further review of the progress of this program, I believe that
-many of those who have already been punished are only now learning
they are eligible. This is confirmed by the large number of applicaitions
which continue to be filed with the Presidential Clemency Board. There-
fore, .I-amnr again extending the date by which all applications must be
received.

NOW, THEREFORE, I, GERALD R. FORD, President of the
United States of America, pursuant to my powers under Article II of the
Constitution, do hereby proclaim that Proclamation No. 4313 is hereby
amended as follows:

SECTION 1. Paragraph (i) of Section 1 is amended to read as follows:

"presents himself to a United States Attorney before March 31, 1975"

SEc. 2. The first paragraph of Section 2 is amended liy striking out the
date "March 1, 1975," after the words "offenses directly related thereto
if before" and inserting in place thereof "March 31, 1975,".

TN WITNESS WHEREOF, I have hereunto set my hand this 28th
day of February, in the year of our Lord nineteen hundred seventy-five,
and of the Independence of the United States of America the one hundred
ninety-ninth.

[FR Doc.75-5874 Filed 3-3-75; 9:45 am]
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THE PRESIDENT

EXECUTIVE ORDER 11841

Anendling Executive Order No. 10973,1 Relating to Administration of
Foreign Assistanceand Related Functions, to Provide for a Develop-
ment Coordination Committee

By virtue of the authority vested in me by the Poreign Assistance Act
of 1961, as amended, and section 301 of title 3 of the United States
Code, and as President of the United States, it is hereby ordered as
follows:

Executive Order No. 10973 of November 3, 1961, as amended, is
hereby amended by adding at the end of Part III a new section 306,
as follows:

"SEC. 306. Development Coordination Committee. (a) In accordance
with section 640B of the act, there is hereby established a Development
Coordination Committee (hereinafter referred to as the Committee).
The Committee shall consist of the Administrator of the Agency for
International Development, who shall be Chairman; the Under Sccre-
tary of State for Economic Affairs; the Under Secretary of the Treasury
for Monetary Affairs; the Under Secretary of Commerce; the Under
Secretary of Agriculture; tie Under Sccretary of Labor; the Special
Representative for Trade Negotiations; an Associate Director of the
Office of Management and Budget; the Executive Director of the Coun-
cil on International Economic Policy; a representative of the Assistant
to the President for national security affairs; the President of the Export-
Import Bank of the United States; and the President of the Overseas
Private Investment Corporation.

"(b) When'ever matters within the jurisdiction of the Committee may
be of interest to Federal agencies not represented on the Committee
under paragraph (a) of this section, the Chairman of the Committee
nay consult with such agencies and may invite them to designate repre-

sentatives to participate in meetings and deliberations of the Committee.

'(c) Under the foreign policy guidance of the Secretary of State, the
Committee shall advise the President with respect to coordination of
United States policies and programs affecting the development of the
developing countries, including programs of bilateral and multilateral
development assistance.

"(d) All agencies and officers of the Government shall keep the Com-
mittee informed in necessary detail as to the policies, programs, and
activities referred to in paragraph (c) of this Section.

"(e) Nothing herein shall be deemed to derogate from the responsi-
bilities of the Secretary of State, the Secretary of the Treasury, or from
responsibilities vested elsewhere by law or other Executive orders."

THE Wm= HoUsE,
February 28,1975

[FR Doc.75-5793 Filed 2-28-75;1: 21 pm]

13 CFR, 1959-1963 Comp., p. 493.
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THE PRESIDENT

EXECUTIVE ORDER 11842
Amending Executive Order Nos. 11803 ' and 11837 2 To Further Ex-

tend the Period for Application for Clemency Board Review of Cer-
tain Convictions and Military Service Discharges

By virtue of the authority vested in me as President of the United
States by Section 2 of Article II of the Constitution of the United States,
Section 2 of Executive Order No. 11803 of September 16, 1974, is hereby
amended as follows:

By striking out the date "March 1, 1975," after the words "apply for
Executive clemency prior to" and inserting in place thereof "March 31,
19751".

THF-WHrTE HOUSE,
February 28,1975.
- [FRDoc.75-5873 Filed 3-3-75; 9:45 am]

1 39 FR 33297.
2 40 FR 4895.

FEDERAL REGISTER, VOL 40, NO. 43-TUESDAY, MARCH 4, 1975

8935





8937

rules and regulations.
This section of the FEDERAL REGISTER contains regulatory documents, having general applicability and legal effect most of which are

keyed to and codified In the Code of Federal Regulations, which Is published under 50 tiles pursuant to 44 U.S.C. 1510.
The Code of Federal Regulations Is sold by the Superintendent of Documents. Prices of nr books are listed In the firt FEDERAL

REGISTER Issue of each month.

Title 5--Administrative Personnel
CHAPTER I-CIVIL SERVICE COMMISSION

PART 213-EXCEPTED SERVICE
Department of Defense

Section 213.3306 is amended to show
that one position of Adjutant General to
the Director, D.C. National Guard-is ex-
cepted under Schedule C.

Effective March 4, 1975, § 213.3306(a)
(19) Is added as set out below.
§ 213.3306 Department of Defense.

(a) Office of the Secretary. *
(19) Adjutant. General to the Dlrec-

tor, D.C. National Guard.
(5 U.S.C. sees. 8301, 3302; E.O. 10577, 3 CF
1954--58 Comp. p. 218)

UzNM STATES CIVIL Szm'-
IcE COMMISsION,

[sEALi Jsrrs C. SPRY ,
Executive Assistant
to the Commissioner.

[FR Doc.75-5723 Flied 3-3-75;8:45 aml

PART 213---EXCEPTED SERVICE
Department of the Treasury

Section 213.3305 Is amended to show
the following title change 'from: Con-
fidential Secretary to the Assistant Sec-
retary (Enforcement, Trade and Tariff
Affairs, and Operations) to Confidential
Secretary to the Assistant Secretary (En-
lorcement, Operations, and Tariff Af-
fairs). This section Is further amended
to show a title change from Secretary
to the Deputy Assistant Secretary (En-
forement, Trade and Tariff Affairs, and
Operations), to Secretary to the Deputy
Assistant Secretary (Enforcement; Op-
erations, and Tariff Affairs).

Effective on March 4, 1975, §§ 213.3305
(a) (16) and (a) (38) are amended'as set
out below.
§ 213.3305 Department of the Treasury.

(a) Office of the Secretary. * * *
(16) One Confidential Secretary to

the Assistant Secretary (Enforcement,
Operations, and Tariff Affairs).

. (38) One Secretary to the Deputy As-
sistant Secretary (Enforcement, Opera-
tions, and Tariff Affairs).
(5 U.S.C. secs. 3301, 3302; E.O. 10577, 3 CFR
1954 -58 Comp. p. 218)

UInED STATES CIVIL SERV-
IzcE COMMISSION,

JAMS C. SPRY,
Executive Assistant
to the Commissioners.

[FR Doc.75-5725 Filed 3-3-75;8:45 am]

PART 213-EXCEPTED SERVICE
Federal Energy Administration

Section 213:3388 Is amended to show
that one position of Secretary to the Ad-
ministrator Is no longer excepted under
Schedule C and that one positlon of Staff
Assistant to the Administrator is ex-
cepted under Schedule C.

Effective on March 4, 1975, § 213.3388
(a) (1) Is revoked and 1 213.3388(a) (3) is
added as set out below.
§ 213.3388 Federal Energy Administra-

tion.
(a) offce of the Administrator.
(1) [Revoked]

(3) One Staff Assistant to the Admin-
Istrator.
(5 U.S.C. 3301, 3302; E.O. 10577, 3 CM 1954-
58 Conp. p. 218)

UmTED STATES CIVIL Sv-
IcE CoMEMssom

[sEAL] JAIMs C. SPR,
Executive Assistant
to the Commissoners.

[ER Doc.75-5724 Filed 3-3-75;8:45 a=]

Title 7--AgrTiculture
CHAPTER 1l-FOOD AND NUTRITION

SERVICE, DEPARTMENT OF AGRICUL-
TURE

[Amendment No. 54]
PART 271-PARTICIPATION OF STATE
AGENCIES AND ELIGIBLE HOUSEHOLDS
PART 272-PARTICIPATION OF RETAIL

FOOD STORES, WHOLESALE FOOD
CONCERNS, MEAL SERVICES, AND
BANKS

Food Stamp Program
Iursuant to the authority contained In

the Food Stamp Act of 1964, as amended
(78-Stat. 703, as amended; U.S.C. 2011-
2026), regulations governing the opera-
tion of the Food Stamp Program are
hereby amended.

As a result of the Department's decl-
sion to change food coupon denomina-
tions, effective March 1, 1975, coupons
will be issued In denominations of one,
five and ten dollars. Coupons in 50-cent
and two-dollar denominations will no
longer be issued.

The purpose of this amendment, there-
fore, is to authorize retail food stores and
meal services to use the 1-dollar de-
nomination in changemaking and raise
the limit on credit slips or tokens that a
household may receive In change in a
coupon transaction from 49 cents to 99
cents.

The amendment also provides for a
transition period through June 30, 1975,

during which retail food stores and meal
services may continue to accept the 50-
cent, 2-dollar and old series 5-dollar
denominations Issued to the head of the
household prior to March 1,1975.

Although It s the policy of the Depart-
ment that 30 days' notice be given to
proposed rule making, in view of the Im-
mediate need to publish this amendment,
It has been determined Impracticable and
contrary to public Interest to give notice
of proposed rule making with respect to
this amendment

Accordingly, Parts 271 and 272 of
Chapter IL Title 7, Code of Federal Reg-
ulations are amended as follows:

1. In § 271.9, paragraphs (a) and (d)
are amended to read as follows:

§ 271.9 Use or redemption of coupons
by eligile households.

(a) The head of the eligible house-
hold or his authorized representative
shall sign each book of coupons provided
to the head of the household or his au-
thorized representative. The coupons
may be used only by the head of the
household or other persons selected by
him to purchase eligible food for the
household, except that eligible house-
holds residing In certain designated areas
of the State of Alaska may purchase with
their food coupons hunting and fishing
equipment. Coupons may not be used to
pay for deposits on bottles or other re-
turnable food containers. Uncancelled
and unendorsed coupons of 1-dollar (and
through June 30, 1975, 50-cent) denomi-
nation returned as change by authorized
retail food stores or meal services may be
pre ented as payment for eligible food
purchased In or delivered by an author-
ized retail food store or prepared and
served by a meal service. All other
coupons which have been ditached from
the coupon book prior to the time of pur-
chase or delivery of eligible food may be
presented as payment for eligible food
purchased in or delivered by an author-
ized retail food store -or meal service,
only if the coupons are accompanied by
the coupon books which bear the same
serial numbers as the detached coupons.
It is the right of the head of the house-
hold or his authorized representative to
detach the coupons from the book. Fifty-
cent, 2-dollar, and old series 5-dollar
denomination coupons, which were
Issued to the head of the household prior
to March 1,1975, may be used ti purchase
eligible foods In authorized retail food
stores and meal services through June 30,
1975.

(d; When change in an amount of less
than 1-dollar Is required In a coupon
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transaction, it is the right of the head
of the household or his authorized xep-
resentative to exercise the option to re-
ceive credit for an equivalent value (not
to exceed 99 cents) of eligible, food, to
trade out in eligible food the difference
between the cost of the purchase and
the next bigher 1-dollar increment, or
to pay in cash the difference between
the cost of the purchase and the next
lower 1-dollar increment.

2. In § 272.2, paragraph fd) and the
flrst foursentences of paragraph e) a
amended tozead asfollows:

272.2 Paricipalion of retail :ood
stores, andiaeal serylces,

(d) No xetail food store or meal serv-
ice authorized to receive coupons shall
accept coupons marked '!pad," "can-
celed," or "specimen," coupons marked
with the name or authorization number
of any other firm, coupons bearing the
name of any bank, or coupons of other
than 1-dollar (and through June 30,
1975, 50-cent) denomination which have
been detached from the coupon books
prior to the time of purchase or delivery
of eligible food- unless the detached
coupons are accompanied by the coupon
books which bear the same serial num-
bers that appear on the detached cou-
pons. Retail food stores or meal services
may not accept 50-cent, .2-dollar, or old
series 5-dollar food coupons after June
30, 1975. It is the right of the head of
the household or his selected representa-
tive to detach the coupons from the book.

(e) Change In cash shall not be given
-for coupons. An authorized food retailer
or meal service must use for the purpose
of making change In an amount of 1-dol-
lar for 50 cents through June 20. 1975)
or more, those uncanceled and unmarked
-coupons having a denomination of 1-dol-
lar (or 5D cents through June 30 -1975)
which were previously accepted in ex-
change for eligible oods. If change In an
amount of less than 1-dollar for 50 cents
through June 30, 1975) is required. the
eligible household shall have the option
of receiving credit from the authorized
firm for future delivery of an equivalent
value of eligible foods, or of tradingout in
eligible food the difference between the
cost of the purchase and the next higher
1-dollar (or 50 cent through June 30,
1975) increment, or of payingn cash the
difference between the cdst of the pur-
chase and the next lower 1-dollar for 50
cent through June 30, 1975) Increment.
Credit in excess of 99 cents shall not be
returned in coupon transactions.

Effective date: This amendment shall
become effectiveMarch 1, 1975.
(Cfatalog of Federal Domestic AssIstance Pro-.
grams, No. 10.551, National Arebives Refer-
once Services)
(78 Stat. 703, as amended; U.S.C. 2011-2026)

Dated: February 28,1975.
JOHNr M. DAuGAaD,

Deputy Assistant Secretary.
[FR Doc.75-5848 Filed 3-3-75;8:45 am]

ARULES AND REGULATIONS

Title 9-Animals and Animal Products
CHAPTER I--ANIMAL AND PLANT HEALTH

INSPECTION -SERVICE, DEPARTMENT
OF AGRICULTURE

SUBCHAPTER C-INTERSTATE TRANSPORTA.
TION OF ANIMALS AINCLUDING POUL"XRY
AND ANIMAL PRODUCTS

PART 73-SCABIES JN CATTLE
Release of Areas Quarantined

'This amendment releases a portion of
Cochran County, a portion of Moore
County, a portion of Swisher County,
and a portion of Childress County in
Texas from the areas quarantined be-
cause of cattle scabis. Therefore, the
restrictions pertaining to the interstate
movement of cattle -rom quarantined
.areas contained in, 9 CM Part 73, as
amended, will not apply to the excluded
areas, but the restrictons pertaining to
the Interstate movement of cattle from
nonquarantined areas contained in said
Part 73 will apply" to the excluded areas.

Accordingly, Part 73, Title 9, Code of
Federal Regulations, as amended, re-
stricting the interstate movement of cat-
tle because of scabies is hereby amended
as follows:

In § 73.1a, paragraph (a) relating to
the State of Texas.-s amended to read:
§ 73.1a Notice of .quarantine.

(a) Notice is hereby given that cattle
in certain portions of the State of Texas
are affected with scables, a contagious,
infectious, and communicable disease;
and, therefore, the following area in
such State Is hereby quarantined be-
cause of said disease:

(1) That portion of Hansford County
comprised of see. 313, Block 2, 'GH * H
Railroad Survey.

(Sec. 4-1, 23 Stat. 32, as amended; sew. 1
and 2, 32 Stat. 791-792, as amended; sees.
1-4, 33 Stat. 1264, 1265, as amended; sees.
3 and 11, 76 Stat. 130, 132; 21 U.S.C. 111-
213, 115, 117, 120, 121, 3-126, 131b, 134f;
57 FR 28 46, 28477; '38FR 19141)

Effective date. The foregoing amend-
ment shall become effective on Febru-
ary 27, 1975.

The amendment relieves restrlctions no
longer deemed necessary to prevent the
zpread of cattle scabies and should be
made effective promptly In order to be of
maximim benefit to affected persons. It
does not.appear that public participa-
tion in this rulemaking proceeding -would
make additional relevant information
available to the Department.

Accordingly, under the administrative
procedure provisions in 5 U.S.C. 553, It is
found upon good cause that notice and
other public procedure with respect to
the amendment are impracticable and
unnecessary, and good cause is found
for making the amendment effective less
than 30 days after publication in the
FEDERAL REGISTER.

Done at Washington, D.C., this 27th
day of February, 1975.

PIERRE A. CHAroux,
Acting Deputy Administrator,

Veterinary Services, Animal
and Plant Health Inspection
Service.

[FR Doc.75-5710 Filed 3-3-75;8:45 am]

Title 12-Banks and Banking
PART 701-ORGANIZATION AND OPERA.

ION OF FEDERAL CREDIT UNIONS
CHAPTER vil-NAToNAL REDIT UNION

ADMINISTRATION
Supervisory Committee Audits

On page 44462 of the December 24.
1974, edition of the FEDERAL RECIsTER (39
44462) there was published a proposal
to amend Part 701 (12 CPR 701) by re-
vising § 701.12. The proposal was neces-
sitated by the recent amendment to sec-
tion 115 of the Federal Credit Union Act
(12 U.S.C. 1761(d)). Interested persons
were -given 'until January 15, 1975, to
submit vritten comments, suggestions or
objections regardig the proposal. As a
result of the comments received, the fol-
lowing change has been made:

Section '701.12(a). The third sentenco
is amended by adding after the word
"audit" and before the word "shall" the
language ", which shall be on the fohm,
or Its equivalent, set forth in the afore-
mentioned manual,".

Accordingly, with the above change tho
proposed revision to § 701.12 Is adopted
as set forth below.
(Sec. 120. 73 Stat. 635 (12 U.S.C. 1766) and
Sec. 209, 84 Stat. 1014 4(12 U.S.C. 1789).)

Effective date. February 24, 1975.
HzmlAxNxcxzrnso, Jr.,

Administrator.
FEuSpRUAI 25, 1975.

§ 701.12 Supervisory Committee Audits.
(a) The supervisory committee of each

Federal credit mnion shall make or cause
to be made an annual audit covering the
period elapsed since the last annual
audit. The annual audit shall bo nmado
in accordance with the requirements and
standards set forth In the Supervisory
,Committee Manual for Federal Credit
Unions NCUA 8023). Upon completion,
a report of the audit, which shall be on
the form, or its equivalent, set forth in
the aforementioned manual, shall be
promptly made to the board of direc-
tors of the Federal credit union, and,
upon request, to the Regional Director.
A summary of the report shall be sub-
mItted to the members at the next an-
nual meeting.

(b) The supervisory committee shall
be responsible for the preparation and
maintenance of work papers used to sup-
port each audit. As a minimum, each
audit report shall be supported by work
paper forms prescribed by the Super-
visory Committee Manual for Federal
Credit Unions, or their equivalent. Such
work'papers shall be available for revlew
by any employee or employees of the
National Credit Union Administration
designated by the Administrator.

(c) The supervisory committee shall
conduct supplementary audits upon re-
quest of the Administrator, and also may
conduct additional audits on Its own
initiative.

[FR Doc.75-5696 Filed 3-3-75;8:45 am]
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RULES AND REGULATIONS

ritlel4-Aernauticsand Space
CHAPTER I-FEDERAL AVIATION ADMIN-

ISTRATION, DEPARTMENT OF TRANS-
PORTATION
jAirworthlnessflocket~o. 75-WE-2-AD;

Arndt 39-21161
PART 39--AIRWORTHINESS DIRECTIVES
AiResearch.Model TFE731-2 and -3 Series

Engines
There 'has been a further evaluation

of the approvediow cycle fatigue .LOP)
life limits-Applicable to the critical ele-
ments of the compressor rotor of the
Model. TFE731-2 series engine which
results in reduced life limits. Accord-
ingly, the Approved service information

,which prescribes life limits has been re-
vised to reflect these changes and to In-
clude the initial ICF life lmits -for the
critical elenients of the compressor and.
tuibine rotors of the Model T 731-3
series engine. In addition, service life
limits have been established for certain
other parts of the Model TFEM31-2 not
previously life-limited. Since these new
a=d- reduced life limits apply to engines
now in- service, an airworthiness direc-
tive Is being issued to prevent cracking

and possible failure of these Parts and to
noUfy all owners and operators of the,
newly Imposed limits.

Since a situation exists that requires
immedlate adoption of this regulaton, it

is found that notice and public proce-
dure hereon are Impracticable and good
cause exists for making this amendment
effective in less than 30 days.
. In consideration of the foregoing, and

pursuant to the authority delegated to
me by the Administrator (31 Fn 13697),
§ 39.13 of Part 39 of the Federal Aviation
Regulations is amended by adding the
following new airworthiness directive:
Asm=rec LfarAcruanro Compim-cr FAar-

zoNA. Applies to Model 2hfl731-2 and -3
series engine.%

Compliance required as indicated.
(a) To prevent cracking and possible fal-

ure-of following listed Model TPE31-2 fan
and compressor rotor dLc3, the life limits on
these parts have been reduced below the fig-
ures currently approved. Unless already ac-
complished. remove rotor discs from wrvice
prior to reaching the revised life limit ahown
below or, before accumulation of an addi-
tional 30 cycles In service after the effective
date of this airworthiness directive, which-
ever occurs latei.

Comonet ~N Previous lUfa molrcd 11!Component Part cyc. leust ' limit cytlss

Fan dise--- - ----- -307216;2 None 10.00
LP compressor, stg. L_ 3072190 Z.00 3.000LP compressor, stg. 2. _ ----- 302191 Nane 3,700
LP compressor, stg. 3, 372192 Noan 1,320
LP compressor,.stg.4.(ercept per notol) =. 372193 None .00
LP compressor, stg.4 sea Note 1).x ..- 21.3 Nano 425
HP compressorhnpeller.._. -&14r 307274 Nona 3000

Nor= L-Appllesonly to following SIX &sm-

4a&g. compressor din SerW ls m
1-12112-201 2-12112-199
1-12112-223 2-12112-165
1-121.12-210 2-12112-164
1-12112-19 2-12112-163
2-12112-150 1-12112-211
2-12212-201 2-12112-182
1-12112-185 3-12112-316
1-12112-236

(b) The following initial L lifo limits
apply to improved P-compressor discs which.
arm eligible for use In the 'Model TFE731-2
and are basic for all Model TFE731-3 engines:

Component Part No. Ifo limit
cycles

LP ompressor sig. 1.._. 3072195 10.000
Lp compressor stg.2 ..... . 3072396 10, 00
LP compressor stg. 3 .- 3072397 10,000
LP compressor sig. 4. .... 3072396 10 ,00

(c) The lollowing initial LCP 1Mfb limlts
apply to turbine discs and related compo-
nents used in the Model TFE-731-3 engines:

Component Part No. Lfe limit
cycles

HP turbine dlsc_... ... 3072316 '70
HP turbine rotor seal plate-_-_ 072411 10.02
HP shouldered shaft .... 3072545 4,000
i:,P turbine disc, st7.=._= 3 1,700
LP turbine disc, stg. 2.__... 3072542 1
L turbine dc stg. 3_-___= 307254

NoTE 2: For purposes of this AD, a cycle Is
considered as any engine operating sequence
Involving engine start, at least one accelera-
tion. to a thrust level of 80% low pressure
rotor-speed or above and shutdown.

NorT 3: Aillesearch PAA-61,proved Service
Bulletin TF=l-72-3001, Revision 4, dated
February 14. 1975. or later FAA-approved re-
vision. summarizes the above information
and specifies other components of the Model
TFE731-2 and -3 engine for which finite
cyclic lifo limits have not been assigned, but
for whIch cycles accrued In service must be
recorded.

(d) Service life limits have been asgned
to the following specific parts used in the
Model TFE731-2 series engines:

(1) High Pressure Turbine Bindes. P/
307211 (used in H.P. Turbine Rotor Assembly,
P/N 3070098), unless previously accom-
plished, replace before exceeding 1,000 hours
time in service, or before exceeding 200 addi-
tional hours time In service after the effec-
tive date of this AD, whichever occurs later.
and at Intervals not to exceed 1.000 hours
thereafter.

(2) Model TEE731-2-2B engines Serial
Numbers P-74101 through P-74113 and Model
TFE73l-2-lC engines Serial Numbers P-
73106 through P-73184 not modifled by In-
corporation of Power Section Change Num-
ber 22: Replace the Pnion. Gear Assembly
P/N 3071826-1 and Sun Gear P/H 3071598-1
with a serviceable Pinion Gear Assembly P/N
3071626-4 and Sun Gear P/N 3072401-2 be-
fore exceeding 500 hours time In Service, or
before exceeding an additional 50 hours time

In service after the effective date of thin
AD, whicheTer occurs late.

(3) Model TFI-731-2-21 engines Serial
Numbers P-74101 through P-74138 and Model
TF'731-2-10 engines Serial Numbers B-
73106 through P-73209 not modified by In-
corporation of Power Section Change Number
41 or 44: Replace the 3rd Stage Statosr As-
sembly, P/N 3070279-7. -8 and -10, with a
cerviceable 3rd Stage Stator A.m.embly, PfX
3070279-11 or-13, before exceeding 500 hours
time In rervice, or before exceeding an aidl-
tlonal 50 hours time in service after the ef-
fectivo date of this AD, whichever cccor
later.

This amendment becomes effective
March 7,1975.
(Sec. 313(a), 601 and 603 of the Federal AvI-
atlon Act of 1958 (49 U.S.C. 1354(a). 1421,
and 423) and of section 6(cj of the Depart-
ment of Transportation Act (49 U.S.C.
1655(c)))

Issued in Los Angel California on
February 20,1975.

ROBRT M STANT0 ,
Director, FAA Western Regfo=

[FR DoC.75-5Z406 Filed.3-3-75;8:45 am]

[Docket No. 75-GL-4; Amdt 39-21171

PART 39-AIRWORTHINESS DIRECTIVES
Detroit Diesel Allison Model 501-D13

Series Engines
Amendment 39-2040 (39 PR 239) Air-

worthiness Directive 74-26-01, requires
inspection of certain serial numbered
second stage turbine wheels which had
not been spun at 17,300 r.pam. for five
(5) minutes prior to Installation in
Detroit Diesel Allison. Model 501-D13
series engines. After issuing Amendmen
39-2040, the Agency determined that
there were two additional serial num-
bered turbine wheels which were not
spun at 17.300 r.p. for five (5) minutes
prior to Installation. Therefore, the Air-
worthiness Directive is being superseded
by a new Airworthiness Directive that
Imposes si-la inspection requirments
on the two additional serial numbered
wheels in Detroit Diesel Allison Model
501-D313 series engines.

Since a situation exists that requires
immediate adoption of this reguIation.
it is fouidM that notice and public proce-
dure hereon are impracticable and good.
cause exists for making this amendment
effective in less than thirty (30) days.

In consideration of the foregoing, and
pursuant to the authority delegated to
me by the Administrator (31 FR 13697
and 14 CFR 11, 89), § 39.13 of Part 39 of
the Federal Aviation Regulations is
amended by adding the following- new
Airworthiness Directive:

Applies to Detroit Diesel Allion Model
501-D13 rices engines which incorporate-
P/N 6829072i second stage turbine wheels in
the following serial number ranges. except
for the specific edial numbers listed:

Serial Numbers K12875 to and including
X94006.

Serial Numbers KK11801 to and Including
=120064.
Serial Numbers PXoI and XP10355.
Excepted Serial Numbers:

XR2876 TM2878 EK280
=K2877 MOM am2831
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RULES AND REGULATIONS

E12882
K=883
1=2880,
1=2885

i=2888

K1K889 -
1=2890
1=2891
IM 892
RTC 893

H12894
H12895

=2890
RE2897
T2898
12899
B",2000

2901
12904

R12905
=2906

RIC. 907

M2908
X1-' 909

NK2910
1K=911
1K2912

1=K2913
KT 914
KK2915
TM 016
E=2917
HK.918
R'K 919
1=2920

K2921
1=2922
IK2923
XK2924

.K2925
1K2926
I2927
TM2928
K2929

E 2030
12=931
IHN2932
H.K2933
RT2934
KNT2935
KK2936
RK2937
EX2939
IK2940
EH2941
NK2943
E30944
1K2945
RTC2947
RK2948
EK2949
]NK2951

.K2953
KE2954
1K2955
KE2956
IM2957
1=2958
MCK959
EM2961
IM2964
IKEK968
1K2970
K2971

KR2972
HK2973
1=2974
NK2990
NK2991
KX2992

=K2993
HK2995

=2996
=H997
=K998
=999

1K000
=001

1=3002
XE 3001=
1= 00613008
KKS09
1=3010
HK3OlO

KK 3012

E3013
RTC015
E3016
B=30l
1=3018
E313019

13032
KM3042

K 3051
E=g 056

gi3064
RW3070

EK3075
KK3076
1E3080
KK3085
K2E086
PK3095
EM£101

KK3106
E=3108
KK3112
KE3119
EK3128
KK3132
KK3133
KE3150
E3160
KK3161
KK3172
KK3189
KK3195
13=3196
KIK3197
KK3202
E 3203

KK3210
NK3212
KK3226
KK3230
H=3235
KK3244
K=3245

IM3251
K3252

1K3254
KK3255
KK3259
KK3261
KK3266.
KK3282
KK3302
KK3303
KK3307
KK3312
KE3328
KK3337
EK3340
KK3349
KK3361
KK3364
K 3365
EK3375_
KK3377
KK3379
ER3380
KK3382

I3UM87
KK3397
H7K3404
KK3409
KK3414
KK3415
KK3429
KK3441
EK3451
K3E484
F=3487
KE3490
KK3493
E3495

K3500
EM3519
KEK3521
E3K3522
HK3526
EH3528
ZK3540
KK3547
KK3549
KK3551
KK3556
B 3558
XK3564
E03576
NK3577
KK3579
KK3589
XK3598
EK3599

SK3600
KK3602
EK3778
IKK3821
KK3842
EK3855

K3867
KE3879
RK3883
K3900
E 3906
K 3926

IK3937
EK3953XK33955

KK3963
ZX11803
EK14207
KE14414

K14421
KE14455
KK15467
NK15474
E"15716
XX15718
KK15739
K 15753

EK16585
XK16913
EK16935
T 16949
KK16968
E 16984
K-.8971
KR18981
KI,9004
XK19967
TCK19971

19976
K19998

KK 20008

KN20017
.KKO018

RK.20030

KK20034
KE20014
KK20050
RI20053
RK20055
XR20062

No=: At time of overhaul, some wheels
have RI, 1.2, n3, R4 or P. added as a suffix
to the wheel serial number. The sufi should
be disregarded in determining the applica-
billty of this Airworthiness Directive.

CoLAxCE REQUiRED As INmcATED
(a) Within the next 100 cycles, fluorescent

penetrant Inspect the internal splines in the
hub of wheels which have 10,000 cycles or
more since new or since last overhaul inspec-
tion on the effective date of this Airworthi-
ness Directive.

(b) Within the next 200 cycles or prior to
exceeding 10,100 cycles, whichever comes first,
fluorescent penetrant inspect the Internal
splines in the hub of wheels which have from
9500 to 10,000 cycles since new or since last
overhaul inspection on the effective date of
this Airworthiness Directive.

(c) Within the next 700 cycles or prior to
exceeding 9700 cycles, whichever comes first,
fluorescent penetrant inspect the internal
splines in the hub of wheels which have from
8300 to 9500 cycles since new or since last
overhaul inspection on the effective date of
this Airworthiness Directive.

(d) Prior to exceeding 9000 cycles, fluo-
rescent penetrant inspect the nternal
splines in the hub of wheels which have
less than 8300 cycles since now on the effec-
tive date of this Airworthiness Directive.

(e) Within the next 1000 cycles or prior to
exceeding 9000 cycles, whichever comes first,
fluorescent penetrant inspect the internal
splines in the hub of wheels which have 6000
or 8300 cycles since last overhaul inspection
on the effective date of this Airworthiness
Directive.

(f) Prior to exceeding 7000 cycles, fluores-
cent penetrant Inspect the internal splines
in the hub of wheels which have less than
6000 cycles since last overhaul inspection on
the effective date of this Airworthiness
Directive.

(g) Wheels which have been inspected In
accordance with (a) through (f) above and
found to be free of cracks may be returned
to service for an additional 7000 cycles, pro-
vided no wheels exceed 11,000 hours total
time in service.

(h) For the purposes of this Airworthiness
Directive, a cycle is defined as one takeoff.

(I) Detroit Diesel Allison Commercial
Service Letter 501-D13 CSL-232 pertains to
this subject.

This supersedes Amendment 39-2040
(39 FR 239), Airworthiness Directive
74-26-01.

Amendment 39-2040 was effective
December 16, 1974.

This amendment is effective March 7,
1975 except for those persons for whom
it was effective December 16, 1974 per
Amendment 39-2040.
Sees. 313(a), 601, and 603 of the Federal
Aviation Act of 1958 (49 U.S.C. 1354(a),
1421, and 1423) ; sec. 6(c) of the Depart-
ment of Transportation Act (49 U.S.C.
1655(c)).

Issued in Des Plaines, Illinois on Feb-
ruary 21, 1975.

JoHN M. CYnoeOKI,
Director, Great Lakes Region.

[FR Doc.75-5617 Filed 3-3-75;8:45 am]

[Airspace Docket No. 75-GL-1]

PART 73--SPECIAL USE AIRSPACE

Alteration of Restricted Area
The purpose of this amendment to

Part 73 of the Federal Aviation Regula-
tions is to combine Restricted Area R,-
5503 and R-5504 Into one Restricted-
Area, R-5503, and to raise the floor from
the surface to 4,000,feet MSL.

The Air Force has advised that'there
is no longer a requirement for low level

operations In Restricted Areas R-5503
and R-5504. They request that the floors
of these Restricted Areas be raised to
4,000 feet MM and the two Restricted
Areas be combined Into a single Re-
stricted Area. They have indicated a need
to use both Restricted Areas In all of
their operations. Therefore, retaining
two areas for ease In releasing part of the
area for other uses would not be prac-
ticable. The lateral limits and ceiling re-
main unchanged. These changes can be
effected without detriment to the In-
tended purpose of the Restricted Areas
and they will allow a portion of airspace
to be returned to public use.

Since this amendment restores air-
space to the public use by reducing the
size of restricted airspace, It Is a minor
amendment on which the public would
have no particular desire to comment,
therefore notice and public procedure
thereon are unnecessary. As It liktewlse
reduces a restriction upon the public, It
may be excepted from the requirement of
publication 30 days prior to Its effective
date.

In consideration of the foregoing, Part
73 of the Federal Aviation Regulations
Is amended, effective March 4, 1975, as
hereinafter set forth.

Section 73.55 (40 FR 691) ,.is amended
as follows:

1. R-5503 VnLianGTON, O11o
Boundaries: Beginning at Lat. 39130'00"

N., Long. 83°02'00" W.; to Lat. 38*48'30" N,,
Long. 83°02'00" W.; to Lat. 30858'30" N,,
Long. 84°05'00" W.; to Lat. 89*16'45" N:,
Long. 84°05'00" W.; to Lat. 39°17'60" N.,
Long. 84°02'30" W.; to Lat. 89'20'05" N.,
Long. 83°48'101' W.; to Lat. 39°30'00" N.,
Long. 83°38'35" W.; to point of beginning.

Designated altitudes. 4,000 fect MSL to
flight level 600.

Time of designation. 0800 to 2200. hours,
local time, Monday through Saturday.

Controlling agency. Federal Aviation Ad.
ministration, Indianapolis AUTO Center.

Using agency. Aeronautical Systems Divi-
sion, Wright-Patterson AP'B, Ohio.

2. Rt-5504 Wilmington, Ohio, is revoked.
(Sec. 307(a) of the Federal Aviation Act of
1958 (49 U.S.C. 1348(a)): sec. 6(o) of the
Department of Transportation Act (49 US.C.
1655(c)))

Issued In Washington, D.C., on Febru-
ary 26, 1975.

F. L. CuNINOHA,
Acting Chief, Airspace a n

Air Trafflc Rules Division.
[FR Doc.76-5618 Filed 3-3-76;8:45 am]

Title 18-Conservation of Power and Water
Resources

CHAPTER I-FEDERAL POWER
COMMISSION

[Docket No. 1.M74-16 Order No. 626]

PART 3-ORGANIZATION; OPERATION; IN-
FORMATION AND REQUESTS; MISCEL-
LANEOUS CHARGES; ETHICAL STAND-
ARDS

PART 260-STATEMENTS AND REPORTS
(SCHEDULES)

Uniform Filing of Natural Gas Reserves
Information

FEBRUARY 25, 1975.
In this proceeding we adopt procedures

and institute an annual filing of uniform
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information on proved domestic natural
gas reserves. Such information shall be
filed by all persons who have been found
to be natural gas companies under the
Natral Gas Act 1 or who are affiliates
(associates) or subsidiaries of natural
gas companies as affiliate is defined in 18
CFR 157.40(a) (3) of the Commission's

.regulations in accordance with the pro-
cedures prescribed herein.

On April 15, 1974, the Commission
issued a notice of proposed rulemaking
in Docket No. RM74-16' pursuant to
the Administrative Procedure Act,
(APA),' and sections 8, 10, 14, and 16
of the Natural Gas Act. In this notice
the Commission proposed to amend its
general rule4 by adding a section re-
quiring the annual filing of a report of
proved domestic gas reserves by each
person found by the Commission to be a
'natural-gas company" within the
meaning of the Natural Gas Act. To be
included among reporting companies
were afialiates (associates) or subsidi-
aries of natural gas companies which
are subject to the jurisdiction of this
Commision. It was proposed that "fhe
data be collected through completion
of a standardized report form, FPC
Foim No. 49. which was appended to
the April 15, 1974, notice of proposed
rulemaking asAttachment A.

In their -comments filed pursuant to
the notice of proposed rulemaking re-
spondents requested the convening of a
Staff Conference. Pursuant to those re-
quests Commission Staff on July 23,
1974. issued a notice of public meeting
announcing a Staff Conference to be
convened on August 14,15, and 16,1974,
at the Commission's officest A notice
revising the notice of public meeting
was issued on August 6. 1974,' which
announced that this public meeting
would be of record and provided an op-
13ortunityfor the presentation of general
position papers for-me at this meeting.

As proposed in the notice of rule-
making, FPC Form No. 40 contained
Schedules A, B, B-Il, and C. Each of
these -schedules was to be completed
annually and filed with this Commis-
sion. As adopted Schedule A will sum-
-marize the contract volume commitment
status of company-owned domestic re-
serves, both interstate Eind Intrastate,
will summarize commitment status by
type- of occurrence (associated, non-
associated-dissolved), will summarize
the status of shut-in volumes, will sum-mrize changes in proved reserve by
type of gas occurrence and will report
successful gas well drilling footage. Sup-
porting Schedules B and C of proved
reserves, will inter alia, show reserves
by field andreservoir, and will indicate
annual changes in pr6ved reserves by
company for each state or production

'Section 2(6); 52 Stat. 822 (1938); 15
U.S.C. 717b(6) (1970).

39 i 14233 -1974).
60 Stat. 237. 918, 922 (1946); 61 Stat. 37,

201 (1947); 62 Stat. 99 (1948): 80 Stat. 250
(1966): 5 U.S.C.551-,etseq. (1970).
• 39 F 27608 (1974).
539 R 28563 (1974).

area Schedule A shall be made available
to the public as provided in the notice
of rulemaking. In accordance with the
-noted procedure employed herein Sched-
ules B and C are to be given confiden-
tial status.

Some changes in the form and pro-
cedures originally proposed were rec-
ommended by the Staff and are incor-
porated in the final order adopted herein.
(See Appendix A') The Commission also
adopts and provides for abbreviated re-
porting requirements for companies with
estimated proved recoverable dry gas
reserves of 10 Bcf or less at 14.73 psia
and 60' Fahrenheft. Such companies will
file Schedules A, C, and D of FPC Form
No. 40 but will not be required to file
Schedule B which-is entitled "Proved
Domestic Natural Gas Reserves By Nat-
ural Gat Company-Field And Reser-
voir". Because of the small portion of
total natural gas reserves held by such
small firms, the exclusion of these data
on a reservoir basis should not appre-
ciably affect the reliability or analysi
of the reserves data submitted. In addl-
tion, a company submitting the abbre-
viated FPC Form No. 40 Is subject to
audit procedures of the Commission as
are all other parties submitting the re-
quired proved reserve data.

This Commission has carefully con-
sidered the contentions of the seventy-
seven parties who filed comments' and
those parties and others attending a pub-
lic conference on the Issues raised -by
this proceeding which commenced Au-
gust 14, 1974.' We have reached our de-
cision based upon a measuring of the
need to know the nation's proved natural
gas reserve inventory on one hand,
against a full knowledge of the reporting
burden required of the Industry. After
balancing these factors on the fulcrum of
this Commission's statutory directives,
we conclude that the comprehensive
proved natural gas reserves information
weseek should be provided in the manner
herein prescribed.*

The comments filed pursuant to the
notice of rulemaldng Issued April 15,
1974, and raised by participants at the
August 1974 meetings center around live
clusters of contentions. The objectives
are summarized as follows:

(1) A precise definition of a natural
gas company as that term demarcates the
jurisdictional boundaries of the Com-
mission is not readily determined on its
face for affiliate, associate, or subsidiary
of a "natural-gas company" that may
be required to file FPC Form No. 40.

(2) Several respondents urge that the
submission of such data is not reason-
ably related to the'Commission's statu-
tory powers to regulate sales of natural
gas for resale in interstate commerce and

'Appendix A fied as pnrt of the original
document.

' See Appendix B. fied as part of the
original document, for a libting of respond-
ents.

8 See Appendix C. filed as part of The origi-
nal document, for a listing of participants at
the public conference.

0 F.C.C. v. Schreiber, 381 U.S. 279 (1964).

that without such a demonstration the
Commission cannot require the prepara-
tion and submission of the proposed
FEC Form No. 40. It is argued that such
a demonstration has not been made thus
far.

(3) The respondents contend that the
preparation of th^. proposed form. will
require considerable expense and is an
excessive burden on the industry with-
out regard to a proper weighing of In-
terest.by the Commission.

(4) The Commission Is without statu-
tory authority to directly or indirectly
require production of information con-
cerning Intrastate reserves and uncom-
mitted reserves which, if collected, al-
legedly would result in discrimlination as
to interstate producers who are at a. com,-
petitive disadvantage as against non-
jurisdictional producers, who are not sub-
Ject to this proceeding's disclosure
requirements.

(5) It is averred that disclosure of
reserves information submitted on a res-
ervoir by reservoir basis damages pro-
prietary interest and is confiscatory
without protection of due process of law.

The compilation of information on
natural gas reserves held by natural gas
oompanles (or by their affiliates and/or
subsidiaries) is a necessary exercise of
the Commission's powers under section
14(a) of the Act to gather data required
for the performance of the Commission's
duties under sections 4, 5, and 7 of the
Act and to enable the Commission to
establish. a sufficiently comprehensive
and reliable data base pertaining to
natural gas reserves for the purpose of
recommending any further legislation to
the Congress which the Commissionmay
deem necessary. Furthermore the data
collected will provide comprehensive in-
formation on the status of reserves held
by natural gas companies or on their
behalf.

The reporting procedure Instituted
herein is found to be necessary and ap-
propriate for the proper fulfillment of
the Commisslon's plenary responsibilities
specifically set forth in sections 4i!4 5'
and 7 1 of the Natural Gas Act. The data
collection system will provide heretofore
unavailable 6omprehensive information
generated annually and reported on a
uniform basis to an Independent govern-
ment agency. In a period of natural gas
shortage, which has long since been
recognized by this Commission, = it is
imperative that Independently gathered

-52 Stat. 822 (1938); 70 Stat. 72 (1962y:
15 U.S.C. 7LC (1970).

u 52 Stat. 823 (1938); 15 U.S.C. 77d.
(1970).

12 52 Stat. 825 (1938); as amended, 56 Stat.
83 (1902): 15 U.S.C. 717f (1970).

=The natural gas shortage has for some
time also been recognized by courts of the
land. "E.g., P.P.C. v. Louisiana Power & Light
Co.!'. 406 US. 621 (1972): "Placd Oil Com-
pany v. F.P.C:., 483 F. 2d 880 (5th Cir. 1913),
anrmed sub nom., 'Wobl Corporation
v. PP.C.' 42 U.SXLW. 4,842 (U.. June 10,_
1984) "Shell Oil Company v. F.P.C., 484 F.
2d 469 (5th Mr. 1973), cert. denied sub nom.,
"'obil Ol Corp. v. r.P.c:', T&oe 73-48
(June 17,1974).

FEDERAL REGISTER, VOL 40, NO. 43-TUESDAY, MARCH 4, 1975

8941



RULES AND REGULATIONS

proved domestic natural gas reserves
data be available on a continuing basis
in order that the basic statutory stand-
ards prescribed by sections 4, 5, and 7 be
implemented.

Natural gas provides approximately
one-third of the nation's energy and is
a vitally Important national source of
energy. Curtailments last winter of
natural gas deliveries adversely affected
the nation's economic stability and wel-
fare. The prospect of continuing unaval-

'ability of natural gas as well as substi-
tute alternate energy sources requires
that this Commission take every prudent
step to remain abreast of increasingly
fast-paced changes, in the natural gas
industry as well as to adequately antic-
ipate future developments and provide
for longer-range government planning in
this vital energy sector. It is this Com-
mission's duty to assure a dependable
long-run supply of natural gas to the
consumer. Equally as vital is the estab-
lislhment of a price for natural gas suffi-
cient to ensure the commitment of
needed supplies to the interstate mar-
ket1' Just how dependable is the source
of natural gas and in what quantities
gas shall be forthcoming and in what
time frame are questions that can be
answered in part through 'a survey of
proved domestic gas reserve supply In-
formation In the manner we adopt
herein.

Collection of intrastate and interstate
reserve data on the basis adopted herein
will aid the Commission in evaluating
whether the establishment of higher
rates to encourage greater exploration
and development of domestic gas reserves
Is resulting in additional gas dedications
to the interstate market or whether the
gas is escaping tb the intrastate market
or whether alternative alternate invest-
ments not related to natural gas are more
attractive. Acquisition by the Commis-
sion of intrastate and interstate gas
supply data is necessary to provide 'a
panorama of the entire gas reserve pic-
ture and to make available on a continu-
ing basis independent and comprehensive
Information on our nation's existing nat-
ural gas supply. The gas reserve supply
information gathered from FPC Form
No. 40 will immeasurably aid the Com-
mission in its ratemaking activities and
In fulfilling its regulatory responsibilities.

There has been a steady decline in re-
serve additions, and, in turn, productiv-
ity in recent years. "Productivity in terms
of Mcf per foot drilled has the most sig-
nificant impact In calculating new gas
costs!' s and a critical impact upon the
whole of the rate structure. "Productiv-
ity determines the allowance for success-
ful well costs, which in turn affects the
allowance for lease acquisition costs and

"lF.P.C. v. Hope Natural Gas Company,"
320 U.S. 591 (1944).

2'Just arid reasonable national fates for
sales of natural gas from wells commenced
on or after January 1, 1973, and new dedica-
tions of natural gas to -interstate commerce
on or after January 1, 1973, Docket No. R-
389-B, Opinion No. 699 at 45, - P0 -,
- (June 21, 1974).

the allowance for production facilities,-
productivity also determines the allow-
ance for dry hole costs, which affects the
allowance for exploration overhead ex-
pense; and so on, virtually ad infini-
tum."1 ' An erroneous productivity pre-

-diction will compromise the Integrity of
the entire rate structure. The data-gath-

-ering effort such as the one hereby
launched will give to the Commission
information against which it can meas-
ure the accuracy and methodology by
which published data is derived, and can
determine whether trends demonstrated
thereby are reflected in the Commis-
sion's own data. In addition, it can move
the Commission toward having the op-
tion of calculating productivity, as well
a- costs, on the basis of the activity of
jurisdictional companies only, at some
time in the future.

To attain an accurate ana reliable es-
timate of proved gas reserves the effect
of positive and negative revisions must

'be taken into account and any possible
disparity between reserves actually dis-
covered and those reported must be elim-
inated. FPC Form No. 40 as hereby pro-
posed and more specifically Schedule C,
columns J and K, will enable us to more
accurately determine positive and nega-
tive revisions to proved gas reserve vol-
umes. The provisions in Schedule B re-
quiring reporting of shut-in reserves and
the reasons therefor and those in Sched-
ule C providing for the reporting of ex-
tensions of existifg fiekis, new field dis-
coveries, and new reservoir discoveries in
old fields should Ineure far more accu-
rate and timely information than is
presently available.

Of equal importance with a reliable
estimate of proved gas reserves is the
timely availability of successful gas well
drilling footage data so necessary for
use in achieving our clearly identifiable
need to determine productivity. To ac-
complish this purpose Schedule A has
been amended to require the reporting of
successful gas well drilling footage at-
tributable to non-associated gas reserves
additions.

Although the required reporting of
drilling footage represents a change in
Schedule A and to that extent a devia-
tion from the notice of proposed rule-
making, it fulfills a specific ratemaking
need and regulatory purpose which in
our judgment outweigh the correspond-
ing administrative reporting burden.
However, as provided in the Ordering
Paragraph (E) herein any respondent
may file comments, views or suggestions
on the drilling footage reporting require-
ment of Schedule A for our consideration
prior to the effective date of this order.

In Schedule A we have requested basic
information in order to determine pro-
ductivity of gas wells which may be util-
ized in conjunction with other relevant
data and factors to determine rates, to
assess the accuracy and reliability of
various data sources and to assess new
gas costs. Specifically Schedule A will

15- rPc - , Opinion No. 699, (Com-
missioner Moody, dissenting), (mimeo at 9).

provide verifiable annual data on non-
associated reserves additions and gas
well drilling footage attributable to the
development of those reserves for the
purpose of establishing a fair and rea-
sonable national rate for natural gas sold
in interstate commerce. Knowing the
level of natural gas inventories is essen-
tial In order to determine whether the
response of natural gas producers to gov-
ernmental policies and programs11 is
eliciting a natural gas supply to meet
consumer needs.

Schedule A data will also provide a
means of evaluating the veracity of re-
ported gas reserves which in turn has a
corresponding and direct relationship
to rates. Securing of information directly
from companies under oath and subject
to audit by the Commission " will estab-
lish a more reliable and credible basis
for the prospective ratemaking Addi-
tionally, the gas reserves additions re-
ported in Schedules A and C, provide
the first systematic and independent
basis for comparison with industry esti-
mates of reserves as reported by the
American Gas Association (AGA) .1

We recognize that the data necessary
to determine productivity as elicited by
Schedule A will not be the entire uni-
verse of data which could be supplied be-
cause pursuant to the notice of rate-
making we are only soliciting data from
natural gas companies subject to our
substantive ratemaking Jurisdiction and
their affilates (associatg) or subsidi-
aries. Furthermore cost data such as un-
successful well costs, lease acquisition
costs and operating costs are not solicited
by FPC Form No. 40.

However, information to be obtained
by Schedule A may be utilized In the rate-
making process as follows. The informa-
tion secured subject to audit could be
employed as an additional test of the
veracity of reserves reported by the AGA
for that year and will provide the first
independent governmental check of
productivity as estimated from data cur-
rently reported by AGA and the Amer-
ican Association of Petroleum Geologists
(AAPG).

PC Form No. 40 will be a systematic
collection of data on an annual basis so
a series of data over a period of years can
be developed to provide a more precise
data base to prescribe rates. In the bien-
nial review we have reqognized the
advisability of utilizing trended costs0.

11 "Public Service Commission of Nov York
v. F.P.O.." -. F.2d ... (D.C. cir. Nog. 73-
1338 and 74-1301, decided January 14, 1975),
slip opinion at 17-20.

152 Stat. 825 (1938). 15 U.S.C. 717g.
The comprehensive reserves reporting re-

quired by our order will complement the in-
dependent Staff review of proved reserves in
comparison to AGA's reported proved re-
serves in the revised Staff report entitled
"National Gas Reserves Study," September
1973.

Just and reasonable national rates for
sale of natural gas from wells commeneod on
or after January 1. 1973. and new dedications
of natural gas to interstate commerce on or
after January 1, 1973, Docket No. n-309-13,
Opinion No. 699-H at 19-22, - P0 -,
- (December 4, 1974).
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Thus, the development of this data base
will aid the Commission's forecast of
prospective rates consistent with the
trending cos6 process. In -addition, the
collection of data on a company basis as
,Prescribed in Schedule A will permit us
to compare the productivity of large and
small -producers and assess this one im-
portant factor of ratemaking as it ap-

* plies to each.The Commission has conducted vari-
ous uncommitted reserves investiga-
tions.7 The annual reporting of uncom-
mitted reserves in FPC Form No. 40 will
,provide a basis for the Commission to
evaluate the uncommitted gas, reserves
potentially available to meet the demands
of the interstate market.

Congress has delegated to the Com-
mission sweeping and pervasive respon-
sibilities to regulate natural gas In in-
-terstate commerce from the wellhead to
Trhe burner tip. This Commission has the
sole responsibility to regulate the price
of natural-gas in interstate commerce
and to secure an adequate supply of this
energy source for the nation's consum-
ers. Informed declslon-malfing demands
that natural gas reserves data and other
information be available to this Com-
mission on a timely, comprehensive
basis. The acid test of the appropriate-
ness and accuracy of our policies is a
history of change in the nation's proved
-natural gas reserves status. We provide
today for a means whereby our policies
may be evaluated. The rule adopted here
is "consonant with the broad responsi-
bilities given to the Commission by Con-
gress; At must be free, within the limita-
tions imposed bypertinent constitutional
and statutory commands, to devise meth-
ods of regulation capable of equitably
reconciling diverse and conflicting in-
terests." Permian Basin Area Rate Cases,
390 US. 747, 767 (1968), cited in "mobil
Oil Corp. v. F.P.C.," 42 U.S.L.W. 4842
(June 10, 1974) (slip opinion at 20).

The contention is made that the Com-
misson has not given adequate consid-
eration to the burden and expense In-
volved in preparation of the required
report and the burden resulting from
reporting similar information to other
agencies. There is little doubt that the
information required to be submitted on
FP0 Form No. 40 is possessed -by the
respondents. The Internal Revenue Code
regulations relating to depletion require
the submission of detailed data " to the
-Treasury Department and the ready
availability of supporting data. Among

" other information that must be sub-
mitted is the following:

(2) * * * (i) An adequate map •
(iii) The date of acquisition * * (v) The
date as of which the mnineral property and
improvements are valued * * * (Vi) The
estimated number of units of each kind of
mineral at the end of the taxable year, and
also at the date of acquisitions * * to-

"Reliability Of Electric And Gas Service,
Docket No. R,-405, 44 FPC 1347 (1970) Car-
ver and Brooke, Commissfoners, dissenting);
"Order Updating Nationwide Investigation,"
September 12, 1972; 50 FPC 319 (1973).

2Treasury Reg. 26 CM 1.611-2(g) (1960).

gether with an explanation of the method
used In the estimnaton" 0 0 (xll) The
fraction of gross production 0 0 0 from the
deposit or deposits to which the taxpayer
and other persons are entitled together with
the names and addresses of such other per-
sons 0 0 a

(3) In the caso of oil and gas properties,
the following Information Is [alo] required
* * 0 (1) The number of acres of producing
oil and gas land 0 0 0 (vi) The number of
_pay sands and average thickneas of each pay
sand or zone; (vii) The average depth to
the top or each of the different pay sands;
(vill) The annual production of the deposit
or of the Individual wells, if the latter In-
formation Is available, from the beginning
of its productivity to the end of the table
year, the average number of wells producing
during each year. and the initial daily pro-
duction of each well a U . (1x) All available
data regarding change In operating condi-
tions, such as unit operation, proration.
flooding, use of air-gas lift, vacuum, ahoot-
Ing, and similar Information, which have a
direct effect on the production of the de-
posit; and (x) Available geological Informa-
tion having a probable bearing on the oil and
gas content; Information with respect to
edge water, water drive, bottopi hold pres-
sures, oil-gas rutio, porosity of reservoir rock.
percentage of recovery, expected date of ces-
sation of natural flow, decline In estimated
potential, and characteristics "imi to
characteristics of other known fields.

Thus, It Is readily apparent that the
basic data required to complete Form No.
40 Is available. There may, of course, be
some administrative burden in compiling
that data, but no party to this proceed-
ing has alleged that the burden will be
an "undue" burden. As to the alleged
burden, we would simply note that It Is
the function of the General Accounting
Office (GAO) to weigh the reporting bur-
den against the public need for the re-
quested data.=

Nor does the fact that the Federal
Energy Administration (PEA) and the
Federal Trade Commisson (FTC) have
also proposed to gather somewhat similar
natural gas reserves data In any way
reduce this Commission's need for the
data to be gathered via FPC Form No.
.40. It has not been shown and It cannot
be shown that such data will be useful
to this Commission nor that such data
wW ever be available to us. Information
collected by an agency for one regula-
tory purpose under one statute on a
confidential basis could not in fairness
to the parties submitting such data be
disclosed to the public or other agencies
without some hearing with respect to the
disclosure of such data and findings that
public disclosure overrides private needs
for nondisclosure of proprietary data."

Furthermore the submission of com-
pany held reserves information without
the submission- of individual reservoir
data on a confidential basis would detract
"from the reliability of the submls-
sions and would materially Impair the
Staff's ability to efficiently audit the un-
derlying basis for the company wide esti-
mates without a painstaking Investiga-
tion of company records. The retention

- 87 Stat. 593, 44 U.S.CA. 3512 (1974).
24 See Amerada Hem Corporation, et al.,

50 FPO 1048, 1055-1060 (1973) (Moody and
Brooke, Commissioners, dissenting).

by the company of the basic reservoir
data underlying the company's overall
estimate of reserves held is an unsatis-
factory alternative to the filing of such
data with the Commission in the first
instance.

It is argued that this Commission has
not been granted statutory authority to
conduct this Investigation. For over ten
years we have collected Information from
Jurisdictional natural gas pipeline com-
panies on a reservoir basis where natural
gas is dedicated to interstate commerce.
Producers are natural gas companies un-
der the Natural Gas Act and subject to
regulation as are pipelines.

At the August Staff conference held at
the request of the respondents, an in-
dustry representative estimated that via
FPC Form No. 15 approximately seventy
percent of the nation's proved gas re-
serves were reported to the Commission.
In 1973 on FPC Form No. I5ninety-three
natural gas companies reported reserves
to the FPC on a reservoir-by-reservoir
basis. Some 134 Tcf of natural gas, pur-
chased, owned, and reported on a reser-
voir-by-reservoir basis were shown as
dedicated to the interstate market. It
is estimated by our Staff that this rep-
resents 61.5 percent of the nation's nat-
ural gas reserves in the lower 48 states.
Of the ninety-three reporting companies,
sixty-three reported reserves In the
ground, purchased and owped. Of these
sLty-three companies, twenty-six owned
13.2 Tcf of natural gas In their own com-
pany name. This represents about six
percent of the nation's total estimated
reserves. Prior compliance with F C
Form No. 15 filings indicates that the
Issue of lack of Jurisdiction Is moot with
respect to Jurisdictional reserves. 5

Despite prior decisions to the con-
2 r-y,M recent cases have distinguished

the gathering of information by a regu-
latory agency in order to fulfill its regu-
latory purposes from regulation Itself.
Elstorically, private corporations have
been subject to broad visitorial power.=

It has long been settled that Congress
may exercise wide investigative power
over corporations when their activities.
take plqce within or affect interstate
commerce." This power of Congress,
which is analogous to the visitorial
power of the incorporating state,5 has

= 18 CPR 260.7. Order prescribing -annual
report form No. 15 and statement of policy
with respect thereto, Order No. 279, 31 FPO
750, (1904), as amended by Order No. 337, 37
F0 326 (1967), as amended by Order No. 399,

43 FF0 563 (1970). as amended by Order No.
470, 49 FPO 602 (1973).

24 "P.T.C. v. Smith.' 34 F.2d 323 (S.D.N.Y.
1929); "F.T.C. v. Claire Finance Co.", 285
F. 930 (D.C. Cir. 1923); rev'd on other
grounds. 274 U.S. 160 (1927); "P.T.C. v. P.
Lorillard Co:'. 283 F. 999 (S.D.N.. 1922);
aWd on grounds. 264 US. 298 (1924).

="Okla. Press Pub. Co. v. Walling," 327
U.S. 186,204 (1946).

3"US. v. New York Central 1. Co," 272
U.S. 457 (1926); "U.S. v. Louisvlle & N.R.
Co.", 236 U.S. 318 (1915); LC.C. v. Baird, 194
U.S. 25 (1904); "I.C.C. v. Brimain," 154 U.S.
447 (1894).

203". Wilson, v. U.S." 221 U.S. 361, 2
(1911); "Hale v. Henkel". 201 U.S. 43 (1906).
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been upheld with particular regard to
the collection of general or statistical
information2

The Congress has authorized this
agency In the first Instance to conduct
broad and sweeping investigations of the
natural gas industry and has specifically
provided for the Commission to deter-
mine "the adequacy- or inadequacy of
the gas reserves held or controlled by
any natural gas company, or by anyone
on its behalf, including its owned or
leased properties or royalty contracts.
* * -*"" But this authority as broad as
it is, is supplementary in nature to the
general investigatory powers set forth
in section 14(a):

The Commission may " nvestigate any
facts, conditions, practices, or matters' which
it may find necessary or proper in order to
determine whether any person has violated
or Is about to violate any provision of this
act or any rule, regulation, or order there-
under, or to aid in the enforcement of the
provisions of this act or in prescribing rules
or regulations thereunder, or in obtaining
information to serve as a basis for recomi-
mending further legislation to the Con-
gress. 0 0 *

'This is a power "inquisitorial in nature
0* * designed to aid the Commisson in
exercising its powers and 'to serve as- a
basis for recommending further legisla-
tion to the Congress' "=It would be most
unusual for Congress to delegate the
power to investigate to the Commission
and then to limit that power only to
matters over which the Commission had
substantive rate or certificate jurisdic-
tion.

Indeed, the language of section 14(a),
which does not cse the term "natural-
gas company" clearly implies that the
section is not limited to investigations of
matters over which the Commission has
substantive jurisdiction pursuant to sec-
tions 4, 5, and 7 of the Act. The statutory
investigatory powers of other federal
regulatory agencies which are compara-
ble in scope to Section 14 have been held
to "confer Upon the Commission powers
of investigation in very broad lan-
guage".' Furthermore, reports by nat-
ural-gas companies may be required by
the Commission pursuant to sections 8
and 10 of the Act and comparable ac-
counting and reporting powers of the-In-
erstate Commerce Act ' have been inter-
preted to give the Commission -the right
to gather information necessary to per-
mit it to perform its congressionally
mandated directives -and policy making
reports to Congress which . . . might
require a knowledge of the business...
beyond that which is strictly of the char-
acter mentioned [in the statute]". =

00 "Okla. Press Pub. Co. v. Walling", 327
U.S. 186, 209 (1946); "Smith v. LC.C.", 245
U.S. 33 (1917); cf. "I.C.C.v. Goodrich Transit
Co.", 224 U.S. 194 (1912); "Baltimore & Ohio
n. Co. v. I.C.C.", 221 U.S. 612 (1911); 'Narri-
man v. I.C.C.", 211 US. 407,419 (1908).

"Section 14(b).
2'P.P.C. v. Panhandle Eastern Pipe Line

Co." 337 U.S. 498, 505 (1949).
W "Smith v. I.C.C.", 245 U.S. 33, 42 (1917).
"Section 20; 24 Stat. 386 (1906); 49 U.S.CJ.A

20(1951).
w"I.C.C. v. Goodrich Transit Company,"

224 US. 194, 211 (1912).
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There is no doubt that the proposed
information will be of aid to the Com-
mission in carrying out its obligation to
assure "just and reasonable rates to the
consumers of natural gas" for [tihe Act
was so framed as to afford consumers a
complete, permanent and effective bond
of protection from excessive rates and
charges " = Presently in prescribing rates
for producer sales of natural gas such
as the recently enacted rate,7 the Com-
mission must rely upon published data
from trade and professional organiza-
tions.

While the Comfission's reliance upon
this data to establish just and reason-
able rates has been affirmed by the Su-
preme Court of the United States,n this
data. base should be augmented and re-
viewed with an independent evaluation
by the Commission of reserves data com-
piled from 'the mandatory reports of
regulated natural gas companies subject
to audit by the Commission. Even though
it may be necessary to continue to rely
upon the data sources now utilized in de-
termining hational rates in the first bi-
ennial proceeding," prompt development
of an independent data collection sys-
tem by this Commission will provide a
more accurate and reliable data base
which will better serve the broad regula-
tory responsibilities delegated to the
Commission.

This Commission not only has the
power but the duty to investigate that
which it, admittedly does not have the
power to, regulate in order to evaluate
the consequences of our policy determi-
nations.; In the "Endicott Johnson Corp.
v. Perkins," I benchmark decision in-
volving the issue of the extent of inves-
tigative powers, the Supreme Court an-
nounced a very limited standard pro-
hibiting the collection of information.
Only that Information which was "plain-
ly incompetent or irrelevant to any law-
ful purpose" " as those purposes were
specified in the enabling legislation is be-
yond the scope of the agency's jurisdic-
tion.The Natural Gas Act historically has
been given, liberal interpretations by the

36,tlantlc Refining Co. v. Public Service
CommIson of New York," 360 U.S. 378, 388
'(1959); see "Phillips Petroleum Co. v. Wis-
consin." 947 U.S. 672 685 (1954); ".P.C. v.
Hope Natural Gar Co.," 320 U.S. 591 (1944y.

"Just and reasonable national rates for
sales of natural gas from wells commenced
on. or after January 1, 1973, and new dedica-
tions of natural gas to interstate commerce
on or after January 1, 1973. Docket No. 1-
389-B, Opinion No. 699 at 45-59, ____ FPC

-(June 21, 1974), Opinion No. 699-
H at 19-27, ____ FPC ----- ---- (Decem-
ber 4, 1974).

29Permian Basin Area. Rate Cases, 390 U.S.
747. (1968); Mobil Oil Corp. v. F.P.C.,
U.S. ____ (June 10, 1974).

' 2National rates for jurisdictional sales of
natural gas dedicated to- Interstate com-
merce on or after January 1, 1973, for the
period. January 1, 1975, to December 31, 1976,
Docket No.'RM75-14, ____ FPC __ (Decem-
ber4, 1974).

& 0"Endicott Johnson Corp. v. Perkins," 317
US. 501 (1943).

id. at 509.

courts. Its statutoryprovisions are inter-
preted as giving broad authority to ef-
fectuate the publia interest- In the At-
lantic Refining Co. v. Public Service Com-
mission of New York (CATCO, case the
courtnoted that sections 4, 5, and 7 of the
Act, when read together carve out a largo
area where administration is largely left
to the'discretion of the Commission. It is
clearly the purpose of the Congress "to.
create a comprehensive and effective
regulatory scheme."

Section 16 of the Natural Gas Act em-
powers the Commission "to perform any
and all acts, and to prescribe.,, such
orders ... as it may find necessary or ap-
propriate to carry out the provisions of
this act."" In discussing the Import of
identical language contained in section
309 of the Federal Power Act "I the Court
in "Niagara Mohawk Power Corp. V.
F.P.C.' stated that necessary and appro-
priate provisions "are not restricted to
the procedural minutiae and that they
authorize an agency to use means of
regulation not spelled out in de-
tail' * * * "

The broad grant of mplenenting au-
thority conferred by section 16, which
is not confined, merely to' procedural
regulations, supports our dcls40n. Our
responsibilities tnder the Act, In a time
of energy shortages require that new',
broader initiatives be taken by the Com-
mission, and the Conigress in enacting
section 16 has anticipated the changing
circumstances that require such action
as is taken herein. The information
gathering process we adopt today is
within the scope of the Natural Gas Act
and is ". , . reasonably necessary to
permit [this] agency to perform its tasks
consistently with the provisions and pur-
poses of the legislation.* * " "1

In addition to those sections of the
Natural Gas Act previously discussed,
we also rely on section 8 " as authority
for the promulgation of FPC Form No.
40. Section 8 and section 301 of the Fed-
eral Power Act" are virtually mirror
imageg of each other. Section 301 was
discussed In detail in "Southwestern
Electric Power Co. r. FI.P.C." I where the
Court pointed to a line of cases acknowl-
edging congressional intent to create
agencies such as the FTC with broad
powers to formulate policy, but cautioned
against judicial review of more than

42 "Atlantic Refining Cc. v. Public Service
Commission of New York," (CATCO), 300
U.S. 378, 391-392 (1959).

3"Atlantic Refining Co. v. Public Service
Commission of New York," 360 U.S. 378, 393
(1958); "Panhandle Eastern Pipo Line Co. v.
Public Service Commission ot Indiana," 333
U.S. 507,520 (1947).

- 15 U.S.C. 717o (1970),
Ar 15 U.S.C. 8250 (1970).
"379 F.2d 153, 158 (D.C. Cir. 1067), Sec-

tion 16 of the Natural Gas Act is identical
to section 309 of the Federal Power Act.

47 "Public Service Commission of the State
of New York v. F.P.C." 327 F. 2d 893, 6&-897
(D.C. Cir. 1964).

52 Stat. 825. (1938): 15 U.S.C. 717g (1070).
"49 Stat. 854; 16 U.S.C. 825(c) (1970).
"304 P. 2d 29 (6th Cir.) (1962); cert. do-

nied, 371 U.S. 924 (1962).
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narrow legal Issues.!- Specifically cited
by the Court was a quotation from earli-

- er court decisions'in "American Power &
Light Co. v. SM.C"'1 in regard to a dis-
cussion of section 301 of the Federal
Power Act.

It is fundamental principle * * - that
where Congress has entrusted an ad-mini-
trative agency with the means of achieving
the statutory policy "the relation of remedy
to policy Is peculiarly a matter of adminis-
trative competence."

The Court expressly noted the broad
scope which section 301 gives the Com-
mission and concluded that the determi-
nation of what actions are appropriate
to the administration of the Federal
Power Act is within the discretionary
authority-of the Commission. ' In a sec-
ond case which discussed the Commis-
sion's power under section 301 of the
Federal Power Act the Court concluded
that:

Congress * * * has designated the FPO,
which has the capacity and the opportunity
t6 develop-the necessary knowledge and ex-
pertness, to prescribe a coherent and de-
tailed system of regulations.m

Respondents challenge not only the
Commission's authority to regulate but
the propriety and appropriateness of
such regulation. Prominent among these
allegations is the assertion that to col-
lect such proved natural gas reserve in-
formation and to make this information
available to the public is violative of the
proprietary interests of those holding
natural gas reserves. We are both aware
and appreciative of the consequences of
the actions we take today. We carefully
have weighed the proprietary interest
if accordance with the test set forth in

.C.C. v. Schreiber I and have concluded
that the public right to the Information
outweighs the private proprietary in-
terests of the respondents.

We are cognizant that the disclosure of
'the proved natural gas reserves informa-
tion we request may occasionally be det-
rimental to the private interests of some
producers, but the potential damage does
not override the public interest in dis-
closure in a period of natural gas short-
ages. Schedule B containing field and
reservoir information and Schedule C
containing reserves additions by state

-or subdivisions will be maintained on a
confidential basis unless otherwise or-
dered by the Commission. Schedule A as
modified will summarize the contract
volume commitment status of company-
owned interstate and intrastate domes-

-"S.E.C. v. Chenery Corp.", 332 U.S. 194
(1947); -"American Power & Light Co. v.
S.E.C.", 329 U.S. 90 (1946); "Phelps Dodge
Corp. v. National Labor Relations Board",
313 U.S. 177 (1941); "Gray v. Powe1", 314
U.&'402 (1941); "Rochester Tel. Corp. v.
U.S.", 307U.S. 125 (1939).

329 U.S. 90 (1946).
""Southwestern' Electric Power Co. v.

F.P.C.' , 304 F. 2d 29, 42 (5th Cir. 1962);
cert. denied, 371 U.S. 924 (1962).

.r' Southwestern, supra, at 41 through 43.
-0"Appalachian Power Co. v. P.P.C.", 328

F. 2d 237 (4th Cir. 1964); cert. denied, 379
U.S. 829 (1964).

"381 U.S. 279 (1964).

tic reserves, and will report by company
reserves additions and successful gas
well drilling footage. Schedule A shall
be made afailable to the public.

The public interest in disclosure of
company owned reserves reported in
Schedule A without detailing data as to
field or reservoirs would not seem to
conflict with any proprietary interest
and would override any potential harm
to producers. Regulation cannot pro-
ceed in the absence of information on
the properties and operations of regu-
lated companies. There is here no more
taking of a proprietary interest than our
requirements that cost data be accounted
for in a particular way or that reports be
filed with the Commission for regulatory
use and benefit of the public.7

The regulatory process Is a bond of
consumer protection" and a valid regu-
latory purpose is served by informing the
public on an annual basis as to the scope
of company owned reserves. This Is par-
ticularly true of natural gas. Public
knowledge of the relative proportions of
reserve holdings by companies may pro-
vide a basis for industrial and individual
consumer planning relating to the fi-
nancial commItmet to natural gas as
an energy source or to an alternate en-
ergy system. Furthermore, a serious per-
vasive problem underlying the capacity
of government for action to resolve the
energy crisis Is a disbelief on the part of
the public that there Is, in fact, a crisis.

In addition to the general public in-
terest, there exists a legitimate interest
by other state and federal agencies in
the status and level of gas reserves
owned or controlled by natural gas com-
panies. Such threshold information
might serve the public interest objectives
of these governmental agencies, particu-
larly in such matters of paramount na-
tional concern as enforcement of anti-
trust laws, prevention of anti-competi-
tive practices and determination of the
efficacy of competition in the natural gas
industry.

We have in Opinion Nos. 687 and
687-A * previously mandated the public
disclosure of data furnished by producers
on uncommitted reserves. Producers in
that proceeding alleged serious damage
to their proprietary interests from pub-
lic disclosure of the reserves data but no
producer appealed our decision.

The Freedom of Information Act 0 im-
poses an obligation upon agencies' to
make certain types of information avail-
able to the public with certain exceptions
including in paragraph (b) (4) "trade

"1Cf. "P.P.C. v. East Ohio Gas Co.". 388
U.S. 464, 475 (1950).

"'"Atlantic Refining Co. v. Public Service
Commission of New York," 360 US. 378,
388 (1959)..

0"Opinion And Order Requiring Produc-
tion Of Gas Reserve Data", Opinion No. 087,
Docket No. n-405-A, ___ PO ___ (is-ued
February 4, 1974) (Moody and Brooke, Com-
missioners, dissenting), as amended, Opinion
And Order Denying Rehearing, Opinion No.
687-A. Docket No. R-405-A, ____ P ----
(Issued April 3, 1974) (Moody and Brooke,
Commissioners, dissenting).

05 U.S.C. 1 552.
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secret and commercial.or financial in-
formation obtained from a person and
privileged or confidential" and in para-
graph (b) (9) "geological and geophysi-
cal information and data, including
maps, concerning wells. These specific
exemptions of records from disclosure
pursuant to the Freedom of Information
Act are to be narrowly construeda and
merely provide that public disclosure is
not required. Such exemptions are a
privilege of the agency not of one seek-
ing to protect the confidentiality of the
Information."

No congressional policy or intent is
manifested in the Freedom of Informa-
tion Act"' or other statutes which would
protect from public disclosure the vol-
umes of natural gas reserves held by
natural gas companies. If there is any
public policy that clearly has the support
of Congress It is one of full public dis-
closure of all information collected by a
government agency unless theprivate in-
terest overrides the public Interest in dis-
closure. Such an overriding private in-
terest is not apparent with respect to
Schedule A.

The Commission is authorized by the
2 atural Gas Act" to require such reports
as may be necessary or appropriate to
assist the Commission in the proper
administration of the Act and may pre-
scribe the manner and form of such re-
ports. This authority Is broad enough in
its delegation to encompass public dis-
closure of information filed under oath
pursuant to this order.

This Commission has carefully and
exhaustively considered each and every
concern voiced by the industry. Faith-
ful execution of the charges to this Corm-
mission expressed in the Natural Gas Act
compels us to conclude that proved gas
reserves information must be obtained by
this independent government agency of
the Congress for use as prescribed herein
by this and other government depart-
ments and agencies as well as by the pub-
lic and the industry in assessing the
nation's current and future supply of
natural gas. The substantial arguments
made by the respondents are forceful,
but not controlling. Our responsibility
placed upon us by the Congress, under
the Act to insure a stable, long-run sup-
ply of natural gas for the interstate mar-
ket compels us to conclude that this pro-
posed data collection, as augmented and
amended by the Staff as a result of filed
comments and the public meeting, is in
the public interest and .should be
adopted.

We find that any burden that may be
imposed upon the natural gas-jndustry
as the result of our adoption of FPC
Form No. 40 is substantially outweighed
by our need to know the status of the
nation's proved reserves of natural gas.
Our evaluation of proved reserves data
submitted pursuant to this order will

= See "Bristol-Meyers Co. v. F.T.C.m
", 421

P.2d 935 (D.C. Cir. 1970).
0

Compare, La. Morte v. anIfield, 438 F.2d
448 (2nd Cir.. 1971).

8 38 Stat. 1561, 5 U.S.C.A. 552 (1974).
CSection 10(a), 52 Stat. 826 (1938); 15

US.C. 717L
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enable -us to. measure the Impact of our
regulatory policies and national energy
,Policies on the; development and alloca-
tion of natural gas resources," consistent
with the demands of gas consumers and
the economy.

The Commission finds'. (1) The notie
and opportunity to participate in this
proceedinwwith respect to the matters
presently before the Commission through
the submission in writing and at a pub--
lc meeting of comments are consistent
and in accordance with all procedural
requirements as prescribed In section
53, Title 5 of the United States Code.

(2 The amendment to Part 260 of the
Commission's statements and reports to
add a new 1 260.13 is necessary and ap-
propriate for the administration of the
Natural Gas Act.

(3) The' amendment of Part 3 of the
Commission's general rules and § 3.170
of the regulations under the Natural Gas
Act is necessary and appropriate for the
administration of the Natural Gas Act.

The Commfssion orders. The Con-
mission, vcting pursuant to the provi-
sions of the Natural Gas Act. as amended,
particularly sections 4, 5, 7, 8, 14, 15,
and 16 thereof (52 Sfat. 822, 823, 824,
825, 828, 829, 830 (1938); 56 Stat. 83, 84
(1942); 61 Stat. 459 (1947Y; 76' Stat.
72 (1962): 15 U.S.C. 717c, 717d, 717f,

17g 717m, 717n, 71704 hereby, orders
that Its general rules Part 260 Subchap-
ter G of Chajter I, Title 18 of the Code
of Fedekal Regulations, be, amended, by
adding a new J 260.13 and revising
§ 3.170 as follows:"
(AY We, amend § .170 of Part X, Suk-

chapterA, Chapter 1.Title 18 of the Code
of Federal Regulations to read as
follows,-

D3.170' Approved forms, etc.
(a) The following is a list of approved

forms, statements, and reports under the
Natural Gas Act, descriptions of whict
have. been published In Subchapter G,
Parts 250 and 260 of this chapter.

(b) Form No. 40, Natural Gas Com-
panies Annual Report of Proved. Domes-
tic Gas Reserves, Including Those of Any
Afliate (Associate) or Subsidiary,. of
Each Person Found By the Commission
ta be a "'natural-gas company" within
the meaning of the Natural Gas Act.

a "Northern Natural Gas Company v.
P..." 899 F.2d 953, 959 (D.C. Cir. 1968);
Despite a continuing debate, It appears that
the basic goal of direct governmental regu-
lation. through administrative bodies and the
goal of indirect governmental regulation in,
the form of antitrust law is the same-tG
achieve the most; efficient allocation of re-
sources possible. For Instance, whether a
regulatory body is dictating the selling price
or that price Is determined by a market free
from unreasonable retraints of trade, the
desired result Is to establish a selling price
which covers. costs plua a reasonable rate of
return on capital, thereby avoiding monopoly
profits. Another example of their common
purpose is that both types of regulation seek
to establish an atmosphere which will stimu-
late innovations- for better sefvice at a lower
cost. This analysis suggests that the two
forms of economic regulation complement
each other.

(BY Section 260.13 Is added ta read as
follows:
§ 26013 Form No. 40, natural gas

companies annual report of proved,
domestic-reserves, including those of
any affiliate (associate) orsuisidiary'
of each person found by- the Corn-
mission to be a "natural-gas com-
pany-W within the meaning of the
Natural Gas Ac.

(a> The form of Natural Gas Com-
panies Annual Report of Proved Domes-
tic Gas Reserves as F.P.C. Form No. 40 is
adopted.

(b) Each person found by the Coni-
mission to be a "natural-gas company"
within the meaning of the Natural Gas
Act shall prepare and file with the Com-
mission an original and four copies of
Schedule A, Natural Gas Companies
Annual Report of Proved Domestic Gas
Reserves, F.P.C. Form No. 40; shalt file
one original copy of Schedules B and C;
and shall file Schedule D as necessary.
Schedule C is not required the first re-
port year. The report for the calendar
year ending December 31, 1974, shall be
flied by July I. 1975, and thereafter the
report for each calendar year ending
December 31 shal be'flled. by April 1 of
the following year.

CoY Schedule A shall be made avail-
able at-the Commlson's Of1fces of public
inspection.

(d) Informationflled pursuant to, thfis
order shall be made under oath.

(C> The Secretary shall, cause copies
of FPC Form No. 40, as promulgated
by this order, to be transmitted on Feb-
ruary 25, 1975, to the Comptroller Gen-
eral of the United States for review of
that Form pursuant to the provisions of
section 409(bl, Pub. L. 93-153.82 Stat.
1302, 4 +U.S.C.A. 3512 (1974Yk

(D> Unless otherwise directed by fur-
ther Commission order, the effective date
of this order shall be April 28 1975.

(E) Pending review of this order by
the Comptroller General all respond-
ents may file comments concerning
Schedule A as modified to report drill-
ing footage data and these comments
shalt be considered by the Commission
prior to, the effective date of a flal order.
Comments should be- received by the
Secretary nalater than 30 days roni the
date this order Is issued Le. transmitted
to the Comptroller General of theUnited
States as prescribed In Ordering Para-
graph (C) herein.

(F) Any applications for rehearing of
this order, pursuant to section 19(a) of
the Natural Gas Act, 15 U.S.C. 717r(a),
shall be filed within the statutory time
period to be computed from aforesaid
effective date .of this order.

(G) The Secretary shall cause prompt
publication of this order to be made in
the FEDRAL REGISTE. -

By the Commission. Commissioner
Moody, dissenting, joined by Commis-
sioner Brooke, filed a separate statement
appended hereto!'

[sQAL] KENNMU F. PL n,
Secretarg.

* IFR Doc.75-5656 Filed 3-3-75;:.45 aml,

Filed as part of the original document.

iflocket2'a.RM5-1'l; Order No. 5251,
PART 35--FLIN OF RATE SCHEDULES

PART 154--RATE SCHEDULES AND
TARIFFS

Uniform Filing Requirements
FituAnY 18. 1975.

Section 35.7 of the Commlsslion's reg-
ulations under the Federal Power Act
requires the filing.of five copies of rate
Increase applications, while requiring
only two copies of other rate schedule
filings and of certifcates of concurrence,
notices of cancellation or termination,
and notices o. succession. Section 154.26
of the regulations under the Natural Gas
Act requires the filing of two copies of
any tariff, contract, or part thereof, cer-
tificates of adoption, and notices of can-
cellation or termination.

In orde= to facilitate the proper dis-
tribution of pipeline and public utility
rate filings within the CommissLion's of-
fices, and to assure the timely review
and disposition of all matters requir-
ing Commission action, It, Is essential
that a sufficient number of copies of rate
filings be provided. Based on a review
of the Commisslons filing, analysis and.
decision procedures, It is found that six
copies of tariff, rate schedule, and re-
lated filings required to be subnilttec
pursuant to if 35.7 and 154M25 of the
Commission's regulations under the Fed-
era! Power and Natural Gas Acts respec-
tively, are necessary to assre proper
control over the Commisslon's Inconling
work, and the prompt consideration of
all matters requiring the Commission's
attention. Accordingly, we shall amend
the applicable regulationr to, provide for
a uniform filing requirement of six
copies of all rate-related tariff docu-
ments and other related materials re-
quired to be submitted pursuant to
1§ 35.7 and 154.26 of Chapter r, Title
1 of the Code of Federal Regulations.

it can be seen from the foregoing that
the regulations are less than consistent
in specifying th number of copies of
rate-related pipeline and public utility
tariff filings required to, be submitted.
There does not appear to be any sound
reason for the difference In number of
copies specified by the regulations, and
It is reasonabIe- under these circum-
stances to amend the regulations so as
to, make uniform the- number of docu-
ments required to be filed.

The Commssiox flnd. () The amend-
ments to f 35.7 and 154.26 of Chapter I,
Title IS of the Code of Federal Regula-
tions, herein prescribed, are necessary
and appropriate for the administration
of the Federal Power Act an Natural
Gas Act.

(2) The amendments herein prescribed
constitute rules of agency procedure. The
notice and effective date provisions of 5
U.S.C. 553 do not apply. Notice and pub-
licprocedurein regard to the adoption of
these amendments are unnecessary.

(3) Good cause existsto make the sub-
ject amendments to theregulations effec-
tive Immediately upon the issuance of
this, order.

The Commission, acting pursuant to
the provisions of the Federal Power Act,
as amended, particularly sections 205
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and 309 thereof (49 Stat. 851, 852, 858,
859; 16 US.C. 824d, 825h) and the provi-
slons of the Natural Gas Act as
amended, particularly sections 4 and 16
thereof (52 Stat. 822, 830; 76 Stat. 72;
15 U.S.C. 717c, '717o), orders:

(A) Section 35.7 in Part 35, Subchap-
ter B of Chapter I, Title 18 of the Code
of Federal Regulations is revised to read
as follows:
§ 35.7 Number of copies to be suppliecL

All tariffs, rate schedules and con-
tracts, or parts thereof, and material re-
lated thereto including any change in
rates, certificates of concurrence, notices
of cancellation or termination, and no-
tices of succession, shall be supplied to

- the Commission for filing in six copies.
All copies are to be included in one pack-
age, together with six copies of the letter
of transmittal and all other materials
and information required by these regu-
lations, and addressed to the Federal
Power Commission, Washington, D.C.
20426.

(B) Section 154.6 in Part 154, Sub-
chapter E of Chapter I, Title 18 of the

-'Code of Federal Regulations is revised
to read as follows:
§ 154.26 Number of copies to be sup.

plied.
All tariffs, Tate schedules, and con-

tracts, or parts thereof, and material re-
lated thereto, including any change in
rates,. notices of cancellation or termi-
nation, and certificates of adoption, shall
be supplied to the Commission in six
copies. All copies-are to be included in
one package, together with six copies of
the letter of transmittal and all other
materials and'information required by
these regulations, and addressed to the
Federal Power Commission, Washington,
D.C. 20426.

(C) The above amendments to the
Commission's regulations shall be effec-
tive immediately upon the issuance of
this order.

(D) The Secretary shall cause prompt
publication of this order in the FEDERAL
REGmsuza.

By the Commission.

EsEiLl KENNETH F. PLULM,
Secretary.

I t Doc.75-5587 Filed 3-3-75;8:54 amrl-

PART 154-RATE SCHEDULES AND
TARIFFS

CFR Correction

In § 154.38 appearing on page 12 of
title 18, parts 150-end, revised as of
April 1, 1974, an amendment to para-
graph (d) (4) (iv), published at 37 FR
12489, June 24; 1972; was incorrectly
incorporated.

In paragraph (d)(4), the introduc-
tory text and (iv)(c).1) as corrected;
read as follows:
§ 154.38 Composition of rate schedule.

(d) * * *
( * a *
(iv) Rate changes shall be computed

and filed not more frequently than semi-

RULES AND REGULATIONS

annually to reflect the current cost of
producer purchases Rate changes shall
be computed and filed to coincide with
the effective date of pipeline supplier
rate changes if the change represents a
change of at least 1 mill ($0001) Per
Mef of annual jurisdictional sales.

(c) a
() Account 186 shall only be used

to include purchased gas costs related to
Commission approved PGA clauses when
such costs are not includible in the util-
Ity's rate schedules on file with the Com-
mission. The account shall be debited
or credited, as appropriate, each month
for increases or decreases In purchased
gas costs. After achange in a rate sched-
ule recognizing the increases or de-
creases in purchased gas costs in this
account is approved by the Commisson.
Account 186 shall be debited or credited,
as appropriate, with contra entries to gas
purchased accounts so that the balance
accumulated in this account will be
amortized over the succeeding six-month
period. Separate subaccounts shall be
maintained for the amounts relating to
the period in which the increase or de-
crease is accumulated and for the amor-
tization of purchased gas increases or
cecreases, as applcable,

each period separate. Can
will not be allowed on any
taining to unrecovered p
costs.

Title 22-Foreign Rel
CHAPTER I-AGENCY FO

TIONAL DEVELOPMENT,
OF STATE

[A.D.Rcg. 1]
PART 201-RULES AND

APPLICABLE TO COMMO
ACTIONS FINANCED BY A
Modification of A.I.D. Geog

941-Selected Free
In 1970, the Agency for

Development, acting purs
thority contained in section
Foreign Assistance Act
amended, established a Lis
Free World Countries (A.!
Code 941) in order to des
tries which-would be eligib
of A.ID.-financed procurez
modities and services unde
where procurement from.
World Countries was auth
Geographic Code 941 was f
as part of AID. Regulation
was intended to be updated
time as additions or dele
necessary pursuant to est
terla governing inclusion o

This amendment to AMl
1, by deleting Egypt and 5,
listing of countries exclud
sources under A-TD. Geo
941, permits Egypt and
eligible source countries
financed commodities and
agreements where Code 94
curement is authorized.

Section 201.11(b) (4) of
Chapter Il Title 22 (Al

8947

1). in particular, the subsection with the
heading Code 941--"Selected Free
World,' Is amended to read as follows:
§ 201.11 Eligibility ofcommodities.

(b)
(4) a a a
"Code 841---"Selected Free World": Any

independent country in. the Free World, ex-
cept Algeria. Andoura, Australia, Austria,
Belgium. West Berlin. Canada, Cyprus, Den-
mark, Finland. France, West Germany,
Greece. Hong Kong. Iceland. Iraq. Ireland,
Israel. Italy. Japan, Kuwait, Libya, IUechen-
stein, Luxembour. Malta, Monaco, Nether-.
lands, Now Zealand, Norway. Portugal, Qatar.
Southern Rhodesia, San Marino, Somali
Repubhlc, South Atrica, Spain. Sweden.
Switzerland. United Arab Emlratea United
Kingdom. Vatican City. South Yemen,
Tugosiavla, and the cooperating country
itcelf."1

All other portions of § 201.U(b)(4)
shall remain in full force and effect,

Effectfte date: This amendment shall
become effective March 4, 1975.

Dated: February 19, 1975.
DAN=~h PARKXE,

AdminLstrator.
1FR Dcc.'75-5613 Fled 3-3-75;8:45 am]

o as 0 ".cp Title 23--Highways.ying charges
balances per- CHAPTER I-FEDERAL HIGHWAY ADMIN.
rchased gas ISTRATION, DEPARTMENT OF TRANS-

PORTATION
• a SUBCHAPTER H-IRIHT-OF-WAY ANDENVIRONMENT

atlaons PART 712-THE ACQUISITION FUNCTION
IR INTERNA- Rght-of-Way Revolving Fund

DEPARTMENT This will amend the regulations of the
Federal Highway Administration by re-
vising § 712.702(d) for the purpose of

PROCEDURES more closely conforming it to the lan-
)DITY TRANS. guage and intent of 23 U.S.C. 108c(3)
,I.D. which it implements. The previous regu-

lation provided "Actual construction of
raphlc Code a highway on rights-of-way, with respect
World to which revolving funds are advanced,
International shall be commenced within a period of
uant to au- not less than 2 years nor more than 10
604(a) of the years following the end of the fiscal year
of 1901, as in which obligational authority is alo-
st of Selected cated to the right-of-way project unless
D. Geograph FHWA in Its discretion shall provide an
sgnate con- earlier termination date" We are chang-
ble as sources Inz the language in italic above to
nent of com- limit the commencement of construction
tr agreements to not more than ten years following the
Selected Free end of the fiscal year In which the ad-
orized. ATim. vance was made to the right-of-way
lrst published project, Instead of the year in which
1 in 1971 and obligational authority was allocated,
from time to because the language of the statute is

tions became . . . nor more than ten years following
ablished crl- the end of the fiscal year in which the
in the list. Secretary approves such advance of
D. Regulation funds," and since the approval incident to
yria from the the actualadvance offundsis ntendedto
ed as eligible measure the period to commence con-
graphic Code structlon this change would be more in
Syria to be keeping with the statute.
for AID.- The proposed regulation will codify a

services under revision of paragraph 3(d) of Volume 7,
1 source pro- Chapter 2, section 7 of the FederaI-Aid

Highway Program Manual.
Part 201 of Section 712.702(d) is hereby revised
D. Regulation to read as follows:
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§ 712.702 Policies.

(d) Actual cqnstructlon of a highway
on rights-of-way with respect to which
revolving funds are advanced shall be
commenced within a period of not less
than 2 years nor more than 10 years
following the end of the fiscal year in
which the advance was made to the
right-of-way project, unless FHWA in its
discretion shall provide an earlier ter-
mination date.

This revision will take effect imme-
diately.

Issued on: February 24, 1975.
NORBERT T. TIEmiAN,

Federal Hightway Administrator.

Title 24-Housing and Urban
Development

CHAPTER I-OFFICE OF ASSISTANT SEC-
RETARY FOR HOUSING PRODUCTION
AND MORTGAGE CREDIT-FEDERAL
HOUSING COMMISSIONER (FEDERAL.
HOUSING ADMINISTRATION), DEPART-
MENT OF HOUSING AND URBAN DE-
VELOPMENT

SUBCHAPTER A-GENERAL
[Docket No. n-75-319]

PART 200-INTRODUCTION
Eligibility Requirements for Structural

Defects Assistance
The following amendments are being

made to this chapter to revise the eligibil-
ity requirements for structural defects
assistance. The amendments extend eli-
gibility to mortgago s of two family
dwellings insured under section 235 of
the National Housing Act-and to mort-
gagors of one or two family dwellings lo-
cated in.-older declining urban areas
which were insured under sections 203
or 221 of the National Housing Act on
or after August 1,1968, but prior to Janu-
ary 1, 1973, pursuant to a mortgage in-
surance commitment issued when such
dwelling was more than 1 year old. The
amendments restrict the defects eligible
for assistance to those structural or other
major defects which so seriously affect
use and livability as to create a serious
danger to the life or safety of the
inhabitants.

The Secretary has determined that
such changes are necessary to comply
with the purposes and intent of the Hous-
ing and Community Development Act of
1974, in accordance with his authority
contained in 12 U.S.C. 1735(c). Because
of the need to have these procedures
available at the earliest possible date, the
Secretary has determined-that it is im-
practicable and contrary to the public
interest to engage in public rule mak-
ing procedures and to postpone the effec-
tive date. Processing of applications by
the Secretary on a National basis will
begin on March 24, 1975. The Secretary
has, therefore, determined that advance
notice and publication are unnecessary
and that said cause exists for making
this amendment effective on publication.

Accordingly, Chapter II is amended as
follows:

1. In the list of sections for Part 200
and in Subpart L the heading for Sub-
part L is revised to read as follows:
Subpart L-Correction of Structural De-

fects In Homes Covered by Mortgage
Insurance Under Section 203, 221 or
235
2. In Subpart L, the citation of au-

thority is revised to read as follows:
AurToarr: The provisions of this Subpart

L are issued under section 518 (b) and (c),
78 Stat. 783, 84 Stat. 1771, 88 Stat. 678, 12
U.S.C. 1735c.

3. In Subpart ., §§ 200.517, 200.520,
200.522 and 200.527 are revised respec-
tively to read as follows:
§200.517 Purpose.

The purpose of this subpart Is to
specify the terms and conditions under
which the Secretary will consider afford-
ing assistance to mortgagors under sec-
tion 518(b) of the National Housing Act.
§ 200.520 Application for assistance.

An application for assistance in the
correction of defects, in a form satisfac-
tory to the Secretary, shall be filed by
or on behalf of an eligible mortgagor
with the Area or Insuring Office Director
having jurisdiction over the area in
which the property is located. The ap-
plication shall be filed not later than 1
year after the insurance of the mortgage
or, in the case of a dwelling located in an
older declining urban area and covered
by a mortgage insured under Section 203
or 221 of the National Housing Act on or
after August 1, 1968, but prior to Janu-
ary 1, 1973, not later than August 22,
1975. Processing of applications by the
Secretary will begin on March 24, 1975.
§ 200.522 Eligibility for consideration.

(a) The person applying for assistance
is the owner and mortgagor of a one or
two family dwelling covered by a mort-
gage insured under section 235 of the Na-
tional Housing Act pursuant to a mort-
gage insurance commitment issued when
such dwelling was more than 1 year old;
or, in the case of a dwelling located in an
older, declining urban area, the ap-
plicant is the owner and mortgagor of
a one or two family dwelling covered by
a mortgage insured under section 203 or
221 of the National Housing Act on or
after August 1, 1968, but prior to Janu-
ary 1, 1973, pursuant to a mortgage in-
surance commitment issued when such
dwelling was more than 1 year old.

(b) One or more structural or other
defects existed in such dwelling on the
date of the issuance of the mortgage in-
surance commitment which (1) so
seriously affect use and livability as to
create a serious danger to the life or
safety of the inhabitants of such
dwelling, and (2) were of such a nature
that a proper inspectfon could reason-
ably be expected to have disclosed them;
and

* * * * *

§ 200.527 Consideration for assistance.

(a) Whether the defects so seriously
,affect use and livability as to create a
serious danger to the life or safety of the
Inhabitants;

Effective date. These amendments are
effective March 4, 1975.

DAVzD M. DEWILDr,
Acting Assistant Secretary-

Commissioner for Housing
Production and Mortgage
Credit.

[BE Doc.75-5667 Filed 3-3-75;8:45 am)

Title 26-Internal Revenue
CHAPTER I-INTERNAL REVENUE SERV-

ICE, DEPARTMENT OF THE TREASURY
SUBCHAPTER A-INCOME TAX

IT.D. 7345]

PART I-INCOME TAX; TAXABLE YEARS
BEGINNING AFTER DECEMBER 31, 1953
Deductibility of Fines and Penalties and

Illegal Bribes, Kickbacks, and Other Pay-
ments

Correction
In PR Doe. 75-4671, appearing at page

7437 of the issue of Thursday, Febru-
ary 20, 1975, the following corrections
should be made:

1. The bracketed phrase, "[making of
thel", in the fifth line of paragraph
• 1.162-18(a) (1) (1) should be deleted.

2. The word "indicated", in the first
line of Example (1) of paragraph
§ 1.162-21(c), should be changed to read
"indicted".

Title 29-Labor
CHAPTER XVII-OCCUPATIONAL SAFETY

AND HEALTH ADMINISTRATION, DE-
PARTMENT OF LABOR

PART 1952-APPROVED STATE PLANS
FOR ENFORCEMENT OF STATE STAND-
ARDS

Subpart BB--Vyomlng Plan

APPROVAL OF STATE STANDAnDS

1. Background. Part 1953 of Title 29,
Code of Federal Regulations, prescribes
procedures under section 18 of the Occu-
pational Safety and Health Act of 1970
(hereinafter called the Act) by which
the Assistant Regional Directors for Oc-
cupational Safety and Health (herein-
after called Assistant Regional Director)
under a delegation of authority from the
Assistant Secretary of Labor for Occu-
pational Safety and Health (hereinafter
called the Assistant Secretary) (29 CR
1953.4) will review and approve stand-
ards promulgated pursuant to a State
plan which has been approved In accord-
ance with section 18(c) of the Act and
29 CFR Part 1902. On May 3, 1974, notice
was published in the FEDERAL RnoisTER
(39 FR 15394) of the approval of the
Wyoming plan and the adoption of Sub-
part BB to Part 1952 containing the
decision.

Section 1952.340 of Subpart BB sots
forth the State's intentions with regard
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to promulgation of Federal standards
covering all the issues contained in 29
CER Parts 1910 and 1926 (with the ex-
ception of those pertaining to ship re-
pairing, ship building, ship breaking and
longshoring) and the adoption of addi-
tional vertical standards not provided by
the Federal program. Section 1952.343
of Subpart BB sets forth the State's
schedule for the adoption of Federal
standards as State standards. By letter
dated January 6, 1975 from William W.
Wilkins, State Health and Safety Ad-
ministrator to Curtis A. Foster, Assistant
Regional Director to be incorporated as
part of the plan in accordance with 29
CFR Part 1953, the State submitted rules
and regulations concerning 29 CFR Part
1910, Subparts D through S, and all Sub-
parts of 29 CFR Part 1926. These stand-
ards were promulgated bythe State after
public hearings on May 16, June 27 and
August 5, 1974, and are published in the
following four volumes: Wyoming Oc-
cupational Health and Safety General

* Rules and Regulations; Wyoming Occu-
pational Health and Safety Rules and
Regulations for Construction; Wyoming
Occupational Health and Safety Rules
and Regulations- for Wood Harvesting
and Processing; and Wyoming Occupa-
tional Health and Safety Rules and Reg-
ulations for Laundering and Dry Clean-
ing.

2. Decsiom. The State submission hav-
ing been reviewed in comparison with
the Federal standards, it has been deter-
mined that the State standards are at
least as effective as the comparable Fed-
eral standards. Where applicable, the
State has adopted the most recent stand-
ards developed by the American Nation-
al Standards Institute (ANSD in place
of the ANSI references adopted as con-
sensus standards under section 6(a) of
the Act. For example, Chapter VI-
Source of Rules and Regulations and
Standards Producing Organizations in
the Wyoming Occupational Health and
Safety Rules and Regulations for Laun-
deringuand Dry Cleaning lists ANSI Code
Z 8.1-1972, while the comparable Federal
standard, 29 CFR 1910.268, lists ANSI
Code Z 8.1-1961 as the source.

In addition, the State standards are
more specific in mseveral areas, particular-
ly with respect to the rules and regula-
tions which apply to wood harvesting
and processing. The detailed standards
comparison Is available at the locations
specified below.

3. Location of supplement for inspec-
tion and copying. A copy of the standards
supplement, along with the approved
plan, may -be inspected and copied dur-
ing normal business hours at the follow-
ing locations: Offce of the Assistant
Regional Director, Occupational Safety
and Health Administration, Room 15010,
Federal Building, 1961 Stout Street, Den-
ver, Colorado 80202; the Occupational
Health and Safety Departnent, 200 East
Eighth Avenue, Cheyenne, Wyoming
82001; and the Office of the Associate
-Assistant Secretary for Regional Pro-
grams, Room 850, 1726 M Street, NW.,
Washington, D.C. 20210.

4. Public participation. Under section
1953.2 (c) of 29 CFR, Part 1953, the Assist-
ant Secretary may prescribe alternative
procedures to expedite the review process
or for other good cause which may be
consistent with applicable laws. The
Assistant Secretary finds that good cause
exists for not publishing the supplement
to the Wyoming plan as a proposed
change and for making the Assistant
Regional Director's approval effective
upon publication, for the following
reason.

The standards were adopted In accord-
ance with the procedural requirements
of State law, which included public com-
ment, and further public participation,
would be unnecessary.

This decision is effective March 4, 1975.
(See. 18, Pub. L. 91-598, 84 Stit. 1608 (29
U.S.C. 667)).

Signed at Denver. Colorado this 7th
fday of February, 1975.

CuRTrs A. Fosrn,
Assistant Regional Director.

[FR Doc.75-5708 Filed 3-3-75;8:45 am]

Title 33-Navigation and Navigable Waters
CHAPTER lI-CORPS OF ENGINEERS,

DEPARTMENT OF THE ARMY
PART 207-NAVIGATION REGULATIONS

Gulf of Mexico and St. Andrew Sound,
Florida

On October 9, 1974, the Department of
the Army, acting through the Chief of
Engineers, published proposed regula-
tions to govern the use and navigation of
a restricted area in the Gulf of Mexico
and St. Andrew Sound, Florida.

The comment period for this regulation
expired on November 8,1974. There were
no objections to the proposed restricted
area. However, the requirement that all
vessels In the restricted area monitor CB
Channel 1 (26.965 M~z) Is deleted. All
vessels entering the restricted area must
have operational marine radio equip-
ment capable of monitoring VHF marin
frequency Channel 16 (156.80 MHz), or
in the event the marine radio equipment
Is not installed on the vessel, CB equip-
ment with Channel 13 (27.115 ) WIll
be used as an alternate.

The Department 'of the Army, acting
through the Corps of Engineers, Is pub-
lishing the final regulations as follows:

Section 207.175e is added as follows:
§ 207.1Sc Gulf of Wexico and St. An-

drew Sound, south of East Bay, Flor-
ida, Tyndall Drone Launch Corridor,
Tyndall Air Force Base, Florida, Re-
strictedArca.

(a) The area. The waters of the Gulf
of Mexico and St. Andrew Sound within
an area described as follows, including
Crooked Island: Beginning at a point
on shore at latitude 30001'30", longitude
85°32'30", thence to latitude 30000'58",
longitude 8503338"' , thence to latitude
29°56'38", longitude 85033'38", thence
to latitude 29055'15", longitude 85031'
21", thence to a point on shore at lati-
tude 3000'58", longitude 85"31"21",

thence northwest to the point of begin-
ning. This area will be referred to as the
"Tyndall Drone Launch Corridor:

(b) The regulation. (1) MIlitary usage
of areas is Monday through Friday be-
tween the hours of 7 am. and 5 pm.

(2) Vessels are allowed to enter and
remain in this area provided they have
operational communication equipment
capable of monitoring VHF Marine fre-
quency Channel 16, (156.80M ). In the
event the Marine radio equipment is not
installed on the vessel, CB equipment
with Channel 13 (27.115 M.z) will be
used as an alternate means of communi-
cations. Warnings will be broadcast by
the Air Force on Channel 16 (156.80
M z) and Channel 13 (27,115 MHz)
using the following sequence
(U) Announcement 90 minutes prior to

drone launch.
(11) Announcement 60 minutes prior to

drone launch.
(1l) Announcement of drone lamch or

drone cancelled, and the expected time
of the drone launch. Upon receipt of the
drone warning on either Channel 16
(156.80 M'z) or Channel 13 (27115
MHz), vessels will take the necessary
action to vacate the drone launch cor-
ridor not later than 60 minutes prior
to expected drone launch.

(3) Vessels are authorized direct move-
ment without stopping through this area
at any time unless warned by helicopter
or patrol boat.

(4) The area will be patrolled by hell-
copter/vessels during periods of hazard-
ous military activity. Verbal warnings or
instructions issued by these craft will
be strictly adhered to.

(5) The regulations in this section
sball be enforced by the Commanding
Officer, Tyndall Air Force Base, Florida,
and such agencies as he may designate.
[Res, January 31, 1975, 1522-01 Gulf of
Mexico and St. Andrew Sound, PULa.-DAMT-
OWO-NI (Sec. 7,40 Stat 268; 33 U.S.C. 1)

By authority of the Secretary of the
Army:

F=x F. Znwr,"
Lt. Colonel, US. Army,

Chief, Plans Opice, TAGO.
[FI. Do'5-5671 Fled 3-3-75.8:45 am]

Title 41-Pubic Contracts and Property
Management

CHAPTER 5A--EERAL SUPPLY SERVICE
GENERAL SERVICES ADMINISTRATION

REVISION OF GSA FORM 1424, GSA
SUPPLEMENTAL PROVISIONS

This change to the General Services
Administrtion Procurement Rgulations
provides a revised GSA Form 1424, GSA
Supplemental Provisions and updates
related instructions.

PART 5A-2-PROCUREMENT BY
FORMAL ADVERTISING

Subpart 5A-2.2-Solicitation of Bids
1. Section 5A-2.201 Is amended as fol-

lows:
§ SA-2.201 Preparation of invitations

forbids.
Ca) Content. The information to be in-

cluded In invitations for bids shall be In
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accordance with § 1-2.201 and this sec- of which, if not previously furnished, Is ob-
tion. In addition, when preparing invita- tainable upon request). The Contractor shall
tions for bids involving Federal Supply notify, or arrange for his subcontractor to
Schedules, the instructions set forth in notify, that office at least 10 days prior to

the date when supplies will be ready for
Part 5A-73 must be observed, inspection. Shipments shall not be made

(b) * until released by the Quality Control Division
(2) * unless release Is otherwise authorized under
(iII) Solicitation certification reZatiVe terms of a currently applicable Quality Ap-

to employment of the landicapped. (See proved Manufacturer Agreement.

§ 1-12.1303.)
• • * * • PART 5A-7-CONTRACT CLAUSES

2. Section 5A-2.201-70 is amended as The table of contents for Part 5A-7 is
follows: amended to add the following entry:
§ 5A-2.201-70 Forms to be used. 5A-7.102-50 Payment of Interest on Govern-

. a a . • ment claim.

(e) ... Subpart 5A-7.1-Fixed-Price Supply
(1) GSA Form 1424, GSA Supple- Contracts

mental Provisions, February 1975 edition, 1. Section 5A-7.102-5 is amended as
shall be incorporated by reference in each follows:
solicitation for offers, except solicitations § 5A-7.102-5 Inspection.
for offers under the AID buying program, • • • • •
by using the following provision: (b) Additional costs of inspection and

GSA Form 1424, GSA Supplemental Provi- testing.-The Contractor will be charged for
uions, February, 1975 edition, receipt of which any additional costs of Government nspec-
is acknowledged by the bidder, is hereby In- tion and test when (1) supplies are not
corporated by reference. A copy of GSA Form ready at the time such Inspection and test
1424, If not enclosed, Is available upon re- is requested by the Contractor, or (2) when
quest. reinspection or retest is necessitated by prior

rejection. See Article 5(c) of Standard Form
S - *32. When such Inspection and test Is per-

3. Section 5A-2.201-78 is amended as formed by or under the direction of the
follows: General Services Administration, charges

will be at the rate of $11 per man-hour if
§ 5A-2.201-78 Inspection at source. the inspection is at a GSA supply distrlbu-

. •• •, . * - tion facility, $16 per man-ho , plus travel
acosts ncurred, it the hispection is at any

(c other location, and $16 per man-hour for
,SouRcE INSPECTION laboratory testing, encept that when a test-

'Ing facility other than a Federal Supply Sexv-
(1) Supplies to be furnished under this ice laboratory performs all or part of the

contract ordinarily will be inspected at source required tests, the Contractor shall be
by the Government prior to shipment from assessed the actual amount of the costs
the manufacturing plant or other facility incurred by the Government as a result of
designated by the Contractor, unless (a) the testing In such a facility. When inspection
Contractor Is notified otherwise In writing is performed by or under the direction of any
by the-Contracting Officer or his designated agency other than the General Services Ad-
representative, or (b) -the Contractor or his ministration, the same charges may be used
subcontractor, pursuant to a Quality Ap- or such agency may assess their costs for
proved Manufacturer Agreement with the performing the inspection and testing.
General Services Administration, is author-
Ized to Issue a certificate covering such sup- • * a • •
plies at the time of shipment. Notwithstand- (d) Quality Approved Manufacturer
ing tho foregoing, the Government may per- Agreement A l of the terms and condl-
form any or all tests contalned In the con- tons of any existing Quality Approved
tract specifications at a Government facility Manufacturer Agreement entered Into by
without pior written' notice by the Con- the Contractor and/or his supplier and the
tracting Officer before release of the supplies Government are hereby incorporated in this
for shipment. contract and made a part hereof.

(2) Offerors will be required to specify the * * e *
name and address (including county) of each (g) Availability of records.-n addition to
manufacturing plant or other facility where any other requirement of the contract, the
supplies will be available for inspection, Contractor shall maintain at the point for
indicating the Item number(s) to which each source inspection and make available to the
applies. A contract will be awarded only to contracting officer or his authorized repre-
the responsible offeror (1) who agrees to sentative, for the duration of the contract
deliver the item(s) specified by the contract and 6 months (180 days) thereafter records
from a plant or warehouse within the United showing the following information for each
States (including Puerto Rico and the Vlr- order received under the contract: (1) Order
gin Islands) that is equipped to perform all number;, (2) date order received by the con-
inspections and tests required by the contract tractor; (3) quantity ordered; (4) date
and specifications, to evidence conformance scheduled Into production; (5) batch or lot
therewith, or (11) who will arrange with a
testing laboratory or other facility in the number, I applicable; (6) date Inspected
United States, acceptable to the Government, and/or tested; (7) date available for ship-
to perform the required inspections and ment and (8) date shipped or date service
tests. completed.'

(3) Inspection responsibility will be as-
signed to the Quality Control Division of the 2. Section 5A-7.102-50 is added as fol-
GSA regional office having jurisdiction over lows:
the State In which the Contractor's or sub- § 5A-7.102-50 Payment of Interest on
contractor's plant or other designated point Gvernment cl
for source Inspection Is located (Addresses
and States covered for each Quality Control- It is the Government's-poliey to col-
Division aro shown on GSA Form 2022, copy lect interest on a Government claim

when such claim is ultimately decided
in favor of the Government. All con-
tracts, except for small purchases cov-
ered by § 1-3.6, shall also include tho
payment of interest on Government
claims clause (included In GSA Form
1424) set forth below:

PAYMENT OF INTmRsT ON GovnlNmr
CLAUZIS

Unless paid within 30 days following the
receipt by the contractor of a written notice
from the contracting officer cotting forth an
amount which has become duo and payable
from the contractor to the Government
under this contract, such amount shall boar
interest commencing 30 days after the re-
ceipt of such demand at the rate which has
been established by the Secretary of the
Treasury pursuant to Public Law 02-41, 805
Stat. 97.

3. Section 5A-7.102-76 Is amended as
follows:

§ 5A-7.102-75 Marking provisions.

MIANs0 PROVISIONs

(a) Deiveries to civilian agcnoci,-Unlew
otherwise specified, unit, intermediate and
shipping container markings shall be In ao-
cordance with Federal Standard No. 123, Is-
sue In effect on date of the invitation for
bids or solicitation for offers, and the com-
modity specification for the item. Spoolal
marking, if any, shall be as otherwise pro-
vided In the contract or as stated In purchase
orders Issued under the contract, all within
the scope of the applicable provisionn of
Federal Standaid No. 123. GSA Form 1400,
Guide for Marking Shipments, Illustrates the
principal marking requirements for shipping

-containers as required by Federal Standard
128. Copies of GSA Form 1400 and Federal
Standard No. 123, may be obtained from the
office issuing the invitation or as indicated
in the provision entitled "Copies of Gov-
ernment Specifications and Standards."

(b) DeiZveries to miflitary agencic.-
Marking of shipments for delivery to military
agencies shall be as otherwise specified In
the contract or in purchase orders Issueod
inder the contract but. if not so specified,
the interior packages and the exterior ship-
ping containers shall be marked In accord-
ance with Military Standard 129 issue in
effect on date of the invitation for bids or
solicitation for offer.

4. § 5A-7.102-76 is revised as follows:
§ 5A-7.102-76 Preservation, PackagIng,

and Packing.
The following clause (included in GSA

Form 1424) shall be included in all solic-
itations:

PREsERvATO n, PAC=Gn., AND PACIUne

Unless otherwise specified, all Items chall
be packaged in accordance with Proserva-
tion and Packaging Level B, and packed In
accordance with Packing Level B as do-
fined in the applicable commodity spcol-
fication. Where special or unusual paohing Is
specified In an order, but not specifically
provided for by contract, such packing do-
tails must be the subject of an agreement
independently arrived at between the order-
ing agency and the Contractor.

5. Section 5A-7.103-84 is revised as
follows:
§ 5A-7.103-84 Hazardous substances.

The following clause (included In GSA
Form 1424) shall be included in all con-
tracts that provide for packaged Items
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subject to the Federal Hazardous Sub-
stances Act and to Federal Standard 313:

HAzA oUS SUBSTANCES

(a) uD. HAZARDOUS SUB-
STANCES ACT-3If the packaged items to be
delivered under this contract are of a hazard-
ous substance and ordinarily are Intended or
considered to be for use as a household item,
the contract shall be subject to the Federal
-Hazardous Substances Act, as amended (16
U.S.C. 1261-1274). and Federal Standard No.
123, arking for Shipment, issue in effect
on date of invitationfor bids or solicitations
Xor offers.

(b) DATA SUBbISSIO IEQURIEENT-
Contractors must furnish "material safety
data" as required by paragraphs S7.4 and
S20.14 of -Federal Standard 313, Symbols for
Packages and Containers for Hazardous In-
dustrial Chemicalb and Materials, issue In
effect on date of invitation for bids or solic-
itation for offers.

PART 5A-16-PROCUREMENT FORMS
.. Subpart 5A-16.9--Illustrations of Forms
§ 5A-16.950-1056 [Revised]

1. Section 5A-16.950-1056 is revised.
§ 5A-16.950-1424 [Revised]

2. Section 5A-16.950-1424 is revised.
§ 5A-16.954-1313- [Revised]

3. Section 5A-16.954-1313 is revised.
No-E.--Copies of the forms llustrated In

-this Part 5A-16 are filed with the original
document. - -
(Sec. 205(c), 63 Stat. 390; 40 US.C. 486(c))

Effective-date:-These regulations are
effective 60 days from the date shown
below but may-be.observed earlier.

Dated: February -13, 1975.
M. -J. TinERs,

. Commissioner,
Federal Supply Service.

[FR Doc.75-5592 Filed 3-3-75;8:45 am]

Title 47-Telecommunication
CHAPTER 1-FEDERAL

COMMUNICATIONS COMMISSION
[Number 30381]

RADIO SERVICES
Editorial Amendments

Editorial amendments 6f Parts 87, 89,
91 and 93 of the Commission's rules and
regulations.

Attached is a listing of the editorial
amendments made to Volume V of the
FCC rules and regulations prior to pub-
lication of the December 1974 edition.

Since these changes are mainly to de-
lete text, the prior notice and effective
date provisions of the Administrative
Procedure Act (5.-U.S.C. 553) are not
applicable. -

Accordingly, it is ordered, Pursuant
to authority contained in sections 4(1),
5 (d), and 303Cr) of the -Communications
Act of 1934, as amended, and § 0.231(d)
of the Commission's rules and regula-
tions, that effective March 7, 1975 Parts

87, 89, 91, and 93 are amended as set
forth below.

Adopted: February 20,1975.
Released: February 25,1975.

FEDERAL COMUMCTN OS
COMMISSION,

[SEsL] R. D. TLCHWMRDT,
I Acting Executive Director.

Parts 87, 89, 91, and 93 of Chapter I,
47 CFR, are amended as follows:

PART 87-AVIATION SERVICES
§ 87.5 [Amended]

1. In § 87.5, the definitions "Radio
range station" and "Telemetering fixed
station" are deleted.
§ 87.65 [Amended]

2. In § 87.65(a), the headnotes for
subparagraphs (3) through (8) are
amended by inserting a dash between
-the word "Band" and the frequencies
specified. Subparagraph (4) s further
amended by substituting the word "to"
for the dash between the frequencies
29.7 and 100 1Hz.
§ 87.79 [Amended]

3. In § 87.79 (a), (b), and (c), refer-
ence is made to Part 2, Subpart J, in lieu
of Part 2, Subpart P.
§ 87.183 [Amended]

4. In § 87.183, paragraph (m) is deleted
and shown as "Reserved."
§ 87.235 [Amended]

5. In § 87.235. the last sentence which
reads, "Tne general mobile service, as
proposed, may also be available for use
aboard aircraft." Is dpleted.

87.463 [Amended]
6. In §87.463, the introductory text Is

amended by substituting the words
"Aviation Services" for "aeronautical
fixed service."

PART 89-PUBLIC SAFETY RADIO
SERVICES

§ 89.55 [Amendid]
7. In § 89.55(b), the words "at the

Commission's Washington, D.C., office
until January 1, 1973; after January 1,
1973, the form Is to be filed" are deleted.

8. In § 89.60, paragraph (a) is revised
to read as ollows:
§ 89.60 UseofFCCForm425,

(a) Separate applications on FCC
Form 425, in lieu of Form 400, shall be
submitted by the following persons:

(1) Applicants proposing to operate
new base, mobile, and fixed stations on
'fequencies below 950 ,Hz (excluding
applications in the Industrial Radloloca-
tion Service) in the Chicago, I., Re-
gional Area defined in paragraph Cb) of
this section, and applicants proposing to
modify, renew, or assign existing au-
thorizations for such stations located in
the Chicago Region. Such applications

shall be submitted to the Commission's
Chicago Regional Office, 1550 Northwest
Highway, Room 411, Park Ridge, Illinois,
60068.

(2) Applicants proposing to operate
base, mobile, or fixed stations on fre-
quencies in the band 470-512 MHz
within 50 miles of the center of the fol-
lowing twelve urbanized areas:

1. Boston, Mass.
2. Cleveland. Ohio.
3. Dallas, Tex.
4. Detroit, Luch.
5. Houston, Tex.
6. Los Angeles, Calif.
'. Miami Fla.
8. New York-Northeast New Jersey.
9. Phbldelphla. Pa.

10. Pittsburgh. Pa.
11. San FrancLsco-Oakland. Calif.
12. Washington, D.C.-Iaryland-Vlrginla.
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§ 89.103 [Amended]
9. In § 89.103, the table In paragraph

(a) is amended by deleting footnote 3,
and showing It as reserved.
§ 89.107 [Amendecl]

10. In § 89.107, the'table in paragraph
(b) (2) is amended by deleting footnotes
2 and 3.
§ 89.111 [Amended]

11. In § 89.111, the note to paragraph
(a) is amended by deleting the words
"Bled on or after April 17, 1967,",
§ 89.121 [Amended]

12. In 189.121, the first sentence is
amended by deleting the words "begin-
ning July 20, 1961.

PART 91---NDUSTRIALRADIO SERVICES
§91.8 [Amended]

13. In § 91.8(k), the first sentene is
amended by deleting the words "a con-
struction permit to construct a new
station".
§ 91.54 [Amended]

14. In § 91.54(b), the second sentence
is amended by deleting the words "Com-
mission's Washington, D.C. office until
January 1, 1973; after January 1, 1973,
the form s to be filed at the".

15. Section 91.57(a) Is revised to read
as follows:
§ 91.57 UseofFCCForm425.

(a) Separate, applications on-FCC
Form 425, in lieu of Form 400, shalLbe
submitted by the following persons:

(1) Applicants proposing to operate
new base, mobile, and fixed stations on
frequencies below 950 M (excluding
applications in the Industrial Radioloca-
tion Service) in the Chicago, IL, Re-
gional Area defined in paragraph (b) of
this section, and applicants proposing
to modify, renew, or assign existing au-
thorizations for such stations located in
the Chicago Region. Such applications
shall be submitted to the Commission's

hicago Regional Office. The address of
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the Regional Ofce is: Chicago Regional
Office, 1550 Northwest Highway, Rm. 411,
Park Ridge, Illinois 60068.

(2) Applicants proposing to operate
base, mobile, or fixed stations on fre-
quencies in the band 470-512 MHz
within 50 miles of the center of the fol-
lowing twelve urbanized areas:
1. Boston, Mass.
2. Cleveland, Ohio.
3. Dallas, Tex.
4. Detroit, Mich.
5. Houston, Tex.
6. Los Angeles, Calif.
7. Miami, Ia.
8. New York-Northeastern New Jersey
9. Philadelphia, Pa.

10. Pittsburgh, Pa.
11. San Francisco-Oakland, Calif.
12. ,Vashington, D.C.-oLryland-Vrglna.

§ 91.;04 [Amended]
16. In § 91.104, the table in paragraph

(b) (2) is amended by deleting footnotes
2 and 3.
§ 91.106 [Amended]

17. In § 91.106, the note to paragraph
ia) is amended by deleting the words
"'fled on or after April 17, 1967.".
§ 91.111 [Amended]

18. In § 91.111(a), the first sentence
is amended by deleting the words "be-
ginning July 20, 1961,".
§ 91.252 [Amended]

19. In § 91.252, the first sentence of
paragraph (c) Is amended by substi-
tuting the word "directly" for the word
"direct" between the words "natural
gas" and "to consumers".

PART 93-LAND TRANSPORTATION
RADIO SERVICES

193.54 [Amended]
20. In I 93.54(b), the second zentence

is amended by deleting the words 'at
the Commission's office until January 1,
1973; after January 1, 1973, the form Is
to be filed".

21. Section 93.57(a) Isrevised to Tead
follows:

§ 93.57 Use ofFCCForm 425.
(a) Separate applications on FCC

Form 425, in lieu of Form 400, shall be
submitted by the following .persons:

(1) Applicants proposing to operate
new base, mobile, and fixed stations on
frequencies below 950 !z (excluding
applications in the Industrial Radiolo-
cation Service) In the Chicago, Il., Re-
gional Area defined in paragraph (b) of
this section, and applicants proposing
to modify, renew, or assign existing au-
thorizations for such stations located In
the Chicago Region. Such applications
shall be submitted to the Chicago Re-
gional Office, 1550 Northwest Highway,
Rm. 411, Park Ridge, ilnois 60068.

(2) Applicants proposing to operate
base, mobile, or fixed stations on fre-
quencies in the band 470-512 MHz with-
In 50 miles of the center of the follow-
ing twelve urbanized areas:
1. Boston, Mass.
2. Cleveland, Ohio.
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3. Dallas, Tex.
4. Detroit, Mich.
5. Houston, Tex.
6. Los Angeles, Calif.
7. Miami, Fla.
8. New York-Northeast New Jersey
9. Philadelphia, Pa.

10. Pittsburgh, Pa.
11. San Francisco-Oakland, Calif.
12. Washington, D.C.-Maryland-Vfrgtnla .

* * * * *

§ 93.106 [Amendcd]
22. In § 93.106, the note to paragraph

(a) is amended by deleting the words
"fled on or after April 17, 1967."
§ 93.111 [Amended]

23. In § 93.111, the first sentence is
amended by deleting the words "begin-
ning July 20, 1961,".

[FR Doc.75-56747iled 2--3--75;8:45 am]

Title 49--Transportation
CHAPTER II-FEDERAL RAILROAD ADMIN-

ISTRATION, DEPARTMENT OF TRANS-
PORTATION

PART 215-RAILROAD FREIGHT CAR
SAFETY STANDARDS

Civil Penalties
The Federal Railroad Administration

(FRA) is adding a new Appendix D to
Part 215 to reflect a policy determination
made by FRA in carrying out the duties
and responsibilities contained In section
209 of the Federal Railroad Safety Act
of 1970 (45 U.S.C. 433) and delegated
to the Federal Railroad Administrator
by the Secretary of Transportation (49
CFR 1.49(n)). Section 209 'rovides, in
pertnentpart, "(t he Secretary (Admin-
istrator) shall. . make applicable to
any railroad safety rule, regulation, order
or standard issued under this title a civil
penalty for violation thereof, in such
amount, not less than $250 nor more than
$2,500, as he deems reasonable,"

Section 215.19 (49 CFR 215.19) pro-
vIdes that a violation of any requirement
of Part 215 is subject to a civil penalty
of at least $250 but not more than $2,500,
with each day the violation continues
being treated as a separate offense. The
addition -of Appendix D is based upon a
consideration by the FA of the serious-
ness of noncompliance by a railroad with
one or more of the particular sections
established In Part 215. The basic penalty
which would be assessed for a violation
ranges from $500 to $1,000, depending
upon the section which is violated. Addi-_
tionally, each rule or part of a rule Is
subject to a penalty between $1,000 and
42,500 for a hazardous violation. For the
purposes of this section, a hazardous vio-
lation is defined as one Involving an Im-
mediate hazard of death or Injury, or
where an actual accident, death or In-
jury results from the violation. The Ad-
ministrator also specifically reserves the
authority to assess the maximum penalty
of $2,500 for a violation of any section
or subsection of Part 215. The authority
to so assess the maximum penalty would
be used In cases where a railroad was
found to repeatedly be In violation of
the requirements of Part 215 without tak-
ing the necessary corrective action. The

Administrator may also levy the maxi-
mum penalt", in those instances whore
an extremely serious accident results
from noncompliance with the provisions
of Part 215.

As provided in section 209 of the Fed-
eral Railroad Safety Act of 1970 (45
U.S.C. 438), the FRA will attempt to
settle these claims administratively, us-
Ing procedures similar to those estab-
lished under the Federal Claims Collec-
tion Act (31 U.S.C. 951-953), beforo
transmitting the case to the.Attemoy
Genera.'H.R. Rep. No. 1194, 91st Cong.,
2d Sess. (1970). In no case, however, will
a claim be compromised for less than

,$250, with again each day the violation
continues constituting a separate offense,
as provided In paragralh (b) of § 215.19.

As provided above, the addition of Ap-
pendix D Is a statement of policy by tho
FRA. Therefore, n accordance with tho
provisions of section 553 of the Adminis-
trative Procedure Act (5 U.S.C. 553), no-
tice and public procedures arc not re-
quired and this amendment may bo mado
effective in less than 30 days after publi-
cation.

In 49 CPR, Chapter II, Part 216 Is
amended by adding a new AppendixZ-
to the Part as follows:

ATENDoix D-Saiedue of cO ni ycal lic

Viola- fardous I
tioa violatlon

Subpart A-tneral:
215.5--Dllnltlons .............. $1,000
215.7-ResponsIbllty for del .

tive ears- --..... , ....... .-- I-.0
215.9--Movemuent of Occilve

cars for repair ......... 760
215.11--Stencling ........... 750215.1-De.lgnatlon of qaliied

Subpart B--nspcton:
21523-Safety Inspecton Mo

qurcd ....................... Z 1,000
215.25-Pelodo Inspetion To.

qured .................. Z '1,000
215.27-Perlodlolnrpoctlon;m.

pension and draft Mytwua.... 1,00
Subpr C-Wheels:

215.43--D cectlvwheels. ,0
215.45--Defective wheel cts.._ r 1,0

Subpart D-Ailes:
215.53-.-Derctlvo axles., ,.-.. 1,000
215.55--Defective plaln bearing

Journa -................... - 1,000
Subpart E--ournal bearings:

215.M3-Ddfctivo plain bearing
boxes..................s 750

15.85-DCfectlvo journal lubri.eatint System:
Lubrication pad nilmig..z. 1,MO
(a)to( ------- ..... 50

2l.57-Plaln bearings and
edge mi -ng ........ . 1,000S2l5.S9-D eeee laianbeerla:
(Dislocation) .. __...n 1,000()and 2 ... ..-- ,00
(e) to ) . ............ 50

215.11-Defective plain bearing
wed o:

(Dlocaton).-. .---- 1,000
(b) to (d)...... 7 0

216.93-Dceetlvo rolr bear.
lI ... ..... 1- W

o)(2) 1O(4) ==.. =. 750
- --(5) ... .. .. ..-- - - 1, 0

215.M--DefectIvo roller beariag
adsahers:

(a) and(b)..- - '-(e) to (o) .... 15....

(b) (1) to (7) ...... 1,000
215.09--Roller bearings:

(a) .Y0
(b)to(d)... ... . 1,000

L.CO)

2. M0

2,500

1, 00

2. tOO
1,m0

Z ,00

,roo

1,5 00

1,500

2. 000
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Viola. 1sardoas I
tion violation

Subpart -0th ruck Com-ponents:
215123-D e civear tru -

(d) (21 -.--. -- --.. 70.50
(d) (3) to (e) - .-. . 1,000 2 , 500

Subpart U-Ca bodler21553- Defective bodles:
Loaded or empty 1,000 2,500

Subpart H-Couplers:
215.173-D efective couplers gen- "

erally.
() 1to (2 --------- 750 1,502

(a) (3) .............. 1,0 2,502
(b).---------- O,00 2,502
(c () to(2)- - --- 750 1,502
Cc) (3). ------- ---- 1,000 50

215175-Defectiveknuckles.
(a) nd (b).. - .....-..... 750 1,502
(c) () .. --.............-- 1,oo 2,0
(c) (2) and (3) . - 750 1,50

215.177-Defective uncoupling
devices.

(a) - - ------------- 1,002 2,500
(b) 75 1,502

215.179-Defective interlocking
features on couplers-. ...... - 750 1,500

Subpartl-Draft system:
215.193-Defective draft ar-

rn ent:

S ()...... .............. 100 t O(-------- ------------ 750 1502
c--------- ------- --- 1,00 2502

(d)--- ----- ------ -- 750 U,50
215.197-Defective cushioning

devices ---- ---------- ---- 1,000 2,502
Subpart -Prohibited and re-stricted equipment:, 0

215.22Prohibited cars- .1,000 250
215.225-Restricted cars -------- 750 1,500

1
NoT.-or the purposes of this appendix, a brard-

ous violation is one involving an Immediate hazard of
death or injury, or when an actual accident, death or
injury results from the violation. The Adminstor
reservs the authority to assess the maimum penalty
of $2."50 for a violation of any section or subsection con-
tained in Part 215. (Secs. 202, 209, 84 Stat. 971, 975 (45
U.S.C. 431, 4398); 1 L49(n), Regulations of the Offceof
the Secretary of Transportation, 49 CFR L49(n)).

In consideration of the foregoing, effec-
tive immediately Part 215 of Title 49 of
the Code of Federal Regulations Is
amended-as set forth above.

Issued in Washington, D.C. on Febru-
ary 24, 1975.

ASAPH H. 71aL
Deputy Administrator.

[FR Doc.75-5374 Filed 3-3-75;8:45 am]

CHAPTER V-NATIONAL HIGHWAY
TRAFFIC SAFETY ADMINISTRATION

[Docket No. 74--10; Notice 14]

PART 571-FEDERAL MOTOR VEHICLE
SAFETY STANDARDS

Air Brake Systems
This notice amends Standard No. 121,

Air brake systems, 49 CPR 571.121, to
exempt a small category of oversize and
construction vehicles from the appli-
cability of the standard. The exemption
criteria were proposed in a January 28,
1975, notice (40 FR 4153), which ex-
panded the criteria for this specialized
vehicle category in response to com-
ments on an earlier-exempton proposal
(39 FR 40168, November 14,1974).

In making the proposal, the NHTSA
tentatively determined that the special-
ized configuration of this small category
makes compliance with the standard so
difficult and expansive that an exemp-
tion from the standard would be justl-
fled. It was noted that the vehicle func-
tion in these cases generally results -in

restricted operation on the highway (e.g.,
at low speed, In permit operation, or dur-
Ing daylight hours) and that as a result
vehicle exposure on the highway Is
limited.

The NHTSA proposed a series of cr1-
teria intended to comprehensively Iden-
tify vehicles with these characteristics.
Permanent exemption would be granted
to any vehicle that has (1) an overall
vehicle width of 108 inches or more,
(2) a speed attainable In 2 miles of not
more than 33 mph, (3) a speed attain-
able in 2 miles of not more than 45 mph,
all-wheel drive, and no cargo- or pas-
senger-carrying capacity, (4)- an axle
that has a GAWR of 29,000 pounds or
more, (5) two or more front steerable
axles with a GAWR of 16,000 pounds or
more for each axle; or (6) a steerable
drive axle driven through gear reduc-
tion contained within the wheel.

Three of the numbered criteria ((3),
(5), and (6)) were intended to describe
the lighter and more maneuverable ve-
hicles whose drive axle configuration or
high center of gravity make conformity
with the standard expensive and diffi-
cult. An example of this vehicle type is
the large, carrier-mounted mobile crane.
Based on submitted comments, It ap-
pears that these criteria should be com-
bined as a single compound criterion in
order to avoid inequities in the applic-
ability of the standard. Specifically,
either of the criteria numbered (5) or
(6) could, of i#self, permit heavy or
cargo-carrying vehicles on the highway
at unlimited speed without 121-type
brakes while far smaller vehicles would
be subject to the regulation. To accom-
plish the rearrangement, the exception
criteria numbered (3), (5), and (6) are
combined In a new category (d) to re-
quire for this exception that an excepted
vehicle have a speed attainable in 2 miles
of not more than 45 mph, no cargo- or
passenger-carrying capacity, and either
(1) all-wheel drive, (2) a steerable drive
axle driven through gear reduction con-
tained within the wheel, or (3) two or
more front steerable axles.

It is recognized that total withdrawal
of the 16,000-pound tandem steerable
axle exemption would make those ve-
hicles with an unlimited highway speed
unavailable until the. axles are developed
or the vehicle speed is reduced to 45 mph.
Therefore the NHTSA will mhke final
Its proposed 16,000-pound exemption, but
only for the interim period until Sep-
tember 1,1976.

With regard to the 45-mph maximum
speed criterion, FMC Corporation sug-
gested that the speed be raised somewhat
to ensure that vehicles excepted on this
criterion can use the interstate highway
system. The NHTSA does not agree that
it should encourage use on the interstate
system of large, high-center-of-gravity
vehicles, that are not subject to a mini-
mum -braking standard. Accordingly,
FMC's request is denied.

Little comment was received on the
other criteria. Ford Motor Company sug-
gested a 24,000-pound figure in place of
the 29,000-pound proposal. For reasons
cited in the January proposal In response

to an Identical request by Mack this re-
quest is denled.

To the degree that this amendment
does not grant the requests for exemp-
tion raised by Marmon Transmotive in
Its December 23, 1974, letter to the Ad-
ministrator, that petition is denied.

In consideration of the foregoing,
Standard No. 121 (49 CFR 571.121) is
amended as follows:

1. S3.Is revised to read:
§ 571.121 [Amended]

S3. Application.,This standard applies
to trucks, buses, and trailers equipped
with air brake systems. However, It does
not apply to a fire fighting vehicle manu-
factured before September 1, 1975, or a
heavy hauler trailer manufactured be-
fore September 1, 1976, or to any vehi-
cle manufactured before September 1,
1976, that has a gross axle weight rating
(GAWR) for any axle of 24,000 pounds
or more, two or more front steerable
axles with a GAWR of 16,000 pounds or
more for each axle, or to any vehicle
which, in combination with another ve-
hicle, constitutes a part of an "auto
transporter" as defined in S4. In addi-
tion, the standard does not apply to any
vehicle that meets any one of criteria
(a) through (d), as follows:

(a) An overall vehicle width of 108 .
inches or more;

(b) An axle that has a GAWR of
29,000 pounds or more;
(c) AspeedattainableIn2 miles of not

more than 33 mph; or
(d) (1) A speed attainable In 2 miles

of not more than 45 mph; and
(2) No cargo- or passenger-carrying

capacity; and
(3) Either-
U) All-wheel drive;
(11) A steerable drive axle driven

through gear reduction contained
within the wheel; or

(ill) Two or more front steerable
axles.

2. S4. is amended by the addition of
a new definition following "Auto trans-
porter" to read:

"1peed attainable in 2 miles" means
the speed attainable by accelerating at
maximum rate from a standing start for
2 miles on-a level surface.

3. Section 571.3 of Part 571 is
amended by addition of a new definition
following "Outboard designated seating
position" to read:
§ 571.3 Definitions.

"Overall vehicle width" means the
nominal design dimension of the widest
part of the vehicle, exclusive of signal
lamps, marker lamps, outside rearview
mirrors, flexible fender extensions, and
mud flaps, determined with doors and
windows closed and the wheels in the
straight-ahead position.

Effective date: March 1, 1975. Because
these amendments relieve a restriction
and because of the imminence of the
standard's effective date, It is found for
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good cause shown that an effective date
sooner than 30 days from the date of
their publication in the FEsERL REGISTER
Is in the public interest.
(See. -103o 119, Pub. L. .89-563, 80 Stat. 718
(15 U.S.C. 1392, 1407); delegation of author-
Ity at 49 CFR 1.51.)

Issued on February 28, 1975.
JAxs B. GREGORY,

Adlministrator.
[R Doc.75-5835 Filed 2-28-75;4:16 pm]

Title 50-Wildlife and Fisheries
CHAPTER I-U.S. FISH AND WILDLIFE
SERVICE, DEPARTMENT OF THE INTERIOR

PART 33-SPORT FISHING
Lacreek National Wildlife Refuge,

South Dakota
The following special regulation is is-

sued and Is effective March 4, 1975.

RULES AND REGULATIONS

§ 33.5 Special regulations; sport fishing,
-for individual wIdlife refuge areas.-

SoUr DANoTA
ZACREE1X NATIONAL WILDLIFE REFUGE

Public sport .fishing by rod and reel or
pole onLacreek National'Wildlife Refuge
Is permitted on Cedar Creek Ponds #1,
2, and 3 designated by signs as open to
fishing in accordance with applicable
state regulations subject to the following
special conditions:

(1) The season for fishing on Cedar
Creek Ponds 1, 2, and 3 extends from
April 1 through October 15, 1975, day-
light hours only.

(2) The use of boats and the use of live
minnows as bait, on the refuge portion
of Ce iar Creek are prohibited.

(3) Public fishing on Lacreek National
Wildlife Refuge may be closed by the
manager whenever access roads are Im-
passable, refuge wildlife need further

protection from disturbance, or iood ref-
uge management dictates that the area
be closed to the public.

The open fishing areas are thown on
maps available at Lacreek National Wild-
life Refuge Headquarters, Martin, SD
57551 or Area OffIce, U.S. Fish and Wild-
life Service, Federal Building, Pierre, SD
57501.

The provisions of this special regula-
tion supplement the regulations which
govern fishing on national wildlife ref-
uges generally which are set forth In
Title 50, Code of Federal Regulations,
Part 33, and are effective through Oc-
tober 31, 1975.

HAROLD H. BURGESS,
Refuge Manager, Lacreck Ra-

tionaz Wildlife Refuge, Mar-
tin, South Dakota.

FEBRUARY 24, 1975.
IFR Doc.76-5602 Fied 3-3-76;a:45 am]
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proposed rules
S 'hls-section of -the FEDERAL REGISTER contains notices to the public of the proposed issuance of rules and regulatior. The purpose of

these notices Is to give interested persons an opportunity to participate In the rule making prior to the adoption of the final rules.

DEPARTMENT OF THE TREASURY
Customs Service
[19 CFR Partl ]

CUSTOMS FIELD ORGANIZATION
Proposed Change in Customs Region VI

-In brder to provide better Customs
service in the Lae do, Texas, Customs
district, it is proposed to establish a
Customs port of entry at Lubbock, Texas.

Accordingly, by virtue of the authoifty
vested n the President by section 1 of
the Act of August 1, 1914, 38 Stat. 623,
as amended (19 U.S.C. 2), and delegated
to-the Secretary of the Treasury by
Executive Order No. 10289, September
17,' 1951 (3 CFR Ch. ID, and pursuant
to authority provided by Treasury De-
partment Order No. 190, Rev. 10 (40
FR 2216), Lubbock, Texas, Is hereby
proposed as a port of entry in the La-
redo, Texas, Customs district (Region
VI).-

The geographical limits of the pro-
posed port of entry will include the area
withfn the corporate limits of the city
of Lubbock, Texas.

Data, views, or arguments with respect
to the foregoing proposal may be ad-
dressed to the Commissioner of Customs,
Attention: Regulations Division, Wash-
ington, D.C. 20229. To insure considera-
tion, communications must be received
notlater than April 3, 1975.

Written material. or suggestions sub-
mitted will be available for public in-
specton n accordance with § 103.8(b)
of the Customs Regulations (19 CX1
103.8(b)), at the Regulations Division,
Headquarters, United States Customs
Service, Washington, D.C., during regu-
lar business hours.

Dated: February 21,975.
tsAL] DAvi R. MACDoNALD,
Assistant Secretary of the Treasury.
[IM Doe.75-5529 Filed 3-3-75:8:45 am]

DEPARTMENT OF HEALTH,
EDUCATION, AND -WELFARE
^ Office of Education

[45 CFR Part 103]
BILINGUAL VOCATIONAL TRAINING

'Grantand Contract Awards
Pursuant to the authority contained In

sections 191 through 197 of the Voca-
tional Education Act6f 1963, as amended
(20' U.S.C. 1393 through 1393f), the
-Commissioner of Education,.with the ap.
proval- of the Secretary of Health,-Edu-
cation, and. Welfare, and the Secretary
of Labor, proposes to amend Part 103 of
Title 45 of the Code of Federal Regula-
-tions to add a new Subpart E to reflect
the amendments to the Vocational Edu-

cation Act added by Eection 841 of the
Education Amendments of 1974, Pub. L.
93-380.1. Program Purpose. Section 191
through 197 of the Vocational Education
Act of 1963. as amended (20 U.S.C. 1393
through 1393f), provides that the Com-
missioner of Education may award grants
and contracts to eligible applicants in
order to_ develop bilingual vocational
training programs. The available funds
will serve a dual purpose: (a) To make
available new bilingual vocational train-
Ing programs to persons of limited
English-speaking ability; and (b) sssist
such. persons In their pursuit of vital
occupational categories. The grants and
contracts will be awarded by the US.
Commissioner of Education In accord-
ance with the criteria established by the
Commissioner. Eligible applicants may
include local educational agencies, State
boards for vocational education, postsec-
ondary educational institutions, private
nonprofit vocational training Institutions
and nonprofit organizations especially
created to serve a, group whose language
*as normally used Is other than English.
Private for-profit agencies and organi-
zations are only eligible for contracts.

In addition to a proposed new Subpart
E to the regulations, 45 CFR Part 103,
two new definitions are proposed for
§ 103.3. Also, a change is proposed ,In
1 103.1 In order to modify the paragraph
on applicability of the regulations to in-
clude the reference to the new program
added by the new" Part J of the Voca-
tional Education Act.

2. Written Comments. Interested per-
sons are invited to submit written com-
ments, suggestions or objections regard-
ing such proposed additional criteria to
the Division of Vocational and Technical
Education, U.S. Office of Education, 7th
&D Streets SW.. Room 5130, ROB No. 3,
.Washington, D.C. 20202. Comments re-
ceived In response to this notice will be
available for public Inspection at the
above address on Mondays through Erl-
days between 8:30 a.m.'and 4 pm. All
relevant materials must be received not
later than April 3,1975.
(Catalog of Federal Domestic Asslstance 2To.

13.558 Bilingual Vocational Training)

Dated: January 24, 1975.
T.H. IEL ,

U.S. Commissioner of Education.
Approved: February 24, 1975.

CAsPAR W. WwnWEacuu,
Secretary of Healtt,

Education, and Welfare.

Approved: February 7, 1975.
PmR J. BmuAN, .

Secretary of Labor.

Proposed regulations to amend Part
103 to incorporate Part J, BlingualVoca-
tional Training, Pub. L. 93-380.

1. Section 103.1 is revised to read as
follows:
§ 103.1 Applicability.

The regulations to this part appy to
grants and contracts made by the US.
Commissioner of Education for research
and training programs under section
131(a) of Part C, for exemplary programs
and projects under section 142(c) of Part
D. for curriculum development programs
under section 189 of Part I; and for bilin-
gual vocational training under section
101 of Part J of the Vocational Educa-
tion Act of 1963. as amended.

2. Two new definitions are added to
§ 103.3 to read as follows:
§ 103.3 Definitions,

"Billngual vocational training" means
training or retraining which Is conducted
as part of a prdgram designed to prepare
individuals of limited English-speaking
ability for gainful employment as semi-
skilled or skilled workers or technicians
or subprofessionals in recognized occupa-
tions and In new and emerging occupa-
tions, but excluding any program to pre-
pare individuals for employment in occu-
pations which the Commissioner deter-
mines, and specifies, by regulation, to be
generally considered professional which
requires a baccalaureate or higher de-
gree; bilingual vocational training in-
cludes guidance and counseling (either
individually or through group instruc-
tlon) In connection with such trainingor
for the purpose of facilitating occupa-
tional choices; instruction related to the
occupation or occupations for which the
students are In training or instruction
necessary for students to benefit from
such training; the training of persons
engaged as, or preparing to become, in-
structors In a bilingual vocational train-
ing program; travel of students and
vocational training personnel while en-
gaged in a bilingual vocational training
program; and the acquisition, mainte-
nance, and repair of instructional sup-
plies, aids, and equipment, but such term.
does not include the construction, ac-
quLsition, or initial equipment of build-
ings or the acquisition or rental of land.
(20 U.S.C. 1248(14))

"Postsecondary educational instit-
tion" means a nonprofit institution le-
gally authorized to provide postsecondary
education within a State for persons six-
teenyears of age or older, whohavegrad-
ulated or left elementary or secondary
school.
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(20 U.S.C. 1248(16))

3. A new Subpart E is added to read
as follows:

Subpart E-Bllingual Vocational Training
Sec.
103.41 Purpose.
103.42 Eligible prdgrams and projects..
103.43 Eligible applicants.
103.44 Applications for grants or contracts.
103.45 Review of applications.
103.46 Criteria.

Subpart E-Bilingual Vocational Training
§ 103.41 Purpose.

In order to insure that vocational
training programs are available to per-
sons in all communities of the United
States whose language as normally used
is other than English, and in order to
find new ways to assist such persons to
fill the critical need for more and better
'trained personnel in occupational cate-
gories vital to both the persons and the
economy, funds available to the Conmis-
sioner pursuant to Part J of the Act may
be used for making grants or contracts
for bilingual vocational training pro-
grams.
(20 U.S.C. 1393)
§ 103.42 Eligible programs and projects.

Funds available under section 193 of
Part J of the Act may be used by the
Commissioner to award grants or con-
tracts for the cost of developing and op-
erating programs or projects designed to
carry out the purpose set forth in § 103.41
in an amount equal to the total sums ex-
pended by the applicant for the purposes
set forth in that application. Such pro-
grams include:

(a) Bilingual vocational training pro-
grams for persons who have completed or
left elementary or secondary school and
who are available for training programs
by the agencies and institutions enu-
merated in § 103.43;

(b) Bilingual vocational training pro-
grams for persons who have already en-
tered the labor market and who desire
or need training or retraining to achieve
year-round employment, adjust to
changing manpower needs, expand their
range of skills, or advance in employ-
ment; and

(c) Training allowances for pafticl-
pants in bilingual vocational training
programs subject to the same conditions
and limitations as set forth in the De-
partment of Labor Regulations 29 CFR
§ 95.34.
(20 U.S.C. 1393 (d))

§ 103.43 Eligible applicants.
(a) The following categories of agen-

cies or institutions are eligible for grants
or contracts under this subpart:

(1) Local educational agencies;
(2) State educational agencies;
(3) Postsecondary educational institu-

tions;
(4) Private nonprofit vocational train-

ing institutions; and
(5) Nonprofit educational or training

organizations especially created to serve

a group whose language as normally used
is other than English.

(b) Private for-profit agencies and
organizations are only eligible for con-
tracts.
(20 U.S.C. 1393 (c))
§ 103.44 Applications for grtnts or con-

tracts.
(a) All applications shall be submitted

to the Commissioner through the State
board and shall include the comments of
the State board.

(b) Each application shall:
(1) Provide that the activities and

services for which assistance under this
part is sought will be administered by or
be under the supervision of the appli-
cant; and

(2) Set forth a program of such size,
scope and design as will make a substan-
tial contribution toward carrying out the
programs described in § 103.42.
(20 U.S.C. 1393 (e))

§ 103.45 Review of applications.
(a) The Commissioner of Education

will not approve any application for a
grant or contract under this subpart
until:

(1) Such application has been re-
viewed in accordance with such proce-
dures as the Commissioner may estab-
lish; and

(2) Such review will take into account
the requirements set forth in § 103.44
(b)).

(b) Where feasible the Commissioner
should consult with the State board to
achieve equitable distribution of assist-
ance in the State.
(20 U.S.C. 1393 (f))
§ 103.46 Criteria.

.Criteria for the selection of applicants
shall be those set forth in § 100a.26(b)
of this chapter and those in Appendix D
to this part.

4. Appendix D is added to read as fol-
lows:
APPENDIX D-B=NGUAL VOCATIONAL TUIN-

nIsG PROGRAMs CarrEr.& FOR FzscAL YEAR
1975
In granting of awards from funds available

for the program, the Commissioner will give
priority to applications which rank highest
on the basis of the criteria in the Office
of Education's General Provisions Regula-
tions (45 CFR 109a.26(by) together with the
additional criteria in this Appendix. Certain
points will be given to applications which
propose programs in the priority areas de-
scribed below.

A. Program Priority. Priority will be given
to bilingual vocational training programs or
projects which serve persons:

(a) Who have left or completed elemen-
tary or secondary school;

(b) Who are of limited English-speaking
ability;

(c) Who, because of this handicap, are
unable to be employed in gainful employ-
ment suited to their needs, interests and
abilities; and

(d) Who are from areas having a con-
centration of persons of limited English-
speaking ability higher than the national
average.

B. Application review criteria. Criteria
will be utilized by the reviewers in reviewing
formally transmitted applications in Fiscal

Year 1975. These criteria are consistent with
§ 100a.26, Review of Applications, in the Of-
fice of Education's General Provisions Regu-
lations, published on November 0, 1073 at
39 FR 30654 (45 CFR 100a.20(b)). Segments
or a segment of the application must address
each criterion area. Each criterion is
weighted and includes the maximum score
that can be given to a segment of an appli-
cation in relation to the criteria, The criteria
and maximum weights for each criterion are
as follows:

Maximum
Criteria: score

(1) Priority Area-Application Is
focused on the announced
priority area. 15

(2) Need-Application clearly de-
fines the needs for the project
or program and *delineates the
training required to be re-
sponsive to those needs, 15

(3) ObJectives-Tho objectives of
the proposed project or pro-
gram are sharply defined,
clearly stated, capable of be-
Ing attained by the proposed
procedures and provisions are
made for adequate evaluation
of the project or program. 1

(4) Plan-The application clearly
describes the general scope
and design for the project or
program. The procedures spec
ify in detail how each objec-
tive will bo accomplished, and
an adequate project manage-
ment plan is available. If ap-
propriate, Include Inservico
training, evaluation proce-
dures and dissemination
plans. 20

(5) Results-The proposed results
of the training are identified
and described. 10

(6) Personnel-Th o qualifications
and experience of personnel
are appropriate for the pro-
posed project or program. 10

(7) Institutional Commitment-Tho
application shows reasonable
evidence of commitment to
provide adequate curriculum
facilities, equipment and pro-
vides documented assurance
of support from cooperating
Institutions and agencies
when necessary for project or
program success.

(8) Budget-The estimated cost In
reasonable in relation to an-
ticipated results, and the
size, sc6po, and duration of
the project or program are
reasonable. 10

[FR Doc.75-5705 Filed 3-3-75;8:45 aml

Social and Rehabilitation Servico

[ 45 CFR Part 249 ]
MEDICAL ASSISTANCE PROGRAMS

Intermediate Care Facilities Residents'
Rights

Notice Is hereby given that the regula-
tions set forth in tentative form below
are proposed by the Administrator, So-
clal and Rehabilitation Service, with the
approval of the Secretary of Health,
Education, and Welfare. The proposed
regulations add a requirement for the
recognition and the maintenance of the
rights of residents In facilities wishing
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to participate as intermediate care facll- vided by the facility, residents are trans-
ties. under the Medicaid program (title ferred promptly to hospitals, skilled nurs-
XIX, Social Security Act).. - Ing facilities, or other appropriate facII-

These'regulations parallel the patients' Ities; and
rights requirement establishedfor skilled (iii) Except In the case of an emer-
nursing facilities participating under the gency, the resident, his next of kin, at-
Medicaid program. They would require tending physician, and the responsible
an intermediate care facility to estab- agency, if any, are consulted in advance
lish policies to ensure that certain enum- of the transfer or discharge of any resl-
erated rights are afforded to residents, dent, and casework services or other
The provision is intended to assure that means are utilized to assure that ade-
the manner in which the personnel of a quate arrangements exist for meeting
facility and individual practitioners who lis needs through other resources; and
render treatment in such facility relate. (2) Policies define the uses of physical
to individuals receiving care there pro- restraints, the staff members who must
motes the physical and emotional well- authorize their use, and a mechanism for
being of the resident. The Department monitoring and controlling their use;
recognizes that resident health and (B) Ensure that each resident admit-
responsiveness to treatment are fre- ted to the facuilty:
quently linked to "resident rights," such (1) Is fully.informed of his rights and
as the-right to be treated with dignity, responsibilities as a resident and of an
to be involved in making decisions about rules and regulations governing resident
oneself, and to maintain contact with conduct and responsibilities. Such In-
the community. formation must be provided prior to or at

Prior to the adoption of the proposed the time of admission or, in the case of
-regulations, consideration will be given to residents already in the facility, upon the
any comments.suggestions, or objections facility's adoption or amendment of pa-
thereto which are received in writing by tient right policies, and its receipt must
the Administrator, Social and Rehabill- be acknowledged by the resident in writ-
tation Service Department of Health, Ing;
Education, and Welfare, P.O. Box 2366, (2) Is fully informed, prior to or at the
Washington, D.C. 20013, on or before time of admission and during stay, of
April 3, 1975. Comments received will be services available in the facility, and of
available for public Inspection in Room related charges Including any charges for
5326-of the Department's offices at 330 services not covered under the title =
C Street SW, Washington, D.C., on Mon- program or not covered by the facility's
day through Friday of each week from basic per diem rate;
8:30 am. to 5 pm. (area code 202-245- (3) Is fully Informed, by his physician,
0950). of his health and medical condition un-
(Section i102, 49 Stat, 847 (42 U.C. 1302)) less medically contraindicated (as docu-

mented by his physician n his resident(Catalogof 5ederalDomestic As sLtance P= record), and Is afforded the opportunitygrain ~ro. is. L4,Medica1 asse5t o ) to participate in the planning of his
Dated. December 10, 1974. health care and medical treatment and to

JAMES S. DwIGHr, Jr., refuse to participate In experimental re-
Administrator. Socia an search;

(4) Is transferred or discharged only
for medical reasons or for his welfare

Approved: February 24, 1975. or that of other patients, or for nonpay-
C ARsA W.. W EERGER, ment for his stay (except as prohibited
Secretary. -by the title XIXprogram); I

F Ct (5) Is encouraged and assisted,Part 249. Chapter II 'itle 45, Code of throughout his period of stay, to exercise
Federal Regulations, is amended as set his rights as a resident and as a citizen,
forth below: and to this end may voice grievances and

. Section 249.12(a) (1) (i and (e) (6) recommend changes In policies and serv-
are revised to read as follows: lces to facility staff and/or to outside rep-

resentatives of his choice, free from re-§249.12 Standadsforintermediatecare strain terference, corcion, dscrhm-
failies nation, or reprisal;

(a) (1) .. *(6) May manage his personal finan-
(1i) There are written policies andpro- cial affairs, and to the extent that the

cedures available to staff, residents and facility assists n such management that
the public which: It is carried out In accordance with para-

(A) Govern all areas of service pro- graph (a) (1) (Ii) of this section;
vided by the fability: (7) Is free from mental and physical

(1) Admission, transfer, and discharge abuse, and free from chemical and (ex-
of residentspolicies shall assure that: cept when necessary to protect the res-

(i) Only those persons are accepted Ident from injury to himself or others)
whose needs can be met by the facility physical restraints, except as authorized
directly or -in. cooperation with com- In writing biy a physician for a specified
inunity resources or other providers of

care-withwhichperiod of time, or in the case of a men-contracthsh; tisallat o a talyvretarded Individual when authorized

(O As changes occur In thIr physical in writing by a physician or Qualified
or mental condition, necessitating service Mental Retardation Professional for use
or care which cannot be adequately pro- during behavior modification sessions;

8957

(8) In the case of a mentally retarded
individual, participates in a behavior
modification program only with the con-
sent of his parent or guardian;

(9) Ts ensured confidential treatment
of his personal and health and medical
records , and may approve orrefuse their
release to any individual outsde the
facility, except in case of his transfer to
another health careinstitution, or as au-
thorized by Federal or State law;

(10) Is treated withconsideration, re-
spect, and full recognition of his dignity
and individuality, including priacy in
treatment and in care for his personal
needs;

(11) Is not required to perform serv-
Ices for the facility that are not included
for therapeutic purposes and documented
in his plan of care;

(12) May associate and communicate
privately with Persons of his choice, and
send and receive his personal mail un-
opened;

(13) May meet with, and participate
in activities of, social, religious, and com-
munity groups at his -discretion, unless
medically contraindicated (as docu-
mented by his physician in his resident
record);

(14) May retain and use his personal
clothing and possessions as space per-
mits; and

(15) If married, is ensured privacy for
visits by his/her spouse; If both are resi-
dents in the facility, they are permitted
to share a room, unless medically contra-
indicated (as documented by the attend-
Ing physician in the resident record).

(C) Providethat all rightsand respon-
sibilities in paragraph (a) (1) (fI) (B) (1)
through (4) devolve to the resident's
guardian, next of kin, or sponsoring
agency(les), where:

(1) a resident is adjudicated incom-
petent in accordance with State law; or

(2) his physician has made a doe-
mented finding that, because of mentai
Impairment, the resident is incapable of
understanding these rights.

(c)
(6) No later than three yeam after

the effective date of these regulations the
Institution meets the standards specified
In 1 249.13. For Institutions determined
to meet the standards specified in
124913, the following sections of para-
graphs (a) and (c) of this section do not;
apply: (a)(1)W, (11 (A), (Iv), (v) and
(vi); (a)(4); (a)(6)(1B). (III), (v),
(v vii), aMnd (viii); (a)(7); (a)(8);
(c) (4); and (c) (5).

2. The introductory language to
124913 is revised to read as follows.

§249.13 Standards forintermediate care
facility services in institutions for the
mentally retarded or persons with re-
lated Conditions-

Effective not later than 3 years after
the effective date of these regulations,
the standards for Intermediate care fa-
cility services (as defined in § 249.10(b)
(15)) in an Instution for the mentally
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retarded or persons with related condi- the Code of Federal Regulations be
tions which are specified by the Secre- amended by revoking § 117.775(b) (6)
tary pursuant to section 1905 (c) and (d) ,and by revising § 117.775(b) (5) and
of the Social Seculity Act and referred § 117.810(f) (5) to read as follows:
to In § 249.12(c) (6), are specified in this In § 117.775 paragraph (b) (5) is re-
section. At such time as an Institution is vised and (b) (6) deleted.
deemed to meet the standards contained § 117.775 Grays Harbor and tributaries,
in this section, such institution will no Washington; bridges.
longer be required to meet the following
provisions of §249.12: (a)(1)(i), (Ui) * * * * *
(A), (iv), (v) and (vi); (a) (4); (a) (6) (b) Signals * * *
(i) (B), (Iii), (v), (vi), (vii) and (viii); (5) State of Washington bridges over
(a) (7); (a) (8) ; (c) (4) ; and (c) (5). Wishkah River at Heron Street and at

* . Wishkah Street: One long blast of
[5 whistle followed quickly by two short

[PFt Doc.75-5704 Piled 3-3-75;8:45 am] blasts.

DEPARTMENT OF
TRANSPORTATION

Coast Guard
[33 CFR Part 117]

ICGD 75 083]

DRAWBRIDGE OPERATION REGULATIONS
Wishkah River, Washington

At the request of the Washington State
Highway Commission, the Coast Guard
Is considering amending the regulations
for the Heron Street and Wishkah Street
drawbridges across the Wishkah River in
Aberdeen, Washington. Present regula-
tions require the draws of these bridges
to open on signal from 5 am. to 9 p.m.
and to open on signal from 9 p.m. to
5 am. If at least 8 hours notice is given.
The proposed regulation will require at
least 1 hour's notice, at all times. This
proposal is being considered because of
the decrease in marine tramffic. The pro-
posal also combines the two separate
whistle calls, one for each bridge, to one
whistle call to open both bridges. The
Washington State Highway Commission
will accept collect telephone calls and
collect ship-to-shore calls requesting an
opening. They will also maintain two-
way voice radiotelephone equipment at
the Chehals River highway bridge be-
tween Aberdeen and South Aberdeen
which will be manned at all times and
will receive requests for openings.

Interested persons may participate in
this proposed rule making by submitting
written data, views, or arguments to the
Commander can), Thirteenth Coast
Guard District, 618 SecOnd Avenue,
Seattle, Washington 98104. Each person
submitting comments should include his
name and address, Identify-the bridge,
and give reasons for any recommended
change in the proposal. Copies of all
written communications will be avail-
able for examination by interested per-
sons at the office of the Commander,
Thirteenth Coast Guard District.

The Commander, Thirteenth Coast
Guard District, will forward any com-
ments received before April 4, 1975, with-
his recommendations to the Chief, Office
of Marine Environment and Systems,
who will evaluate all communications re-
ceived and take final action on this pro-
posal. The proposed regulations may be
changed in the light of comments re-
ceived.

In consideration of the foregoing, It
is proposed that Part 117 of Title 33 of

(6) [R6voked]
* * * * *

In § 117.810 paragraph (f) (5) is re-
vised as follows:

§ 117.810 Navigable waters in the State
of Washington; bridges where con-
stant attendance of draw tenders is
notrequired.
* * * * *

(f) * • •
(5) Wlshkah River; State of Wash-

ington bridges over Wlsbkah River at
Heron Street and at Wishkah Street.
The draws shall open on signal if at
least one hour notice is given. The State
Department of Highways shall accept
collect telephone calls from vessels via
the local marine telephone operator or
long distance telephone. The State De-
partment of Highways shall provide a
two-way radiotelephone on the Chehalls
River bridge which will be attended at
all times. Vessels may place calls for the
Wishkah River bridges through the
Chehalis River bridge operator who shall
monitor 21 82 Kz and switch to 27 38 Kz
for communication.

* * * * *

(See. 5, 28 Stat. 362, as amended, sec. 6(g) (2),
80 Stat. 937; 33 U.S.C. 499, 49 U.S.C. 1655(g)
(2); 49 CPR 1.46(c)(5), 33 CFn 1.05-1(c)
(4)).

Dated: February 26,1975.
R. I. PaIcE,

Bear Admiral, U.S. Coast Guard,
Chief, Office of Marine Envi-
ronment and Systems.

[FE Doc.75-5624 Filed 3-3-75;8:45 aml

Federal Aviation Administration
[ 14CFR Part 71 ]

[Airspace Docket No. 7--EA-I]
TRANSITION AREA

Proposed Alteration and Designation
Correction

In FR Dec. 75-5052, appearing in the
issue of Wednesday, February 26, 1975,
on page 8217, the last three lines of the
paragraph describing the transition area
for Oswego, N.Y. should read as set
forth below:
to longitude 75*'0O'0" W4 thence to latitude
43"32'00" N., longitude 76023'00" W.; to lati-
tude 4324'00" N., longitude 76*40'00" W.; to
point of beginning.

Federal Railroad Administration
[49 CFR Part 256]

INTERMODAL PASSENGER TERMINALS
Procedures and Requirements Regarding

Filing of Applications
The purpose of this notice is to propose

an amendment to Title 49 of the Code of
Federal Regulations establishing a new
Part 256, which sets forth the procedures
and requirements of the Federal Rail-
road Administration in connection with
the filing of applications for assistance

'for the preservation and conversion of
historic railroad passenger terminals
under section 305(d) (1) (1) of the Rail
Passenger Service Act (45 U.S.C. 545(d)
(1) (1)) as amended by section 6 of the
Amtrak Improvement Act of 1974 (Pub,
L. 93-496) (the "Act"). The Act aU-
thorizes funds for:

(a) Promoting the conversion of not
less than three (3) historically distinc-
tive railroad passenger terminals into in-
termodal passenger terminals, on a
feasibility demonstration basis;

(b) Preserving historic railroad pas-
senger terminals that have a reasonable
likelihood of being converted or other-
wise maintained pending the formulation
of plans for reuse; and

(c) Stimulating the development of
plans for the conversion of railroad pas-
senger terminals into internodal pas-
senger terminals, civic and cultural ac-
tivity centers;or both.

The projects funded under this part
are intended to:

(a) Demonstrate the capabilities of
Intermodal passenger terminals to pro-
vide a more effective means of passenger
interchange among various modes of
transportation;

(b) Demonstrate tho advantages of
joint use terminal facilities to carriers:

(c) Demonstrate a more comprehen-
sive and effective network of energy ef-
ficient surface common carrier trans-
portation services through improving
interline, intermodal exchange at so-"
lected ntermodal passenger terminals
distinguished by coordinated informa-
tion systems, schedules, and through
ticketing and baggage handling;

(d) Evaluate user response to such co-
ordinated interline, intermodal, trans-
portation services, and to Joint carrier
use of terminal facilities;

(e) Demonstrate the potential of un-
derutilized railroad passenger terminals
of historical and architectural distinction
for improving intermodal passenger
transportation services and for providing
an appropriate focal point for civio and
cultural activities;

(f) Stimulate local public and private
investment, by transportation, carriers
and others, in Improved intercity and
local public transportation facilities and
services;

(g) Encourage the preservation of rail-
road passenger terminals pending the
formulation of plans for reuse; and

(h) Encourage the development of
plans for the conversion of railroad pas-
senger terminals into intermodal pas-
senger terminals, civic and cultural ac-
tivity centers, or both.
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The Act establishes the program as a
demonstration and test of the Intermo-
dal passenger terminal concept. There-
fore, it is necessary to'exercise a great
degree of control over project selection
and implementation in order to ensure
that the demonstration results in a suffi-
ciently varied range of projects on which
to-base futuer program decisions. Conse-
quently, the criteria set forth in § 256.5
establish the threshold for eligibility,
and satisfaction of those criteria does
not assure funding. In selecting projects
for funding, emphasis will be plased on
obtaining a range of innovative and eco-
nomically viable rail passenger terminal
conversion projects.

Notice-is hereby given that the Fed-
eral Railroad Administration proposes
to amend Chapter VI of Title 49 of the
Code of Federal Regulations by adding
a new Part 256, setting forth the proce-
dures and requirements for the filing of
applications for assistance under sec-
tion 205(d) (1)-i) of the Act. It is pro-
posed to make the amendment as adopted
effective on the date of its publication
In the FEDERA REGIsTER.

Interested persons may participate in
this proposed rulemaking by submitting
written data, views, or comments to the
Offic6 of Chief Counsel, Federal Railroad
Administration, 400 Seventh Street SW,
Washington, D.C. 20590. All material re-
ceived on or before April 15, 1975, will be
considered by the Federal Railroad Ad-
ministration before taking final action
on the proposed amendment. All com-
-ments received will be available for ex-
amlinatiO~ by interested persons at any
time -during, regular working, hours in
Room 5101,Xasslf Building, 40Q Seventh
Street, SW, Washington, D.C. The pro-
posals contained, in this notice may be
changed in light of comment received.

In consideration of the foregoing, It is
proposed to amend Chapter VI of Title
49 of the Code of Federal Regulations by
adding a new Part 256 as follows:

PART 256--FINANCAL ASSISTANCE FOR
RAILROAD PASSENGER TERMINALS

REGuLa ONS GOVEmrnG APprICATIONS
POR AND DISBURSEMENT Or FINANCIAL
ASSISTANCE

Sec.
_2561 Purpose.

256. Definitions.
256.5 Xl1gibility.
256.7 Financlal assistance.
256.9 Preliminary applications.
256.11 M1nal applications.
256.13 Review and approval of applicalons.
256.15 Disbursement of flnancWl.'assistance.

A;.orr: Section 305(d) (1) (1) of the
Rail Passenger Service Act, 45 U.S.C. 545(d)
(1) (I), as amended by section 6 of the Am-
trak Improvement Act of 1974, Pub. L. 93-
496; § 1.49(1), Regulations of the Secretary
of ansportaton, 49 C.F.R. 1.49(1).

§ 256.1 Purpose.
The purpose of this part is to establish

procedures for Implementing subsection
305(d) (1) (D-of the RailPassenger Serv-
ice Act (45 U.S.C. 545(d) () (i)) with
respect to all financial assistance pro-
vided under that section.

§ 256.3 Definitions.
Asusedinthispart-
(a) "Act" means the Rail Passenger

Service Abt, as amended.
(b) "Administrator" means the Fed-

eral Railroad Administrator, or his dele-
gate.

(c) "Allowable project costs" means
those project costs for which Federal
financial assistance may be expended
under § 256.7.

(d) "Applicant" means a governmen-
tal entity, a non-profit public-purpose
organization, or any responsible person
having the legal, financial, and techni-
cal capacity to implement an Intermodal
passenger terminal project under this
part. The applicant must have legal au-
thority to receive and expend Federal
funds.

(e) "Chairman" means the Chairman
of the National Endowment for the Arts.

f) "Civic and cultural activities" In-
cludes, but is not limited to, libraries,
musical and dramatic presentations, art
exhibitions, adult education programs,
public meetings of community groups,
convention visitors and others, and other
public activities supported in whole or In
part under Federal law.

(g) "Council" means the Advisory
Council on Historic Preservation.

(h) "Demonstration funds" means
funds authorized for the purpose set
forth In paragraph (1) (A) of section
305(d) (1) (1) of theAct.

(i) "Intermodal passenger terminnl
means an existing railroad passenger
terminal which has been or may be
modified as necessary to accommodate
several modes of transportation, includ-
ing intercity rail service and some or all
of the following: Intercity bus, commu-
ter rail, intra-city rapid transit and bus
transportation, airport limousine serv-
Ice and airline ticket offlces, rent-a-car
facilities, taxis, private parking, and'
other transportation services.

(J) "National Register" means the Na-
tional Register of Historic Places main-
tained by the Secretary of the Interior.

Ck) "Planning funds" means funds
authorized for the purpose set forth in
paragraph (1) (C) of section 305 (d) (1)
(I) of the Act.

(1) "Preservation funds" means funds
authorized for the purpose set forth in
paragraph (1) (B) of section 305(d) (1)
(I) of the Act.

(m) "ProJect" means a locally spon-
sored, coordinated, and administered
program, or any part thereof, to plan,
finance, construct, maintain, or improve
an Intermodal passenger terminal, a
civic or cultural activltiei center, or both.
in an architecturally or historically dis-
tinctive railroad passenger terminal.
§ 256.5 Eligffity.

(a) GeneraL A project Is eligible for
financial assistance under section 305
(d) (1) (l) of the Act if:

(1) The applicant provides satisfac-
tory assurance that such fiscal control
and fund accounting procedures will be
adopted as may be necessary to assure

proper disbursement of and accounting
for Federal financial assistance granted
to the applicant under the Act; and

(2) The applicant complies with the
regulations of the Administrator pre-
scribed in this part, and with such other
terms and conditions as may be included
in the grant of assistance.

(b) Demonstration fund.s. A project is
eligible for financial assistance Inaccord-
ance with section 305(d) (1) (1) (2) of the
Act if the AdminIsrator determines
that:

(1) The railroad passenger terminal
can be converted to an ntermodal pas-
senger termina;

(2) There exist sufficient commitments
by Amtrak or other rail passenger car-
riers, and by interstate bus carriers, the
local transit authority, or other public
or private transportation operators, to
provide service suitable for convenient
intermodal interchange to meet the
goals enumerated in paragraph (b) of
§ 256.13;

(3) The railroad passenger terminal is
listed on the National Register;

(4) The architectural integrity of the-
railroad passenger terminal will be pre-
served. This determination must be con-
curred In by the consultants recom-
mended by the Chairman and Council
and retained by the Administrator for
this purpose;

(5) To the extent practicable, the use
of station facilities for transportation
purposes may be combined with use for
other civic and cultural activities, espe-
ciy when such use is recommended by
the Council or the Chairman, or the con-
sultants retained by the Administrator
upon their recommendation;

(6) The project plan provides the In-
formation and documentation required
under paragraphs (b) and (c) of § 256.-
1; and

(7) The railroad passenger terminal
and the conversion project meet such
other criteria as the Administrator may
develop and promulgate in consultation
with the Chairman and the Council.

(c) Preservation funds. A project is
eligible for financial assistancein accord-
ance with section 305(d) (1) (1) (3) of the
Act if the Administrator determines
that:

(1) The applicant is empowered by
applicable law, and is qualified, prepared,
and committed, on an interim basis pend-
ing the formulation of plans for reuse, to
maintain and prevent the demolition, dis-
mantling, or further deterioration of, a
railroad passenger terminal;

(2) The railroad passenger terminal is
threatened with demolition, dismantling,.
or further deterioration;

(3) The railroad passenger terminal
has a reasonable likelihood of being con-
verted to or conditioned for reuse as an
intermodhal passenger terminal, a civic
or cultural activities center, or both;

(4) Planning activity aimed at con-
version or reuse has commenced and is
proceeding in a competent manner;

(5) The expenditure of funds on such
project would be in the manner most
likely to maximize the preservation of
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railroad passenger terminals which are:
(i) reasonably capable of conversion to
intermodal passenger terminals; (i)
listed in the National Register; or (ii)
recommended on the basis of architec-
tural integrity and quality by the Chair-
man or the Council; and

(6) The applicant has provided the in-
formation and documentation required
under paragraphs (b) and (d) of § 256.-
11.

d) Planning fupds. A project is elgi-'
ble for financial assistance in accordance
with section 305 d (1) (1) (4) of the Act
if the Administrator determines that:

(1) The applicant is prepared to de-
velop practicable plans meeting the zon-
ing, land use, and other requirements
of the applicable State and local juris-
dictions in which the rail passenger ter-
minal is located;

(2) The applicant will be able to in-
corporate into its designs and plans for
the conversion of such terminal into an
Intermodal passenger terminal, a civic
or cultural activities center, or both,
features which reasonably appear likely
to attract private investors willing to
undertake the implementation of such
planned conversion and its subsequent
maintenance and operation;

(3) The applicant will be able to com-
plete the designs and plans for such. con-
version within two years following the
approval of the application for Federal
financial assistance;

(4) The expenditure of funds on such
project would be in the manner most
likely to maximize the preservation of
railroad passenger terminals which are
listed in the National Register or rec-
ommended on the basis of architectural
integrity and quality by the Chairman
or the Council; and

(5) The applicant has provided the
information and documentation required
under paragraphs (b) and (e) of § 256.11.

§ 256.7 Financial assistance.
(a) Demonstration Funds. Federal

financial assistance for the conversion
of a railroad passenger terminal into an
intermodal passenger terminal, under
subsection 305(d) (1) (i) (2) of the Act,
may be expended for the following proj-
ect costs incurred after the date of proj-
ect approval:

(I) Acquisition or long-term lease of
real property, including air rights where
necessary for project implementation;

(2) Final architectural and engineer-
Ing construction documentation, includ-
ing al necessary plans, specifications,
detailed cost estimates, and implemen-
tation schedules; and

(3) Construction, which may include,
but is not, limited to: (I) Complete re-
habilitation and refurbishment of the
interior and exterior of the structure;
(ii) provision of necessary public serv-
ices; (Iii) structural modifications and
additions necessary to permit the devel-
opment of (A) improved rail passengez
facilities, (B) interstate bus terminal
and docking facilities, (C) adequate
facilities for local mass transit, and CD)
automobile parking and access; and (iv)
provisions for accomodatng major ten-

ants and concessionaires such as airline
ticket offices, rent-a-car offices, and other
transportation service facilities.

(b) Preservation funds. Federal finan-
cial assistance under section Z05 (d) (1)
(W> (3) of the Act, for the preservation of
a railroad passenger terminal which has
a reasonable likelihood of being con-
verted or otherwise maintained, may be
expended for costs incurred after the
date of project approval which are nec-
essary to maintain (and prevent the
demolition, dismantling, or further de-
terioration of) a railroad passenger ter-
minal pending the completion of project
planning, for a period not to exceed five
years.

Cc> Planning funds. Federal financial
assistance for the development of plans
for the conversion of a railroad passen-
ger terminal into an intermodal passen-
ger terminal, a civic and cultural activ-
ities center, or both, under section 305
(d) (1) (i) (4) of the Act, may be ex-
pended for the following project costs if
incurred within two years after project
approval:

(1) Cost of a study or studies to: (i)
Assess the need for and feasibility of an
intermoqal passenger terminal at a par-
ticular existing railroad passenger ter-
minal; (ii) relate 'the project to other
transportation priorities in the area;
(iii) evaluate alternate means of pro-
viding needed intermodal passenger serv-
ices within the community; Civ) assess
the need for and feasibility of combining
a civic and cultural activities center with
the intermodal passenger terminal; and
Cv) develop a fiscal plan and agreements
for implementation; and

(2) Costs -for the preparation of pre-
liminary architectural and engineering
design documents for the project, n-
eluding: (i) Plans, sections and sketches
illustrating the functional as well as
,preservation aspects of the recommended
development; i) assessment of the con-
dition of existing structural and utilities
systems and requirements for their Im-
provement; (ii) outline specifications
and preliminary estimates of project
costs; and iv) required environmental
impact reviews and analyses.

(d) Federal share. The Federal share
of the cost of any project under this
part, shall not exceed 60 percent of the
total allowable project costs.
§ 256.9 Preliminary applications.

(a) General. Each applicant for Fed-
eral financial assistance under this part
shall submit a preliminary application.

b) Purpose. The purposes of a pre-
liminary application are:

(1) To avoid the costs of preparing
and processing a full application In cases
where it can readily be determined that
the applicant or project is ineligible or
that funds are not available; and

(2) To enable the Administrator to
identify, at a preliminary stage, those
projects which appear most likely tc
achieve the goals set forth in paragraph
(b) of § 256.13.

Co) Contents. Each preliminary appli-
cation for financial assistance undez

section 305 d) (1) (1) of the Act shall
include:
(I) The full and correct name and

principal business address of the
applicant;
(2) The name, title and address of the

person to whom correspondence regard-
ing the preliminary application should
be addressed;

(3) A narrative statement describing
the need for the project; its objectives,
method of accomplishment, and geo-
graphic location; and the benefits ex-
pected to be derived from the Federal
financial assistance;

(4) An estimate of the total allowable
project costs of the proposed project;

(5) The total amount of Federal as-
sistance requested under this part for
the project, designated as demonstra-
tion funds, preservation funds, or plan-
ning funds, as applicable;

(6) A statement of the extent to
which the applicant contemplates using
other Federal financial assistance for the
purposes of the project (excluding funds:
disbursed under the State and Local Fis-
cal Assistance Act of 1972, 31 U.S.C. 1231
et seq.) ;

(7) A listing of potential sources of
funds for the non-Federal share of the
cost of the project;

(8) A statement of whether the rail-
road passenger terminal Is Included in
the National Register; and .

(9) Such other Information as theAd-
ministrator may require.
(d) Execution and filing of prelimi-

nary applications. (1) The original pre-
liminary application shall bear the date
of execution and be signed by the Chief
Executive Officer of the applicant or by
the applicant himself, where the appli-
cant is an individual. Each person re-
quired to execute the preliminary appli-
cation shall execute a certificate In the
form of Appendix A hereto.

(2) The original preliminary appllca-
tion and six (6) copies thereof, shall be
filed with the Federal Railroad Admin-
istrator, Department of Transportaton,
400 7th Street, SW, Washington, D.C.
20590. Each copy shall show the dates
and signature that appear in the orig-
inal and shall be complete in itself.

(3) Preliminary applications must be
submitted to the Administrator for re-
view and approval before September 1,
1975.
§ 256.11 Final applications.

(a) Purpose. The purpose of a final
application Is to enable the Administra-
tor to determine, from among those ap-
plicants who have received approval of
previously submitted preliminary appli-
cations, those projects which will receive
Federal assistance under this part.

(b) Contents. Each final application
for Federal financial assistance shall in-
clude:

(1) The full and correct name and
principal business address of the appli-
cant;

(2) The name, title and address of the
person to whom correspondence regard-
ing the final application should be ad-
dressed;
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(3) An Identification of all organiza-
tions which will participate in the plan-
ning, implementation, and operation of
the -Project,_ along with a discussion of
the .role of each organization;

(4) A full dikcussion of the desirabil-
ity and feasibility of the project along
with a summary of the benefits to be
derived;

(5) A detailed description.of the rail
passenger terminal (including -where ap-
plicable the description on file with the
National Register), the available trans-
portation facilities, and the proposed in-
-termodal passenger transportation im-
provements;

(6) A detailed estimate of the total
allowable project costs, listing and iden-
tifying all discrete costs to-the maximum
possible extent;

(7) The total amount of Federal as-
sistance requested under this part for
the project, designated as demonstration
funds, preservation funds, or planning
funds, as applicable;

(8) Where the applicant contemplates
using, funds from other Federal pro-
grams (excluding funds-disbursed under
the State axid Local Fiscal Assistance Act
of 1972, 31 U.S.C. 1221 et seq.), a refer-
ence to all requirements pertaining to
such Federal programs, and a documen:
tation of the status of any application
for Federal funds under such programs;

(9) Evidence of the applicant's abil-
ity and intent to furnish its share of the
total allowable project costs;

(10) For those projects located in
urbanized areas,. as defined by the Bu-
reau of the Census, a statement that the
application has been coordinated -with
the metropolitan planning organization,
designated by the Governor of the State
In which the project is to be located, pur-
suant to 23 U.S.C. 104(f) (3) ;

(11) Evidence that the applicant has
established such fiscal control and fund
accounting procedures as may be re-
quired by the Administrator to assure
proper disbursement of, and accounting
for, Federal funds paid to the applicant
under this part;

(12) A- certification by the applicant
that, in accordance with- OMB Circular
A-95. (38 FR 32874, November 28, 1973),
Section 204 of the Demonstration Cities
and Metropolitan: Development Act of
1966, and Section 401 of the Intergovern-
mental Cooperation Act of 1968, the noti-
fication has been submitted to, and com-
ments thereon have been solicited from,
the appropriate State and regional agen-
cies and clearinghouses;

(13) Assurances that the applicant will
comply with the following Federal laws,

- policies, regulations and pertinent direc-
tives:

i) Title VI of the Civil Rights Act of
1964, 78 Stat. 252, 42 U.S.C. 2000d et seq.
and all requirements imposed by Title 49,
Code of Federal Regulations, Department
of Transportation, Subtitle A, Office of
the Secretary, Part 21, Nondiscrimina-
tion in Federally-Assisted Programs of
the Department of Transportation;

(0i) Title 1I and Title M of the Uni-
-form 'Relocation Assistance 'and Real
Property Acquisitions Act of 1970, 42
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U.S.C. 4601 et seq. and all requirements
imposed by Title 49, Code of Federal Reg-
ulations, Department of Transportation,
Subtitle A. Office of the Secretary, Part
25, Relocation Assistance and Land Ac-
quisition under Federal and Federally-
Assisted Programs;

(Cii) 42 U.S.C. 4151 et seq., with regard
to Federal policies ensuring that physi-
cally handicapped persons will have
ready access to, and use of, public build-
ings;

(iv) The Rehabilitation Act of 1973, 87
Stat. 394, 29 U.S.C. 794, with regard to
nondiscrimination under Federal grants;
and

(v) The Hatch Act, 5 U.S.C. 1501 I
-seq., which limits the political activities
of employees; and

(14) Such other information as the
Administrator may require.

(c) Final applications for demonstra-
tion funds. In addition to the Items re-
quired by paragraph (b) of this section,
each final application for demonstration
funds shall include:
. (1) The proposed period during which
the project will be evaluated, in the con-
text of the goals set forth in paragraph
(b) of § 256.13;

(2) Operating agreements, right of
way leases, or other appropriate legal
commitments, from private carriers, pub-
lic transportation operating agencies and
other entities as appropriate, to assure
continued operation of the transporta-
tion services through the evaluation pe-
riod;

(3) Evidence (including copies of lease
documents, title papers, and mortgage
agreements) that the applicant's prop-
erty Interest in the railroad passenger
terminal is or will be sufflclent for the
applicant to implement the project;

(4) A summary of proposed contractual
arrangements for the use of the Inter-
modal passenger terminal for commercial
purposes other than the provision of
transportation services;

(5) A description and documentation
of existing or potential markets for Inter-
line, Intermodal service, and of those
changes In existing services which must
be piovided to achieve this potential;

(6) A summary of proposed use of the
ntermodal passenger terminal as a

civic and cultural activities center;
(7) A description of the proposed

methods for monitoring and evaluating
the demonstration;

(8) Preliminary architectural and
engineering design documents, including
plans, sections, sketches, and outline
specifications; and

(9) A proposed draft of an environ-
mental-impact statement, to be reviewed
and analyzed by the Administrator for
the preparation by him of a final En-
vironmental Impact Statement under
Department of Transportation Order
5610.1B (39 FR 35235, September 30,
1974).

(d) Final applications for Preservation
funds. n addition to the Items required
by paragraph (b) of this section, each
final application for preservation funds
shall include:
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(1) Documentation of the threat of
demolition, dismantling, or further
deterioration of the terminali and the
causes and reasons thereof;

(2) Evidence of substantive local
public and private interest in organing
a project to convert the railroad passen-
ger terminal to an ntermodal passenger
terminal, a civic or cultural activities
center, or both;

(3) Certification that the applicant is
empowered by applicable law, on an in-
terim basis pending the formulation of
plans for reuse, to maintain and prevent
the demolition, dismantling, or further
deterioration of, a railroad passenger
terminal:

(4) Evidence that the planning activity
aimed at conversion or reuse has com-
menced and Is proceeding In a competent
manner, including the planning schedule;
and

(5) A proposed draft of an environ-
mental Impact statement, to be reviewed
and analyzed by the Administrator for
the preparation by him of a final En-
vironmental Impact Statement under
Department of Transportation Order
5610.1B (39 FR 35235, September 30,
1974).

(e) Final applications for Planning
funds. In addition to the items required
by paragraph Cb) of this section, each
final application for planning funds shall
include:

(1) An assurance that the designs and
plans for- the conversion to an inter-
modal passenger terminal, a civil or cul-
tural activities center, or both, will be
completed within two years following the
approval of the application for Federal
financial assistance; and

(2) A proposed schedule for the imple-
mentation of the applicant's completed
designs and plans.

Cf) Executiom an L filing of finaZ appli-
cations. (1) The original final applica-
tion shall bear the date of execution and
be signed by the Chief Executive Officer
of the applicant or by the applicant hIm-
self, where the applicant is an individ-
ual. Each person required to execute the
final application shall execute a certifi-
cate in the form of Appendix A hereto.

(2) The original final application and
ten (10) copies thereof, shall be fled
with the Federal Railroad Adminis-
trator, Department of Transportation,
400 7th Street, SW., Washington D.C.
20590. Each copy shall show the dates
and signature that appear in the original
and shall be complete In itself.

(3) Final applications must be sub-
mitted to the Administrator for review
and approval not later than January 1,
1976.
§ 256.13 Review and applroa Ll of ap-

plicaions.
(a) Preliminary application. Pre-

liminary applications shall be reviewed
by the Administrator in consultation
with the Chairman and the Council The
Administrator shall notify each aPP3i-
cant whether or not his preliminary ap-
plication has been approved. Maose ap-
plicants whose preliminary applicatins
have not been approved may suImtd
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ditional supportive information to the
Administrator.

(b) Final applications. The Adminis-
trator shall review final applications and
shall select and monitor projects. most
likely to accomplish the following goals:

(1) Demonstrate the capabilities of
intermodal terminals to provide a more
effective means of psenger interchange
between various modes of transporta-
tion;

(2) Demonstrate the advantages of
joint use terminal facilities to carriers;

(3) Demonstrate a more comprehen-
sive and effective network of energy ef-
ficient surface common carrier transpor-
tation services through improving inter-
line, intermodal exchange at selected
intermodal passenger terminals dis-
tinguished by coordinated information
systems, schedules, and through ticketing
and baggage handling;

(4) Evaluate user response to 'such
coordinated interline, intermodal trans-
portation services, and to joint carrier
use of terminal facilities;

(5) Demonstrate the potential of un-
derutilized railroad passenger terminals
of historical and architectural distinction
for improving intermodal passenger
transportation services and for provid-
ing an appropriate focal point for civic
and cultural activities;

(6) Stimulate local public and private
investment, by transportation carriers
and others, in improved Intercity and
local public transportation facilities and
services;

(7) Encourage the preservation of
railroad passenger terminals pending the
formulation of plans for reuse; and

(8) Encourage the development of
plans for the conversion of railroad pas-
senger terminals Into ntermodal pas-
senger terminals, civic and cultural ac-
tivities centers, or both.

(c) Preferential consideration. In re-
viewing applications for planning funds,
the Administrator shall give preferential
consideration to applicants whose com-
pleted designs and plans will be imple-
mented and effectuated within three
years after the date of completion.

(d) Approval in writing. In order for
a final application to be approved, the
Administrator must notify the applicant
in writing.
§ 256.15 Disbursement of financial as-

sistancm.
(a) Grant agreement. After receipt,

review, and approval of a final applica-
tion, the Administrator will enter into a
grant agreement with an applicant for
the Federal share of the total-allowable
project costs. The terms of payment of
the Federal share shall be set forth in the.
grant agreement.

(b) Record retention. Each recipient
of financial assistance under this part
shall keep such records as the Adminis-
trator shall prescribe, including records
which. fully disclose the amount and dis-
position by such recipient of the proceeds
of such assistance, the total cost of the
project or undertaking in connection
with which such assistance was given
or used, the amount of that portion of

the cost of the project or undertaking
supplied by other sources, and such other
records as will facilitate an effective
audit.I (c) Audit and examination. Until the
expiration of three years after the com-
pletion of the project or undertaking re-
ferred to in paragraph (b) of this sec-
tion, the Administrator and the Comp-
troller General of the United States. or
any of their duly authorized representa-
tives, shall have access for the purpose
of audit and examination to any books,.
documents, papers, and records of such
receipts which, in the opinion of the Ad-
ministrator or the Comptroller General,
may be related or pertinent to such fi-
nancial assistance.

Issued in Washington, D.C. on
AsAPm H_ HALL,

Deputy Administrator.
APPENDix A--Cnrrrreosrr

The following Is the form. of the certificate
to be executed by each person signing a
preliminary or final application:

-certifies that he is-
(Name of person)

the Chief Executive Officer of
(Name of agency

-that he is authorized to sign
or organization)
and file with the Federal Eailroad Adminis-
trator this preliminary (final) application;
that he has carefully examined all of the
statements contained in the preliminary
(final) application relating to

(Name of agency
--;.that he has knowledge of the

or organization)
maters set forth therein and that all state-
mentp made and matters set forth therein
are true and correct to the best of his knowl-
edge, Information and belief.

* (Date), (Signature)
Subscribed and sworn to before me the

------ day of -------- -------

IRa. Doc.75-5817 Filed 3-3-75;8:45 am]

National Highway Traffic Safety
Administratlon

[49 CFR Part 5711
[Docket No. 1-5; Notice 15t

FEDERAL MOTOR VEHICLE SAFETY
STANDARDS,

Change in Brake Hose Assembly Definition
This notice proposes amendment of

Standard No. 106-74, Brakse Hoses, 49
CFP. 571.106-74, to exclude from the
definition of brake hose assembly certain
assemblies made in the field from all
new components for repair service.

S5.2.4 of the standard requires the
manufacturer of a brake hose assembly
to attach a band to it labeled with the
date of assembly, the symbol "DOT"
constituting a certification that the as-
sembly conforms to all applicable motor
vehicle safety standards, and a designa-
tion which identifies the manufacturer
of the hose assembly and is filed with the
NEIMA, Office of Standards Enforce-
ment. When "brake hose assembly" was
originally defined in Notice 8 (38 FR
31302; lNovember 13, 1973), and when
the definition was reconsidered in Notice

11 (39 FR 24012; June 28, 1974). emer-
gency field repair operations 'were ex-
cluded from the requirements of the
standard by excluding from the defini-
tion those assemblies containing used
components. However, assemblies made
entirely of new components for Installa-
tion in used vehicles come from a variety
of sources. Among these are not only the
mawifacturer who produces assemblies
in large quantities and the distributor of
hose and end fittings who may produce
some assemblies in quantity and make
some up on special order, but also repair
shops, employees of truck fleet owners,
and even truck owners themselves. With
the present definition of brake hose as-
sembly, each of these sources is a "man-
ufacturer" who will be subject to all the
requirements of the standard on
March 1, 1975. In light of recent develop-
ments in the nation's economic picture,
the burden of certifying compliance with
the standard's performance require-
ments may not be commensurate with
the relatively small number of assemblies
prepared by a repair facility. In situa-
tions where repair with an assembly con-
taining used components Is not possible,
these facilities would be faced with the
choice of violating the standard or re-
fraining from repair. The NHTSA tenta-
tively concludes that the risk of detri-
ment to motor vehicle safety which may
result from permitting repair facilities
to prepare brake hose assemblies with-
out certifying conformity with Standard
No. 106-74 is outweighed by the poten-
tial economic benefits of the proposal.

In consideration of the foregoing, It is
proposed that in S4 of Standard No. 106-
74 (49 CFR 571.106-74), the definition of
brake hose assembly be amended to
read:

"Brake hose assembly" means a brake
hose, with or without armor, equipped
with end fittings for use In a brake' ss-
tem, but does nat include an assembly
containing used components, or an as-
sembly prepared by the owner of a used
vehicle, by his employee, or by a repair
facility, for installation in that used ve-
hicle.

Interested petsons are invited to sub-
mit comments on the proposal. Com-
ments should refer to the docket number
and be submitted to: Docket Section,
National Highway Trafic Safety Admin-
istration, Room 5108, 400 Seventh Street,
SW., Washington, D.C. 20590. It Is re-
quested but not required that 10 copies
be submitted.

All comments received before the close
of business on the comment closing date
indicated below will be considered, and
will be available for examination In the
docket at the above address both before
and after that date. To the extent possi-
ble, commentsfiled after the closing date
will also be considered. However, the
rulemaking action may proceed at any
time after that date, and comments re-
ceived after the closing date and too late
for consideration in regard to the action
will be treated as suggestions for future
rulemaking. The NHTSA will continue to
file relevant material as It becomes avail-
able in the docket after the closing date,
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and it Is recommended that lnterestea
persons-continue to examine the docket
for new materiaL

Comment closing date: April 3,1975.

Propoed effective date: March 4, 1975.
(Sec 103, fl9,Tub.L. 89-563, 80 Stat. 718 (15
U.S.C. 1392, 1407); delegations of authority
at49 CERI.51 and49 CFR50I.8)

Issued on.February 28,1975..
RoBEnL 1, -CARTERI,

Associate Administrator,
Motor Vehicle Programs.

IF oc.75-58361led2-28-75:,1*17 pm]

FEDERAL COMMUNICATIONS
COMMISSION
[47 CFRPart73]

'[Iocdet 1To. 20365; PM-23371

FM BROADCAST STATIONS, LOUISIANA
Table of Assignments

-1. Petitioner, Proposal, and Comments:
Notice of Prop6sed Rule Making is
hereby -given concerning amendment of
the FM Table of Assignments § 73.202(b)
of the Commihsion's rules and regula-
tions- as -concerns Bayou Vista and
Franudin, Louisiana.

(a) A petition for rule making was
filed -on behalf of Teche Broadcasting
Corporation (Teclie), Bayou Vista,
Louisiana, proposing to (1) assign
Channel237A to Bayou Vista and (2) to
substitute Channel 288A for Channel
237A at Vrebklln In brder to make the
Bayou Vista assignment. Public Notice
of the fil ig of the petition -was issued
on March 26,1974 (Rpt. No. l902).

At the time the 1petition was filed, an
application for use of Channel 237A at
Franklin was pending. Since then, a con-
struction permit for the use of that
clannel --at Franklin was granted to
3KFRA, Inc., by the Commission, con-
ditioned on-the outcome of the -present
rule making proceeding. (BMPH-14264.)

b) In a response to the'Public Notice
of-March 26, EFRA, Inc., set forth the
following statements and allegations:

f-() It askedthat Channel 224A rather
than 288A be substituted at Franklin
If the Commission did, in fact, approve
Teche's petition. Justifying the request,
KFRA stated that the distance between
Franklin andJennings, Louisiana (which
is the nearest Channel,224A assignment)
is greater than the distance between
Franklin and Eunice, Louisiana (which
is the nearest Channel 288A assign-
ment) -and, therefore, a station at Frank-
lin operating on Channel 224A would be
able to offer extended coverage compared
to a facility operating on Channel 288A..

We note however, that a staff examl-
nation reveals the distances between
Franklin and Jennings and Franklin and
Eunice to be essentially the same, 72
miles. Furthermore, Channel 224A may
mot be assigned at Franklin because it
does-notmeet thi adjacent channel sepa-
ation, equirements with respect to

WCKW, Channel 222, La -Place, Louls-

na (required: 65 miles; actual: 56
miles). In this light, and absent a spe-
cfic .showing to the contrary, further
consideration of the Channel 224A alter-
native as advanced by XFRA will not be
entertained.

2. Demwgrap ic Data: (a) Location:
Bayou Vista (unincorporated) is cen-
trally located between the communities
of Patterson. Louisiana, to the west and
Berwick. Louisiana, to the east. To-
gether, Patterson, Bayou Vista, and Ber-
wick form a cluster along a five-mile
section of U.S. Highway 90 approximately
four miles west of Morgan City, Loul-
ana, and 72 miles west-southwest of
New Orleans.

(b) Population: Bayou Vista, 5,121;
Patterson 4.409; Berwick 4,168; St. Mary
Parish 60,752 (1970 Census).

(c) Local Broadcast Serice: None.
Bayou Vista is served, however, by day-
time-only AM Station HMRC and FM
Station KMRC-FM Channel 244A, Mor-
gan City, Louisiana,. along with the
Franklin outlet, K=fA, also a daytime-
only station.

(d) Industry: Off-shore and tidewater
oil and gas production, shipbuilding,
fishing and farming."

(e) Economic: Family median Income
(1970) $10,699; one bank with branch
service In Bayou Vista; 3 banks serving
_atterson, Bayou Vista, Berwick, and
Morgan City with deposits in excess of
$75 million; 48 retailing, wholesaling, and
manufacturing firms.

3. Proposed Semrfce: (a) Petitioner
states that a station operating on Chan,
nel 237A with maximum power nd an-
tenna height would provide Bayou Vista
with Its first local aural service. Further,
Teche alleges that a second nighttime
aural service -would be provided to ap-
proximately fifty percent of the Parish.

4. Preclusions: (a) A preclusion study
is not required as this proposal repre-
sents a first Class A assignment to,a
small and isolated community.

5. Proposed Amendment to FM Table.
of Assignments: (a) Inlight of the above,
the.Commission proposes to amend the
FM Table of Assignments, §73.202(b),
with-regard to the enumerated cities as
follows:

,city Prroat. Propwed

Bsyou S = -TA

6. Authority: The CommissLon's au-
thority to institute rule making proceed-
ings, showing Irequired, cut-off pro-
cedures, and filing requirements are con-
tained in the attached Appendix and are
incorporated by reference.

7. Comments and .Replies: (a) Inter-
ested parties may file comments on or b e-
fore April 17, 1975, and reply comments
on or before May 6, 1975.

8. It fs ordered, That the Secretary of
the Commission shall send a copy of the
Notice of Proposed Rule Making by

89

CerUfled Ma, Retun Recelpt Requeted
to 337FRA, Inc., Franklin, Loulsiana.

Adopted: February 19, 1975.
P.eleased: February 26, 1975.

MERA COMDMrCNS
Comuassrorr,

[SEAL] WALACE E. JoHNsoN,
Chief, Broadcast Bureau.

1. Pursuant to authority found in sections
4(l). (d) (1),303 (g) and (r), and 3OT(b) of
the Communications Act of 1934, as amended,
and 10.281(b) (6) of the Commlssion's rules,
It Is propos-ed. To amend the FM Table of
Aoignments, I 73.202(b) of the Commlssion's
rules and regulations, as Eet forth in the
Notice of Troposed Rule ?faking to which
this Appendix is attached.

2. Shovfiys required. Comments are In-
vited on the proposs discussed in the Notice
otProposed Mule 1aking -to which this Ap-
pendix Is attached. In Initial comments, pro-
ponent(s) will be expected to answer what-
ever questions are presented In the Notice.
The proponent(s) of the proposed-assgn-
ment(s) is expected to file comments even
If It only resubmits or Incorporates by refer-
ence Its former pleadings. It should also
restate its present intention to apply for the
channel if it is assigned, and, f authorized,
to build the station promptly. Failure to le
may lead to denial of the request.
3. Cut-off procedures. The following pro-

cedures will govern the consideration of fl-
ings In this proceeding.

(a) Counterproposals advanced in this
proceeding it.elf will be considered, if ad-
vanced In Initial comments, so that parties
may comment on them In reply comments.
They will not be considered, If advanced In
reply comments. (See 11.420(d) of Commis-
sion rules.)

(b) With respect to petitions forrule mak-
ing which confict with the proposal In this
Notice, they will be considered as comments
n the proceeding. -and Public Notice to thls-

effect will be given as long as they are filed
before the date for ling Initial comments
herein. If filed later than that, they wil not
be considered In connection with the decision
In this docket.

4. Comments and repli, comments;
serice. Pursuant to applicable pro-
cedures set out in §§ 1.415 -and 1.420 of
the Commission's rules and regulations,
interested parties may file comments and
reply comments on or before the dates
set forth in the notice of proposed rule
making to which this Appendix is at-
tached. All submissons by parties to this
proceeding or persons acting on behalf
of such parties must be made In written
comments, reply comments, or other ap-
propriate pleadings. Comments shall be
served on the petitioner by the person
filing the comments. Reply comments
shall be served on the person(s) who filed
comments to which the reply is directed.
Such comments and reply comments
shallbe accompanied by a certificate of
service. '(See 3 1.420 (a), (b) and (c) of
the Commission rules.)

5. Number of copies. In accordance
with the provisions of 1.419 of the Coin.-
mission's rules and regulations, an orig-
inal and fourteen copies of all comments,
reply comments, pleading briefs, or
other documents shall be furnished the
Commissfon.
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6. Public inspection of filings. All ill-
Ings made in this proceeding will be
available for examination by interested
parties during regular business hours in
the Commission's Public Reference Room

-.at its headquarters, 1919 M Street NW.,
Washington, D.C.

[FR Doc.75-5W70 Filed 3-3-75;8:45 am]

[ 47 CFR Part 73 ]
[Docket No. 203644 R1M-2336]

FM BROADCAST STATIONS,
MICHIGAN

Table of Assignments
1. Notice of proposed rule making is

hereby given concerning amendment of
the FM Table of Assignments § 73.202(b)
of the Commission's rules and regula-
tUons with respect to the petition of Car-
roll Enterprises, Inc., licensee of daytime-
only AM Station WIOS, Tawas City-East
Tawas, Michigan, proposing the assign-
ment of Channel 280A to Tawas City,
Michigan, as a second FM channel as-
signment.

2. Tawas City (pop. 1,666) 11 is the seat
of Iosco County (pop. 24,905) and is
situated on the Tawas Bay adjoining
Lake Huron. The location is approxi-
mately 132 miles north of Detroit. Peti-
tioner states that the Tawas City area
is a vacation resort and that during the
summer months the population swells to
several thousand as economic and social
activities increase substantially. Peti-
tioner further relates that Iosco County
is listed as the third fastest growing
county in Michigan with a projected in-
crease of 124.8 percent by 1980.

3. The Tawas City area provides medi-
cal and health resources for its residents
through its two hospitals. Educational
facilities include one -community college,
two elementary schools, one junior-
senior high school, three parochial
schools, three libraries and a bookmobile.
A large industrial park encloses 25 in-
dustrial plants. Other facilities include
an Air Force base, six churches and rec-
reational accommodations for leisure
and sport.

4. Currently the Tawas City area is
served by daytime-only AM Station
WIOS (Class I1), licensed to petitioner,
and FM Station WDBI-FM (Channel
269A). Petitioner alleges that the addi-
tion of a second FM channel will serve
the public interest. It is argued that since
Tawas City is a recreational and vaca-
tion area, nighttime broadcast of sport-
ing events and current activities would
appeal to most tourists as well as resi-
dents. These programs could not be pro-
vided by petitioner's daytime-only AM
station WIOS, an affiliate of the Mutual
Broadcasting System. Mutual offers
many news and public affairs programs
after daylight hours. Furthermore, it is
asserted, an additional FM station in the
Tawas City area would offer listeners a
choice of programs from local stations
during the evening hours.

1 Unless otherwise specified, all population
data are from the 1970 Census.

PROPOSED RULES

5. The licensee of the only FM chan-
nel presently assigned to Tawas City,
Lawrence Norman DeBeau of WDBI-vf,
opposes petitioner's proposMl for a sec-
ond FM assignment. This opposition is
founded, in part, upon the alleged un-
demonstrated public need for an addi-
tional channel: He feels that tourism has
decreased due to the gasoline shortage
and that petitioner overstates the recrea-
tional appeal of the area. In any event,
DeBeau insists that the -public need for
covering sports events and public affairs
programs is already fulfilled by WDBI-
FM.

6. DeBeau's principal opposition, how-
ever, stems from his belief that Carroll
Enterprises intends to ruin WDBI-FM
financially and then monopolize the
Tawas City area with its AM-FM combi-
nation of broadcast services. In order to
continue fostering competition, therefore,
in DeBeau's opinion the request for a
second FM assignment to the Tawas City
area should be denied or left available
for an independent applicant?

7. Petitioner responds to DeBeau's al-
legations of monopolistic intent in a
Reply Memorandum stating that it is
rather WDBI-FM that enjoys a position
of control by monopolizing the nighttime
broadcasting in the Tawas City area. Pe-
titioner further warns that DeBeau's
fears, at this stage, are premature be-
cause the proposed assignment has, by no
means, been granted to the petitioner,
and other applicants may appear. To fur-
ther illustrate the economic growth of
the area and to demonstrate the public
interest in a second FM channel assign-
ment for Tawas City, petitioner filed a
Supplemental Reply memorandum. Re-
lated economic factors were utilized to
manifest the present state of affairs in
Tawag City including the predicted out-
look for tourist trade in the near future
(as stated in a letter, from an officer of
the East Michigan Tourist, Association) ;
consumption of electric power; telephone
service; licensed firearms for deer hunt-
ing; gross retail sales; bank deposits; the
number of United States Coast Guard
search and rescue missions; post office
revenues and the construction of a pew
harbor in Tawas Bay. Finally, petitioner
concluded that a second FM channel as-
signment to Tawas City could be ade-
quately supported since service would
extend to the neighboring counties of
Ogemaw, Arenac, Alcona and Oscoda
covering an area of approximately 60,-
000 persons. The Commission's policy, in
this regard, is to consider allegations of
lack of public support for a proposed as-
signment at the application stage. "Car-
roll BroadcaSting Co. v. F.C.C.," 258 F.
2d 440 (D.C. Cir. 1958).

8. With respect to the technical feasi-
bility of the proposed assignment, exist-
ing !M Channel assignments will not be
affected. Since Tawas City is within 250
miles of the Canada-United States
border, Canadian concurrence of the pro-
posal is required according to the Work-

2 However, the Commission, of course, does
not grant channel assignments on the basis
of the applicant's individual qualifications.

Ing Agreement under the Canadian-
United States FM Agreement of 1947.

9. The preclusion study submitted by
petitioner indicates that only co-channel
(Channel 280A) preclusion occurs. All
six adjacent channels are already pre-
cluded by existing assignments. The
area precluded on Channel 280A in-
cludes the following communities with
populations greater than 1,000 persons
which presently have no local aural
service: East Tawas (pop. 2,372) (losco
County 24,905); Ascoda-Au-Sable (pop.
3,475) (Iosco County) , Wurtsmith (pop.
6,932) (Iosco County); Standish (pop.
1,184) (Arenac County, 11,149); and
Gladwin (pop. 2,071) (Gladwtn County,
13,471). Additionally, West Branch (pop.
1,912) (Ogemaw County, 11,903), cur-
rently furnished local aural service by
AM Station WBMB (Class II, daytime-
only), is precluded. Petitioner does not
state whether or not alternate channels
are available for these communities, one
of which Is more than four times the
size of Tawas City. Petitioner should
furnish information on available alter-
nate channels in its comments.

10. The Commission notes that peti-
tioner has represented that it will file
an application for a construction permit
for a new FM station at Tawas City if
an additional channel is assigned and
will construct the station if the applica-
* tion is granted.

11. Accordingly, it appearing that It
is in the public interest to explore peti-
tioner's proposal, and pursuant to au-
thority contained in sections 4(D, 5(d)
(1), 303 (g) and (r) and 307(b) of the
Communications Act of 1934, as
amended, and § 0.281(b) (6) of the
Commission's rules and regulations, it
is proposed to amend the FM Table of
Assignments, § 73.202(b) of the Com-
mission's rules and regulations, as
follows:

Channel No.
city ruot rr .cProsont Propcocd

Tawas City, Mlch ---------- 29A 2GA, 23OA

12. Showings required. Comments are
Invited on the proposal discussed above,
Petitioner Is expected to answer what-
ever issues are raised in this Notice. It
should also reaffirm its present intention
to apply for the channel If it is assigned
and if authorized to construct the sta-
tion promptly. Failure to do so may re-
sult in denial of the petition.

13. Cut-off procedures. The following
procedures will govern the consideration
of filings in this proceeding:

(a) Counterproposals advanced In this
proceeding itself will be considered If ad-
vanced in initial comments, so that parties
may comment on them in reply commonta.
They will not be considered If advanced
in reply comments. See Scotlon 1.420(d).

(b) With respect to petitions for rule
making which conflict with the proposal in
this Notice, they will be considered as com-
monte in this proceeding and Publo Notice
to this effect will be given, as long as they
are filed before the date for filing initial
comments herein. If flied later than that,

FEDERAL REGISTER, VOL 40, NO. 43-TUESDAY, MARCH 4, 1975



PROPOSED RULES

they wi not be considered In connection
with the decision herein.

14. Pursuant to applicable procedures
set out in ,§ 1.415 and 1.420 of the Com-
mission's rules and regulations, in-
terested parties may file comments on
or before April 17, 1975 and reply com-
ments on or before May 6, 1975. All sub-
missions-by parties to this proceeding.or
persons acting on behalf of such parties
must be made in'written comments, reply
commnts. or other appropriate plead-
ings. -

15. -In -accordance with the provisions
of J 1.419 of the Commission's rules and
regulations, an original and 14 copies of
all comments, reply comments, plead-
ings, briefs and other documents shall be
furnished the Commission. These will be
available for public inspection during
regular business hours in the Commis-
sion's Public Reference Room at its
Headquarters, 1919 M Street, NW,
Washington, D.C.

Adopted: February 19, 1975.
Released: February26, 1975.

'FEDERL ColLmu1pIATIONs
Co rrissoN,

SMLI" -WALACE E. JOHNSON,
Chief, 1toadcast Bureau.

[F1 Do.75-5672 Tiled 2-3-75;8:45 am]j

[47.CFRPart73]
Doet No. 20362; M-2304K-MM2 U9]

TM -BROADCAST STATIONS,
VIRGINIA AND WEST VIRGINIA

Table of Assignments
1. 'We have before us for -considera-

tLion two 1petitions,-,ench requesting the
institution ofrule makinglooking toward
the assignment .of 'a new FM hannel
Although they ,each deal with separate
communities, the proposals presented are
mutually exclusive because they are only
18 mailes apar , whereas 65 miles separa-
tion Is required, and therefore they are
being considered together in this rule
making proceeding. All population
figures clted. re from the 1970 U.S.
Census unless otherwlse specified.

BM-230 sO~m'vvn Van

2. On .December -28, 1973, Mr. Ben-
Jamin F. Thomas -tr/as Greencastle
Broadcasting Company (Greencastle),
license of 'F; Station W=LS, Green-
castle, PennsYlvania,lled a petition with
this Commission Tequesting the assign-
Inent of:EM Channel 288A to Berryville,
Virginia. No other mevisions in our F
Table of Assgnments 'were -propos'ed.
Public notice of the receipt of the peti-
tion vwas siven on January 11, 1974. Mr.
David H. -Taylor filed an Qpposition to
the petition in Itie -form of a letter on
behalf of Musiewasters (musiew-ters)
to which Greencastle filed a reply.

3. Berm lle, VIrginila (population
1,569)' is located in Clarke County
(Population 8,102). 7t, as Clarke County,
hasmno loalmualslervice. Our FM Table.
of Assignments, atthe present time, does
not provide an YM asslgnment for the
community.

4. Greencastle's petition after setting
out some historical background about
Clarke County, Virginia points out that
its seat and hub Is Berryville. With re-
spect to the area's industry and com-
merce petitioner states:

"The Berryvillo and Clarke County area
is primarily an agricultural community with
apple growing, packing and processing being
the chief Industry. Other lndustre3, ncludo
a basket lactory, a box factory, two printing
establishments and a Doubleday book man-
ufacturing plant..... Beef cattle is allo Q
major Industry of the area. Additionally,
many other resources are devoted to raising
thoroughbred race horses, ponies and sheep,

while a Trappist monastery operates a balery
as an adjunct to its farming operations."
'"Eetal sales for Clarke County In 1967
totalled 8,568,000. 3etaJl les for 1973 are
estimated at 810=13,000.00.. :'

'We are told that the Clarke County
area offers a variety of recreational ac-
tivities including: amateur theatre, fish-
ing, boating, swimming, golf and tennis.
It Is maintained that the town of Berry-
ville contains public-primary, elemen-
tary, Junior high and senior high,-
schools. It also contains aprivate Catho-
lie School. Additionally, adult education
programs are available. Berryville has
several medical facilities as well as a'
number of service organizations attempt-
Ing to better life in the community.5. The letter opposition filed (Incor-
rectly with the Chief of the Broadcast
Bureau rather than the Secretary of the
Commission and without service to pe-
titlioner1 ) states that Music Masters
operates a background music service in
Washington, D.C. ana the Shenandoah
Valley. Apparently 'Its programming
originates at WAVA-TW In Arlington,
•Virginia, and Is broadcast to WRFL In
-Winchester, Virginia, on an SCA whence
It is broadcast to the Shena doahTalley.
Since WAVA-IM broadcasts on FM
Channel 286 and since the proposed sta-
tion at Berryville vould be on second
adjacent Channel 288A, Music Masters
expects that WRFL (approximately 14
miles distant from Berryville and 48
miles distant from Arlington) will have
much difficulty receiving WAVA-FM's
signal If the assignment Is made to Ber-
ryvile. Hence, It opposes the assignment
of Channel 288A to Berryville as an as-
signent which would create severe dis-
ruption to Its background music service.
Greencastle's response Indicates a num-
ber of reasons wby Music Masters' post-
tion -should not be adopted. We concur
with the Greencastle argument that the
protection fron interference to be ac-
corded to FM broadcast stations Is llm-
ited to the ptotection resulting from the
mileage spacing and maximum 'power
and-tower height requirements, and that
the proposed Berryville assignment meets .
these requirements as to WAVA-FXf The

2Greenc o's response to the opposition
was late Mled because these two facter
.caused theiopposltdon to come to petitioners
attention late. In view of the cause of the
late fling we will consider Greencastle's re-
sponso to the opposition-below.

rules do not give any special protection
to subsidiary services?

PM-2489, Hsn ms 7xRz, WzusT Vxacrsi&
6. Elektra Broadcasting Corporation

(Elektra), licensee of standard broad-
cast -Station WI, Brunswick, Mary-
lanl, requested, by petition, the assin-
ment of FM Channel 288A to Harpers
Ferry, West Virginia on December 2,
1974. Public Notice of thefling was given
by the Commission on December 9, 1974.
An opposition to the petition was fled by
WXVA Broadcasting Corporation
(WXVA Corp.), licensee of standard
broadcast Station 'XVA and M Sta-
tion ,ZFM both at Charles Town, West
Virginia. A timely reply to the opposi-
tion was filed byElektra.

7. Jefferson County, West Virginia
(population 21,280) contains Harpers
Ferry (population 423). There are no
standard or FM broadcast services lo-
cated In Harpers 'erry. No FM channel
Is assigned to the community by § 73.202
(b) of our rules.

8. We are told that Harpers Ferry is
located at the confluence of the Poto-
mac and Shenandoah Rivers and that
after its founding it grew into a small in-
dustrial city. We are also advised that
the events of the Civil War and subse-
quent floodings commenced a decline in
the community. 'he following state-
ments concerning the present day-to-day
functioning of Harpers Ferry are offered
lathemetition:

"Iere are almost ninety retail establish-
ments located in the 1arpers Pierry-Bolivar
area, consisting of antique shops. art gal-
leries, bookstores, sift and souvenir shops.
grocery store lodging houses and a 'hotel
restaurants, service establishments, ac
b3an. and stores featuring 'demonstrating'
craftsmen and homemade crafts. In addition,
as shownhere there are tourist attrzatons
and establishments featuring pottery and
ceramics as well as dolls and toys of all
kind!;.... Harpers 7erry is governed-by a
mayor and city council. Bolivar has the same
type of government. The Harpers Ferry-Boll-
Tar Sanitation Commission is jointly owned
by -the two communities and furnishes sani-
tation facilities lor both conmunites.
Harpers Perry owns the water -works which
zerves Harpers Ferry and Bolivar, iectric
power Is furnished to Harpers Ferry and
Bolivar by Potomac ZdLson.! a
35he area's school system. is described as
are the area's: police service, fire service,
transportation, civic organizations and
business developments. Zlektra empha-
sizes however, that the key fact about

'M.1usic Masters' pleading ludicates that It
bad a lmlar problem previously In cannec-
tion with providing BaltimoM M1aryland,
with Its background music service. Music
Maters does not state the type of receiving
eqUIpment IV employs, but it would appear
that a highly dietionalized antenna would
normally be utilized so that there would be

Oequate rejection of the udesred Signal
Tspecially -where eryville Is located north
of the ' EL transmitter and Arlingtan is
located east thereof.

2Bolirar Is a community of 943 residents
situat approximately 2 miles southwest of
Harpers Ferry which Eek a. consider un-
damentally related to Harpers Ferry.
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Harpers Ferry itself. is the existence of
the Harpers Ferry National Historical
Monument. The Federal Government Is
presently undertaking a multi-mllion
dollar expansion of the Monument which
includes 1.3 million dollars for land ac-
quisition, adding 650 acres to Harpers
Ferry National Monument for a total of
2,000 acres of park land. It also includes
an additional 8.6 million dollars for park
development and Improvements; New fa-
cilities are expected to be made up of a
tenfold increase in the size of the park-'
ing facility; a major visitors' center with
introductory movies and museums, locat-
ed next to the new parking facilities; pic-
nic-recreation areas on parkland along
the Potomac River; and a continuous bus
shuttle service to take people to points
of interest in the park. It is maintained
that the National Park Service estimates
that there will be a thirty percent in-
crease in tourist visits in the next seven
years to Harpers Ferry and surrounding
area. In 1973 1,208,000 persons visited
the Monument. Eight million Americans
live within a three hour drive of the
park-

9. WXVA Corp. points out in Its oppo-
sition that Jefferson County and Harpers
Ferry magisterial district are both shared
by the communities of Harpers Ferry and
Charles Town, Wbst Virginia with
Charles Town being the county seat and
having their AM and FM facilities in it.
Charles Town Is located seven miles
southwest of Harpers Ferry. It is main-
tained that its AM broadcast Station
WXVA encompasses Harpers Ferry with
Its 2 mV/m contour and that its FM
Station WZFM encompasses Harpers
Ferry with its 1 mV/m contour. In light
of the AM and FM services from Charles
Town to Harpers Ferry, the decline of
Harpers Ferry population, 26 percent be-
tween 1960 and 1970, and the absence of;
and desire for, a local station in Berry-
ville, Virginia, a county seat without an
assignment, WXVA Corp. feels that an
assignment of Channel 288A to Harpers
Ferry rather than to Berryville would be
both inefficient and inequitable. It goes
on to state:

"Equally Important, the Harpers Ferry area
and surrounding Jefferson Count [slc] have
an economy too precarious to support an-
other local radio station. Understandably,
perhaps, Eiektra's Petitionfor Rule Making
generates a vastly distorted picture of Jef-
ferson County's economic health and future.
In, truth, the County has been economically
stagnant in recent years. According to infor-
mation supplied by the Jefferson County
Chamber of Commerce retail sales in the
County have barely outpaced the rate of
inflation. Thus, real growth in retail sales
has been negligible."

,In addition to WXVA, WZFM, and other
previously existing stations, four new stations
licensed since 1970 now compete for adver-
tising revenues in Jefferson County and ad-
Jacent areas. They are WHMI-Fn Frederick.
Maryland; WTFV(FM), Front Royal, Vir-
ginia; W YI(FM), Wllliamsport, Maryland;
and WEEO, Waynesboro, Pennsylvania. More-
over, WRNR, newly authorized in Martins-
burg, West Virginia, is scheduled to com-
mence operation n mid-1975. Already WXVA
and WZFM, the only two stations licensed
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in Jefferson County, are able to derive only
one-third of their gross revenues from their
home county. Establishment of another sta-
tion in the County would have disastrous
consequences for these stations because the
County simply cannot support three local
statLons"

In response Elektra charges that
WXVA Corp. has a broadcasting monop-
oly in Jefferson County which It wishes
to protect. Too, It suggests that broadcast
service originating in Charles Town is
not local service for Harpers Ferry. In
answer to economic figures cited by
WXVA Corp. petitioner states:

"' * * In 1973 retail sales in Jefferson
ounty totalled $41,315,000. In 1974 retail

seles jumped to $49,578,000. * * * This rep-
resents a 20 percent increase n retail sales
for the year. The -West Virginia State Cham-
ber of Commerce attributes only half of this
Increase to inflation. This then shows an
actual retail growth of 10 percent in Jeffer-
son County." I

Finally, petitioner advises us that
Harpers Ferry will soon be gaining addi-
tional economic strength through the
establishment of The Bank of Harpers
Ferry and a state park amphitheater
seating 2,000 persons to cost $700,000 and
host the dramatic production, "The John
Brown Project". We must advise WXVA
Corp. of our long standing policy against
considering Carroll issues in rule making
proceedings.. Hence, with respect to the
information It has provided us as to the
economic harm an additional broadcast
competitor would do its facilities in
Charles Town and Jefferson County, we
can only advise it to follow the normal
procedure of raising it at the time of
the application for a specific new sta-
tion, if such an event occurs, for a Har-
pers Ferry Service. On the other hand,
with regard to the information WXVA
Corp. has provided us concerning the
competing needs in Berryville, Virginia
and Harpers Ferry, West Virginia, we
can, and do, state that such information,
along with other comparative facts pro-
vided by the pleadings, will be given a
careful examination and evalution in the
rule making proceeding we are institut-
ing.

10. Our study indicates that the as-
signment -of Channel 288A to either
Berryville, Virginia, or Haipers Ferry,
West VIrgina, would preclude its -as-
signment to the remaining named com-
munity. Preclusion in either case occurs
only on Channel 288A in an area south-
west of the respective community. For
the most part, the communities located
within the precluded area which do not
have FM assignments receive service
from the communities which do. Six
occupied FM assignients serve the pre-
cluded area for a Harpers Ferry Channel
288A assignment and ten serve a slightly
larger precluded area for a Berryville
Channel 288A assignment.

11. In view of the foregoing we find
It in the public interest to explore the
possible assignment of FM Channel 288A
to BerryVille, Virginia, or in the alterna-
tive, to Harpers Ferry, West Virginia,'
in a rule making proceeding.. 12. With the foregoing public interest
finding before us, we propose -the fol-
lowing alternative revisions in our FM

Table of Assignments (Q 73.202(b) of our
rules) with respect to the cities listed
below:

Channel No.
city

Pnt Propomd

Alternative I

BerryvIll0, Va .............................. , A

Altematlvo I

Hrarpers Prry, W. Va ....................- 2,3A

13. Authority for the action proposed
herein is contained in sections 4(0), 303
and 307(b) of the Communications Act
of 1934, as amended, and § 0.281 of the
Commission's rules.

14. Showings required. Proponents of
either proposal are expected to file com-
ments indicating the public Interest fac-
tors involved in the proposal they ad-
vance. In the event a proponent is of
the view that It has made a sufficient
public interest showing it should restate
its intention to apply for the channel
if It is assigned and, If authorized, to
build the station promptly. Failure to
file may lead to denial of a request.

15. Cut-off procedures. The following
procedures will govern the consideration
of filings In this proceeding:

(a) Counterproposals advanced In this
proceeding itself will bo considered, if ad-
vanced in initial comments, so that parties
may comment on them in reply commonts.
They will not be considered If advanced in
reply comments. See § 1.420 of the Commis-
sion's rules.

(b) With respect to, petitions for rule
making which conflict with the proposnls
in this Notice, they will be considered as
comments in the proceeding, and Public
Notice to this effect will be given, as long
as they are filed before the date for filing
initial comments herein. If filed later than
that, they will not be considered In con-
nection with the decision in this docket.

16. Pursuant to applicable procedures
set out in §§ 1.415 and 1.420 of the Com-
mission's Rules and Regulations, inter-
ested parties may file comments on or
before April 11, 1975 and reply com-
ments on or before April 30, 1975. All sub-
missions by parties to this proceeding
or persons acting on behalf of such par-
ties must be made in written comments,
reply comments, or other appropriate
pleadings.

17. In accordance with the provisions
of § 1.419 of the Commission's rules and
regulations, an original and fourteen
copies of all comments, reply comments,
pleadings, briefs, or other documents
shall be furnished the Commission.

18. All filings made In this proceed-
ing will be available for examination
by interested parties during regular busi-
ness hours in the Commissfon's Public
Reference Room at its headquarters in
Washington, D.C. (1919 M Street, NW).

Adopted: February 18, 1975,
Released: February 25, 1975.

FEDERAL COMMUNICATIONS
COMMISSION,

[SEAL] WALLAcO V. JOHNSON,
Chief, Broadcast Bureau,

[FR Doo.7S-5671 Filed 3-3-75;8:45 am]
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- [47;CFR Part 76]
- Docket No, 2b363]

MAJOR MARKET CABLE TELEVISION
SYSTEMS

* Proposed Rule Making
In the matter of amendment of Part

76 of the Commission's rules and egu-
lations relative to postponing or can-
celing the March 31, 1977 date by which

Major Market Cable Television Systems
existing prier to March 31, 1972, must
be In Compliance with § 76.251(a) (1)-
(a) (8).

1. In a public notice dated May 17,
-1974, the Commission announced the
creation of 'a "1977. Task Force" within
the Cable Television Bureau to study the
-problems posed for the Commission,
franchising authorities, and the cable
television industry by the March 31, 1977
deadline for achieving uniform compli-
ance with the Commission's new cable
television rules. These rules presently
'provide that by March 31, 1977, all cable
television systems located in major tele-
vision markets, including those which
were in operation priorto March 31,1972,
the effective date of the new rules, must
be In strict compliance with the Com-
mission's franchise, channel capacity and
access requirements (§§ 76.31 and
76.251).

2. Interested parties were invited to
express their views, define problem
areas, and make recommendations for
an orderly and equitable period of tran-
sition. The Task Force has now received
and examined the comments filed.

3. Many of the-parties responding to
-our inquiry urge the Commission to
eliminate the requirement that sys-
tems complete whatever reconstruction
-would be necessary to comply with the
channel capacity and access provisions of
§ 76.251 by March 31, 1977, or, at least,
to postpone the March 31, 1977 deadline
relating to that section. In support of
their position, the parties argue that:

(1) Industry-wide operating revenues are
clearly insuffIcient to generate the necessary
capital to reconstruct plants and distribu-
Vion .networks and provide the amplifiers,
converters and modulators necessary to bring
affected systems into compliance by lMarch 31,
1977;

(2) A longer time than the five-year pe-
riod between March 31, 1972 and March 31,
-977 is required for systems to generate the
-type of revenue and economic strength
necessary for them to finance reconstruc-
tion;

(3) Considering the state of the economy
and the already large existing debt of most
systems, financi Interests are unwilling to
extend additional credit to meet what are
viewed as non-revenue producing require-
ments;

(4) It is unreasonable for the Commission
to expect either financial interests or system
operators to provide the necessary capital to
reconstruct while simultaneously TequirLng
-the system operator- to obtain a franchise
whlch is consistent with the Commission's
guidelines, a process which entails a review
and potential alteration, of the system"s very
authority to operate.

1n particular, the National Cable Tele-
vision Association has presented a study

which indicates that It may cost approx-
Imately $430,000,000 (more than half of
the entire total investment to date in
existing system plant) to bring systems
into compliance with the Commission's
1977 rebuild requirements. NCTA fur-
ther estimates that the cost of flinancig
this endeavor would, when passed to the
subscriber. result in a 65 percent increase
in subscriber rates.

4. We believe that the information
provided to the Task Force has raised
substantial questions concerning the
ability of those major market systems
which were in operation prior to
March 31, 1972 to comply bye March 31,
1977 with our channel capacity and ac-
ems requirements (specifically § 76.251
(a)(1)-(a)(8)). Under the circum-
stances, it is appropriate to consider post-
poning or cancelling the March 31, 1977
deadline relating to these provisions. Ac-
cordingly, we are initiating this rule

-making proceeding to examine the ad-
visability of adopting either of these ap-
proaches. We specifically invite com-
ments on the amount of capital that
typical cable systems of different sizes
may require to meet our present rebuild-
ing deadline and the availability of such
capital

5. Suggestions have also been made
concerning how we might reaffrm our
commitment to access cablecasting while
recognizing the economic realitle of
today's marketplace, for example, by re-
quiring older systems to comply with our
requirements upon "natural rebuild." or
by permitting "composite" access chan-
nels. We expect to Issue in the very near
future an additional rule making notice
in which we will explore these and other
approaches. This forthcoming notice wi
also address other Commission require-
ments triggered by the 1977 deadline,
such as technical and franchise stand-
ards. We urge, therefore, that conents
which concern these more substantive
matters be deferred until such time as we
issue the additional notice, and that
views expressed In this proceeding be
limited to the Issue of the necessity of
postponing or cancelling the March 31,
1977 deadline for compliance with the
provisions of § 76.251(a) (1)-Ca) (8) of
the rules.

6. We reiterate that the proceeding
which we are initiating today affects only
those major market cable systems that
were in operation prior to March 31,
1972. Should we, after analyzing the
comments filed in this proceeding, de-
cide to postpone or cancel the March 31,
1977 deadline, this action will not alter
the obligations Imposed by § 116.251 upon
major market systems that commenced
operations on or after March 31, 1972.

7. Authority for the rule making pro-
posed herein is contained in sections 2, 3,
4 (D, (j), 301, 303, 307, 308, and 403 of
the Communications Act of 1934, as
amended. All interested parties are in-
vited to file written comments on or be-
fore April 7, 1975, and reply comments
on or before April 17, 1975. In reaching a
decision on this matter, we may take into
account any other relevant information

before us, in addition to the comments
Invited by this Notice. The time by which
systems must commence rebuilding, if
they are to be In complianceby March 31,
1977, Is rapidly approaching. According-
ly, we Intend to act expeditiously on this
'matter and do not contemplate extending
the period to file comments or replies.

8. In accordance with provisions of
§ 1.419 of the Commission's rules and
regulations, an original and 14 copies of
all comments, replies, pleadings, briefs,
or other documents filed In this proceed-
Ing shall be furnished to the Comnis-
slon. Responses will be available for
public inspection during regular business
hours In the Commission Public Refer-
ence Room at Its Headquarters in Wash-
ington, D.C.

Adopted: February 19, 1975.
Released: February 26,1975.

PrrEEA CoEMuCATIONS
Colfirssrcer,

UsmA] VMLwrr 3. MUu~uss,
Secretary.

[PR Doo.754673 Filed 8-3-75;8:45 am]

NATIONAL CREDIT UNION
ADMINISTRATION

[12 CFR Parts 70,745]
PUBLIC UNIT ACCOUNTS

Funds Invested In Federally Insured Credit
Unions

Notice is hereby given that the Admin-
Istrator of the National Credit Union
Administration, pursuant to the author-
Ity conferred by section 120, 73 Stat. 635,
12 U.S.C. 1766, and section 209, 84 Stat
1014.12 U.S.C. 1789, is proposing amend-
ments to Part 701 (12 CFR 701) by add-
Ing a new § 701.32, and Part 745 (12 CPR
745) by redesignating certain exLsting
sections and adding a new § 745.10 as set
forth below.

The purpose of the proposed amend-
ments is to Implement the provisions of
Pub. L. 93-495 which (1) amend the
Federal Credit Union Act (12 U.S.C. 1751,
et seq.) to permit Federal credit unions
to accept public unit funds, (2) provide
for insurance protection of such funds,
and (3) limit the aggregate amount of
funds that may be invested or deposited
in federally-insured credit unions.

Interested persons are Invited to sub-
mlt written comments, suggestions, or
objections regarding the proposed
amendments to the Administrator, Na-
tional Credit Union Administration, 2025
M Street NW., Washington, D.C. 20456.
Comments received prior to April 4,1975,
will be considered before final action Is
taken on this proposal. Copies of all writ-
ten comments received will be available
for public inspection during normal busi-
ness hours at the foregoing address.
(Sec. 120, 73 Stat. 635 (12 UZ.C. 1766) and
Sec. 209.84 Stat. 1014 (12 U.S.C. 1789).)

HEnM]HNIcHRsoN, Jr.,
Administrator.

FBRauARY 25, 1975.
1. Part '701 of the rules and regulations

relating to organization and operation of
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Federal credit unions Is amended by add-
Ing a new J 701.32 to read as follows:

701.32 Paiments on shares by public
units.

(a) W Federal credit union may re-
ceive payments on shares from the fol-
lowing member or nonmember units of
Federal, state or local governments:

(1) An officer, employee, or agent of
the United States having official custody
of public funds and lawfully investing
such funds in a Federal credit union;

(2) An officer, employee, or agent of
any State of the United States or of any
county, municipality, or political sub-
division thereof having official custody
of public funds and lawfully investing
the same in a Federal credit union;

(3) An officer, employee, or agent of
the District of Columbia having official
custody of public funds and lawfully in-
vesting the same in a Federal credit
union; or

(4) An officer, employee, or agent of
the Commonwealth of Puerto Rico, of
the Panama Canal Zone, or of any ter-
ritory or possession of the United States,
or of any county, municipality, or poli-
tical subdivision thereof having official
custody of public funds and lawfully In-
vesting the same in a Federal credit
union.

(b) Withdrawal of shares held in pub-
lic unit accounts may be subject to a
requirement providing for written Ilo-
tice, not to exceed 30 days, of intention to
withdraw the whole or any portion of
such shares. In the event, notice is re-
quired, the Federal credit union shall
communicate such requirement to the
party having official custody of the funds
prior to the acceptance of such funds
by the Federal credit union.

(c) The maximum amount of each
account established pursuant to this"
section shall not exceed 5 per centum of
the total assets of the Federal credit
union at the time of the share payment
and no share payments shall be ac-
cepted in an amount which would cause
the aggregate amount of all such ac-
counts to exceed 20 per centum of the
total assets of the Federal credit union.

(d) The term "public unit, means the
'United States, any state of the United
States, the District of Columbia, the
Commonwealth of Puerto Rico, the
Panama Canal Zone, any territory or
possession of the United States, any
county, any municipality or political sub-
division thereof.

(e) The term "political subdivision"
includes any subdivision or principal de-
partment of a public unit, (1) the crea-
tion of which subdivision-or department
has been expressly authorized by state
statute, (2) to which some functions of
government have been delegated by
state statute, and (3) to which funds
have been allocated by statute or ordi-
nance for its exclusive use and control.
It also includes drainage, irrigation,
navigation, Improvement, levee, sanitary,
school or power districts, and bridge or
port authorities and other special dis-
tricts created by state statute or com-
pacts between the states. Excluded from
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the term are subordinate or nonautono-
mous divisions, agencies, or boards with-
in principal departments.

2. Part 745 of the rules and regula-
tions relating to clarification and defini-
otion of account insurance coverage Is
amended as follows:
§§ 745.10, 745.11 and 745.12 [Redes-

ignated
1. Sections 745.10, 745.11, and 745.12

are redesignated as §Y745.11, 745.12,
and 745.13 respectively.

2. Section 745.10 is added to read as
follows:
§ 745.10 Public Unit Accounts.

(a) Public funds invested in Federal
credit unions and federally-insured state
credit unions authorized to accept such
investments shall be insured as follows:

(1) Each official custodian of funds
of the United States lawfully investing
the same in a federally-insured credit
union shall be separately insured up to
$100,000.

(2) Each official custodian of funds
of any state of the United States or any
county, municipality, or political sub-
division-thereof lawfully investing the
same in a federally-insured credit union
in the same state shall be separately in-
sured up to $100,000.

(3) Each official custodian of funds
of the District of Columbia lawfully in-
vesting the same in a federally-insured
credit union in the District of Columbia
shall be separately insured up to
$100,000.

(4) Each official custodian of funds of
the Commonwealth of Puerto Rico, the
Panama Canal Zone, or any territory or
possession of the United States, or any
county, municipality, or political subdi-
vision thereof lawfully investing the
same in a federally-insured credit union
in Puerto Rico, the Panama Canal Zone,
or any such territory or possession, re-
spectively, shall be separately insured up
to $100,000.

(5) Each official custodian referred to
in paragraphs (a) (2), (3), and (4) of
this section lawfully investing such funds
in a federally-insured credit union out-
side their respective jurisdictions shall
be separately lubured up to $40,000.

(6) For purposes of this section, if the
same person is an official custodian of
more than one public unit, he shall be
separately Insured with respect to the
public funds held by him for each such
unit, but he shall not be separately in-
sured with respect to all public funds of
the same public unit by virtue of holding
different offices in such unit or by holding
such funds for different purposes.

(b) With respect to public funds In-
vested in federally-insured state credit
unions, the maximum amount of each
account shall not exceed 5 per centum
of the total assets of the credit union at
the time of the investment and no in-
vestment shall be accepted in an amount
which would cause the aggregate amount
of all such accounts to exceed 20 per
centum of the total assets of the credit
union.

(c) For the purposes of this section,
the terms "public unit" and "political
subdivision" have the same meaning as
that stated in paragraphs 701.32(d) and
(e), respectively.

[FR Doc.75-5697 Filed 3-3-76;8:45 am]

SECURITIES AND EXCHANGE
COMMISSION

[17 CFR Part 250]
[Release No. 35-18811; File No. S7-5531

INSURANCE COMPANIES AND
INVESTMENT BANKERS
Distinction Clarification

The Securities and Exchange Commis-
sion is considering a proposal to amend
Rule 70 (17 CFR 250.70) under the Pub-
lic Utility Holding Company Act of 1935
("Act"). This amendment would add a
subdivision (III) to Rule 70() (4). Rule
70(c) contains definitions of certain
terms as used in sectIon 17(c) of the Act.
The proposed amendment would except
from the definition of an "Investment
banker" an insurance company or a
wholly owned subsidiary company there-
of which acts in certain limited situa-
tions as principal undenvrlter or broker
and Is proposed pursuant to sections 17
(c) and 20(a) of the Act.
' It is also proposed to delete the words
"the Reconstruction Finance Corpora-
tion, or" froh § 250.70(c) (3). Aside from
the obsolescence of that exception, It im-
plies that section 17(c) of the Act applies
to an officer or representative of another
governmental agency.

Section 17(c) does not prohibit a direc-
tor or officer of an insurance company
from being a director or officer of a
registered holding company or subsidiary
thereof. It does apply to a director or of-
ficer of an investment banker. Problems
of Interpretation have arisen from the
development and sale by insurance com-
panies of various forms of variable life
or annuity policies, and from a growing
practice of ownership by an insurance
company of a subsidiary registered as a
broker for the purpose of effecting port-
folio transactions for Its parent and as-
socates. The broad definition of invest-
ment banker contained In Rule 70 (c) (4)
could be construed to transform an In-
surance company into an investment
banker for purposes of section 17(o).
Such a construction would seem to be In-
conslstenf with the purpose of that sec-
tion. The securities activities Involved
here are related to the Insurance business
and do not change the essential char-
acter of an insurance company. Nor
would the amendment permit an insur-
ance company to engage in the kind of
investment banking activities against
which section 17(c) was directed. '

Commission action. Pursuant to au-
thority in section 20(a) of the Publio
Utility Holding Company Act of 1935, the
Securities and Exchange Commission
proposes to amend § 250.70 In Chapter II
of Title 17 of the Code of Federal Reg-
ulations as follows:
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PROPOSED RULES

§ 250.70 [Amended]
1. Paragraph (c) (3) Is amendedby de-

leting the-words "the Reconstruction 1-
nance Corporation or,".

2. Paragraph (c) (4) is amended to add
subdivision (ii).

* * * S S

(C) * * *

(4) "Investment banker" means a per-
son engaged in business as an under-
writer or a dealer, as these terms are de-
fined in the Securities Act of 1933 (48
Stat. 71 et seq.; 15 U.S.C. 77a-77s) or
corporation a majority of whosb stock
having the unrestricted right to vote for
the election of directors is- owned by an
investment banker. It does not include:

(1) A bank, trust company, banking
association, or banking firm which Is pro-
hibited by statute or by rule or regula-
tion thereunder from underwriting or
pafticlpating in the marketing of securi-
ties of a public utility or holding com-
pany, or I

(ii) A person whose activities as a
dealer are limited to dealing In evidences

of indebtedness secured by mortgage,
deed of trust, or other lien upon real es-
tate as such, as distinguished from usual
corporate mortagage bonds and other
types of corporate securities, or

(II) An insurance company or a wholly
owned subsidiary company thereof which
acts in either or both of the following
capacities: (A) As principal underwriter
of variable life policies or of variable an-
nultles issued by a separate account
which s a registered investment com-
pany, or of securities issued by a regis-
tered management investment company
for which such Insurance company or a
wholly owned subsidiary company there-
of is the investment adviser; or (B) as
a broker solely for the purpose of effect-
ing portfolio transactions for such Insur-
ance company, a subsidiary company all
of whose common stock It owns, such
separate account and such investment
company, or any of the foregoing: Pro-
vided, that none of such companies is
an afiliate of a registered holding com-
pany or any subsidiary company thereof.

-As used in paragraph (c) (4) (ll) of
this section, "broker," "Insurance corn-
pany," "investment adviser," " principal

underwritert" and "separate account"
shall have the meaning as defined in the
Investment Company Act of 1940 (54
Stat. 789 et seq.; 15 U.S.C. 80a), as
amended; "registered investment com-
pany" means a company registered as an
investment company pursuant to section
8(a) of the Investment Company Act of
1940, as amended; and "wholly owned
subsidiary company" means a company
all of whose outstanding securities are
owned-by such insurance company.

All interested persons are invited to
submit their views and comments on the
proposal in writing to George A. "itz-
simmons, Secretary, Securities and Ex-
change Commission, Washington, D.C.
20549, on or before April 7,1975. All such
communications should be filed in tripli-
cate and should refer to File No. S7-553,
and will be available for public inspec-
tion.

By the Commission.
EsmL GEoRcm A. F ozsnmoxs,

Secretary.
kSaauaRY 13. 1975.

[FR Doc.'75-689 Filed 3-3-75;8:45 am]
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DEPARTMENT OF THE TREASURY
Bureau of Alcohol, Tobacco and Firearms

FIREARMS
Granting of Relief

Notice is hereby given that pursuant
to 18 U.S.C., section 925 (c), the following
named persons have been granted relief
from disabilities imposed by Federal laws
with respect to the acquisition, transfer,
receipt, shipment, or possession of fire-
arms incurred by reason of their convic-
tions of crimes punishable by imprison-
ment for a term exceeding one year.

It has been established to my satisfac-
tion that the circumstances regarding
the convictions and each applicant's rec-
ord and reputation are such that the ap-
plicants will not be likely to act in a
manner dangerous to public safety, and
that the granting of the relief will not
be-contrary to the public interest.
Bassett, David French, 1387 Gambreil, Apt.

F-102, Pontiac, Michigan, convicted on
September 10, 1968, in the Gratlot County
Circuit Court, Ithaca, Michigan.

Billett, Ross G, 18119 60th V, Lynnwood,
Washington, convicted on August 24, 1967,
in the Municipal Court, Modesto Judicial
District Court, Stanislaus, California.

Christensen, Terry Lee, 607 Monroe Avenue,
Woodbine, New Jersey, convicted on Sep-
tember 1, 1967, in the United States DIs-
'rict Court for the District of New Jersey.

Colbert, Steve, Westside Mobile Home Park,
Rl #2, Shelbyville, Illinois, convicted on
November 13, 1968. in the Circuit Court,
Shelby County, Shelbyville, Illinois.

Farwell, Jerry D. 2929 Lynn Street, Balling-
ham, Washington, convicted on February
25, 1972, In the Superior Court of the
State of Washington for Whatcom County.

Green, Freddie J, 421 Garden Avenue, Stock-
ton, California, convicted on March 6, 1967.
In the Superior Court of the State of Call-
fornia, in and for the County of San
Joaquin.

Groves, John L, Route 2, Box 302B, Prosserr,
Washington, convicted on January 3, 1964,
in the Superior Court of the State of Wash-
ington, In and for Benton County.

Hart, Donald E., 1047 Cloverdale Drive,
Paducah, Kentucky, convicted on April 26,
1973, in the McCracken Circuit Court,
Paducah, Kentucky.

Houpt, Eddie D., 7301 Japonica, Houston,
Texas, convicted on February 27, 1968, in
the District Court, Matagorda County,
Texas.

Kelbe, Andrew R., 2066 East Hawthorde, St.
Paul, Minnesota, convicted on April 26,
1974, In the District Court, Second Judicial
District, Ramsey, Mihnesota.

Mills, Archie R., 950 Park Avenue, Florence,
South Carolina, convicted on or about
October 23. 1961, in the Court of General
Sessions, Florence County, South Carolina.

Pence, Donald Ervan, 103 Withey, S.W,
Grand Rapids, Michigan, convicted on Sep-
tember 13, 1971, in the Kent County Circuit
Court, Michigan.

Phillips, George H., Jr., 331 Bryanstone Road,
Reisterstown, Maryland, convicted on Sep-
tember 6, 1955, in the Corporation Court,
Norfolk, Virginia; and on September 29,
1955, in the Circuit Court of Mathews
County, Virginia.

Roscoe. George Arthur, 5024 Lakewood Apt.
20, Detroit. Michigan, convicted on Janu-
ary 18, 1968, in the Common Pleas Court,
Lucas County, Ohio.

Sheaffer, Robert W, 302 W. Bedford Street,
Carlisle, Pennsylvania, convicted on Janu-
ary 9, 1961, in the Cunberland County
Criminal Court, Pennsylvania.

Swenson, David oy, 301 Crest Avenue. Exton.
Pennsylvania, convicted on May 8, 1965, In
the Court of Common Pleas, Criminal Divi-
sion, Chester County, Pennsylvania; and
on June 8, 1965, Court of Common Pleas,
Criminal Division, Delaware County, Penn-
sylvania.

Van Zandt, Bruce A., East 551 Euclid,
Spokane, Washington, convicted on De-
cember 18,1970, in the Walla Walla County
Superior Court, Washington.

Wheatley, Wilard C., Route 1. Box 165,
Chapmanville, West Virginia, convicted on
May 6, 1971, in the United States District
Court, Southern District of West Virginia.

Whipp, James Lynn, Route 2, Iola, Wisconsin,
convicted on February 24, 1969, In the
United States District Court, Phoenix,
Arizona; and on July 2, 1971, in the County
Court of Sauk County, Baraboo, Wisconsin.

Signed at Washington, D.C. this 18th
day of February, 1975.

REX D. DAVIS,
Director, Bureau of Alcohol,

Tobacco and Firearms.

[FR Doc. 75-5616 Filed 3-3-75;8:45 am]

DEPARTMENT OF DEFENSE
Department of the Navy

NAVAL RESEARCH ADVISORY
COMMITTEE

Notice of Meeting

Pursuant to the provisions of the Fed-
eral Advisory Committee Act (5 U.S.C.
App. 1), notice is given that the Naval
Research Advisory Committee will hold
a closed meeting on April 17 and 18,
1975, at the Naval Undersea Center, San
Diego, California. The agenda will con-
sist of matters which are classified in
the interest of national security, includ-
ing various matters pertaining to the
Committee's general mission to advise on
whether research and development ef-
forts being conducted by the Depart-
ment of the Navy are adequate in rela-

tion to the problems to be solved. The
Secretary of the Navy for that reason has
determined in writing that meetings of
the Naval Research Advisory Committee
should be closed to the public because

they are concerned with matters listed

in section 552(b) of title 5, United States
Code.

Dated: February 24,1975.
WILLIAM 0. MXLEn,

Rear Admiral, JAGC, U.S. Natty,
Acting Judge Advocate General.

[IR Doc.75-.557Z Filed 3-3-75,8:45 am]

Office of the Secretary
DEFENSE SCIENCE TASK FORCE

Advisory Committee Meeting -
A Defense Science Board Task Force

on "Net Technical Assessment" will meet
in closed session on April 1-2, 1975 at
the Defense Advanced Research Projeots
Agency, 1400 Wilson Boulevard, Arling-
ton, Virginia 22209.

The mission of this Task Force Is to
advise the Secretary of Defense and the
Director of Defense Research and En-
gineering on US/USSR overall research
and engineering technology programs
and to provide guidance for U.S. tech-
nology exploitation in these areas to the
Department of Defense.

The Task Force will examine In detail
the important problem of determining
areas of technological exploitation and
long range technological trends which
will measurably help the Government re-
garding technology transfer issues as
they relate to the Soviet Union and the
rest of the World.

In accordance with Pub. L. 92-403,
section 10, paragraph (d) It has been de-
termined that the Task Force Meetings
concern matters listed in section 552(b)
of Title 5 of the United States Code,
particularly subparagraph (1) thereof,
and that the public interest requires such
meetings to be closed insofar as the re-
quirements of subsections (a) (1) and
(a) (3) of section 10, Pub. L. 92-463 are
concerned.

MAU OE W, R0cu,
Director, Correspondence and

Directives, OASD (Comptrol-
Zer).

FEBRUARY 27, 1975.
[FR Doc.75-5657 Filed 3-3-75;8:45 am]

DEFENSE SCIENCE BOARD TASK
FORCE ON ACCURACY

Advisory Committee Meeting
The Defense Science Board Task Force

on Accuracy will meet in closed session
on March 19 and 20 at TRW Systems (1
Space Park, Redondo Beach, California).
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The mission of the Defense Science
Board is to advise the Secretari of De-
fense and the Director of Defense Re-
search and Engineering on overall re-
search and engineering and to provide
long range guidance in these areas to
the Department of Defense.

The Task Force will undertake a re-
ylew of the accuracy of U.S. and Soviet
strategic offensive systems to determine
the confidence that can be placed in our
present estimates of accuracy and it will
recommend an R&D program which can
lead to improved accuracy.

In accordance with Pub. L. 92-463, sec-
tion 10, paragraph (d), it has been deter-
mined that Defense Science Board meet-
ings concern matters listed in section
552(b) of Title 5 of the United States
Code, particularly paragraph (1) thereof.
and that the public interest requires such
meetings to be closed insofar as the re-
quirements of sections (a) (1) and (a)
(3) of section 10, Pub. , 92-463 are
concerned.

Dated: March 3, 1975.

MUuarc. W. RocHE,
Director, Correspondence and

Directives, OASD (Comp-
troller).

[FR Doc.75-5876 Piled 3-3-70;10:10 am]

DEPARTMENT OF THE INTERIOR
Bureau of Indian Affairs

CHIPPEWA TRIBAL, RESERVATION,
MINNESOTA

Ordinance Legalizing the Introduction,
Sale, or Possession of Intoxicants

FEBrauAY 25,1975.
In accordance with authority dele-

gated by the Secretary of the Interior
to the Commissioner of Indian Affairs
by 230 DM 2, and in accordance with
the Act of August 15, 1953, Pub. L. 277,
'3rd Congress, 1st Session (67 Stat. 586),
I certify that the following ordinance
relating to the application of the Federal
Indian Liquor Laws on the Chippewa
Tribal Reservation, Minnesota, was
adopted on April 12, 1974, by the Chip-
pewa Tribal Executive Committee, which
has jurisdiction over the area of Indian
Country included in the ordinance, read-
ing as follows:

Whereas, Public Law 277, 83rd Congress,
approved August 15, 1953, and codified at
§ 1161 of Title 18, United States Code, pro-
rides that Sections 1154, 1156, 3113. 3488
and 3618 of Title 18 of the United States
Code shall not apply within any area that is
not Indlan Country, nor to any act or trans-
action within any area of Indian Country,
provided, such act or transaction is in con-
formIty both with the laws of the State in
which such act or transaction occurs and
with an ordinance duly adopted by the Tribe
having Jurisdiction over such area of In-
dian Country, certified by the Secretary of
the Interior, and published in the FmEuL
lGrm'm, and
"Whereas, It Is the desia of the innesota

Chippewa Tribal Executive Committee to
amend the ordinance- legulating liquor in
the Indian Country within the jurisdiction
Of the Minnesota Chippewa Tribe: Now,
therefore, be it

- NOTICES

Resolved, That the Mlnnesota CQlppewa
Tribal Executive Committee '11 Issue per-
mits for on and o sale of Into2icatIng bev-
erages and beer within the 11-ia Country
under the jurisdiction of the ]Mnnesota,
Ohippewa Tribe under the following condi-
tions:

1. All applications for a permit must be
submitted to the Minnesota Chippewa Tribal
Executive Committee, In writing, Setting
forth the name, address, ago and Tribal
allation of the applicant (it any) as well
as the legal description of the land where
said sale of intoxicating beverages or beer is
to take place. Said application form shal
be supplied by the Tribal Executive Commit-
tee and all permits shall be for one (1)'year's
duration.

2. The Tribal requirements for a permit
shall conform with the laws of the State of
Minnesota as they relate to the obtaining
of liquor licenses elsewhere In the State of
Minnesota.

3. The following fee shall be paid to the
Minnesota Chippewa Tribe:

(a) Off sale beer, $W50 quarterly.
(b) Off and on sale beer, $100 quarterly.
(c) Intoxicating beverages, off salO, $50

semi-annually.
(d) Intoxicating beverages, off and on

sale, $750 semi-annually.
Be it further resolved, That all holders of

Minnesota Chippewa Tribe intoxicating bev-
erage or beer permits must conform their
operations to those laws of the State of
Minnesota relating to the sale or pr_'on
of ntoxicating beverages or beer as Indicated
In M innesota Statutes Annotated; be It
further

Resolved, That the Mlnnesota Chippewa
Tribal Executive Committee rha'l in It& dis-
cretion, determine how many liquor permlts
It shall Issue or have outstanding In any one
year, and It shall be the sole judge of the
qualifications of any applicant for a permit;
be it further

Resolved, That the linnesota Chippewa
Tribal Executive Committee may suspend or
revoke the permit Issued under this Ordi-
nance for any violation of the provisions of
this ordinance.

The Tribal Executive Committee shall give
the permit holder written notice of any pro-
posed suspension of revocation of any permit
It has issued, by sending a notice, by mal,
to the permit holder at the addrem of the
permit holder as shown on the application
for a permit. Said notice shall specify the
grounds for said proposed suppension or rev-
oatlon of said permit. A permit holder who
receives notice of a propozed suspension or
revocation may request a hearing by the
Tribal Executive Committee by sending a
written request to the Tribal Executive
Director at the Tribal Ofce3 within seven
(7) days of receipt of the Tribal Executive
Committee's notice of proposed suspension
or revocation of said permit. The Tribal
Executive Committee shal cat a date for
said hearing, which ahall be held within
thirty (30) days of receipt of the permit
holder's request for a hearing.

The Tribal Executive Committee may af-
firm its decision to suspend or revoko said
permit after said hearing and Its decision
shall be final; be It further

Resolved, That the Tribal Executive Com-
mittee may reject any application for a per-
mit under this Ordinance, or for a renewal
of a permit for any violation of this Ordi-
nance resulting in a suspension or revocation
of said permit; be It further

Resolved, That the Ordinance pa sed, ap-
proved and published in the PDtnA l m
on November 25, 1953, (18 FR 7519) and the
Ordinance resented, approved and enacted
on March 19, 1955, and all other Tribal laws.
resolutions or Ordinances heretofore enacted

97t

which prohibit, regulate or otherwise control
the sale, introduction or possesion of in-
toxicating beverages be and ae hereby
repealed.

Monas THOXPsoN,
Commissioner of IndianAffairs.

[FR Doc.75-=1lPFled 3-3-75; 8:45 anJ-

Bureau of Land Management

[IMI 24606, 24619 and 2M]2

NEW MEXICO
Applications

FExnuA-r 24, 1975.

Notice is hereby given that, puruant
to section 28 of the Mineral Leasing Act
of 1920 (30 UTS.C. 185), as amended by
the Act of November 16, 1973 (87 Stat.
576), El Paso Natural Gas Company has
applied for one 6% inch and three 4%
inch natural gas pipelines rights-of-way
across the following lands:
N w Mrco PnzcnAr. UE=Z&N, NZW nixco
T.21 S. iL 26 E.

Sec 9, SW'Ae E.
T. 25 S. RI 2 F.,

Sec. 14, SE/4 SW%, SW4SEV:
Sec.22, SVNEV4.NE'ASW JJ NWJJSEJS
Sec. 23. N§VNWI, and SWV4NW4.

T.25 S. R. 34E.
Sc. 23, WV2SEV&;
sec. 26. W E -;
sec. a5, WVE Z.

T. 26 S. R. 34E.
sc. 11. Nv,NE 4 .

These pipelines will convey natural gas
across 4.180 miles of national resource
lands in Eddy and Lea Counties, New
Mexico.

The purpose of this notice is to inform
the public that the Bureau will be pro-
ceeding with consideration of whether
the applications should be approved, and
If so, under what terms and conditions.

Interested persons desiring to express
their views should promptly send their
name and address to the District Man-
ager, Bureau of Land Management, PO
Box 1397. 1717 West Second Street, Ros-
well, NM 88201.

RAUL E. MsATMrsZ,
Acting Chifd, Branch of

Lands and Minerals Operations.
[FR Doc.75-5695 F:led 3-3-75;8:45 am]

11U! 24621 and 246411

NEW MEXICO
Applications

FMmaumY 25, 1975.

Notice Is hereby given that, pursuant
to section 28 of the Mineral Leasing Act
of 1920 (30 U.S.C. 185), as amended by
the Act of November 16, 1973 (87 Stat.
576), Northwest Pipeline Corporation
has applied for two 4% inch natural gas
pipelines rights-of-way aerc the fol-
lowing lands:

New M=xco Paxnc Mmmi rcw% l co
T. 29 N R. 5. V,

Sec. 20, NWyI/SW.
T. 30 N. F. 14 W.,

Sec. 31, Lot 1.

These pipelines will convey natural gas
across .091 miles of national resource
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lands in San Juan and Rio Arriba Coun-
ties, New Mexico.

The purpose of this notice Is to inform
the public that the Bureau will be pro-
ceeding with consideration of whether
the applications should be approved, and
if so, under what terms and conditions.

Interested persons desiring to express
their views should promptly send their
name and address to the District Man-
ager, Bureau of Land Management, 3550
Pan American Freeway, NE, Albuquer-
que, NM 87107.

RAUL E. MARTInEZ,
Acting Chief, Branch of

Lands and Minerals Operations.
[PR Doc.75--694 iled 3-3-75;8:45 am]

[IMT 24516 and 24517]

NEW MEXICO
Applications

FEBRUARY 25, 1975.
Notice Is hereby given that, pursuant

to section 28 of the Mineral Leasing Act
of 1920 (30 U.S.C. 185), as amended by
the Act of November 16, 1973 (87 Stat.
576), Southern Union Gas Company has
applied for two 4 inch natural gas pipe-
lines rights-of-way across the following
lands:

NEW MEXiCO PRINcIPAL IMERmIAN,
NEW MEXICO

T. 26 N., n. 6 W.,
Sec. 5, Lots 1, 2, SW34NE!/4 ;
Sec. 8, N'!SWY .

T. 27 N., n. 6 W.,
sec. 33, WYsW1A.

These pipelines will convey natural gas
across .531 miles of national resource
land in Rio Arriba County, New Mexico.

The purpose of this notice is to Inform
the public that the Bureau will be pro-
ceeding with consideration of whether
the applications should be approved, and
if so, under what terms and conditions.

Interested persons desiring to express
their views should promptly send their
name and address to the District Man-
ager, Bureau of Land Management, 3550
Pan American Freeway, NE, Albuquer-
que, NM 87107.

RAUL E. MARTINEZ,
Acting Chief, Branch of

Lands and Minerals Operations.
[FR Doc.7--5713 "iled 3-3-75;8:45 am]

[Wyoming 47907]

WYOMING
Application

FEBRUARY 25, 1975.
Notice is hereby given that, pursuant

to section 28 of the Mineral Leasing Act
of 1920, as amended (30 U.S.C. 185),
Western Nuclear, Inc., has applied for
a natural gas pipeline right-of-way
across the following lands:

SnxTH PnrNCWAL MEIDIAN, WYOMING

T. 28 N.,R. 92 W.,
See. 21, NE48EY4 and S!/2 SE!/4;
Sec. 28, NW 4SE4.

NOTICES

The pipeline, will provide natural gas to
the applicant's Sheep Mountain II Mine
in Fremont County, Wyoming.

The purpose of this notice is to Inform
the public that the Bureau will be pro-
ceeding with consideration of whether
the application should be approved and,
If so, under what terms and conditions.

Interested persons desiring to express
their views should send their name and
address to the District Manager, Bureau
of Land Management, P.O. Box 670,
Rawlins, WY 82301.

PHrIP C. HELUITON,
Chief, Branch of

Lands and Minerals Operations.
-CFPRDoc.5S-5714 Filed 3-3-75;8:45 am]

Geological Survey
CALIFORNIA

Known Geothermal Resources Area
Pursuant to the authority vested in the

Secretary of the Interior by sec. 21(a) of
the Geothermal Steam Act of 1970 (84
Stat. 1566, 1572; 30 U.S.C. 1020), and
delegations of authority n 220 Depart-
mental Manual 4.1 H, Geological Survey
Manual 220.2.3, and Conservation Divi-
sion Supplement (Geological Survey
Manual) 220.2.1 G, the following de-
scribed lands are hereby defined as an
addition to the Lake City-Surprise Valley
known geothermal resources area, effec-
tive February 1, 1974:

(5) CALIFORNIA

LA CITY---URPRISE VALLEY IE5OWN GEO-
THRLMIAL RESOURCES AREA IT. DIABLO ZEERI-
DISl, CALIFORNIA -

T. 44 N., R.'16 .,
Sec. 1, all;
Sec. 2, lots 1 through 5, SEY/NE' 4 , EV2

SE 4;
Sec. 11, lots 1 through 4;
Sees. 12, 13;
See. 14, lots 1 through 4;
Sec. 23, lots 1 through 4;
Secs. 24,25, 36.

T. 45 N., R. 16 E.,
See. 25, lots 1 through 4, EIANE!/4, NW'/4

lqE 4, SE' 4 ;
Sec. 35, lot 1;
Sec. 36, lots 1 through 3, E/2 , Ey2SW'!y,

SWY4SWY4.
T. 41 N., R. 17 E.,

Sees. 3, 4;
Sees. 5, 6, 7. 8, all protracted lands as per

Calif. Protraction Diagram 166;
Sees. 9, 10, 15;
Sees. 16, 21, all protracted lands as per

Calif. Protraction Diagram 166;
Sees. 22,27.
Sec. 28, all protracted lands as per Calif.

Protraction Diagram 166.
T. 42 N., R. 17 E.,

Sees. 4, 5, 6;
Sec. 7, lots 1 through 5, E 2 , E'/2 NWI!4;
Sees. 8, 9, 16, 17;
Sec. 18, lots 1 through 3, E;
Sec. 19, lots 1 through 3, NE/YNE-4;
Secs. 20, 21;
Sec. 33, lots 1 through 4;
Sec. 34, lots 1 through 8.

T. 43 N., R. 17 E.,
Sees. 4, 5, 6, 8, 17,19, 20,
Sec. 28, WI/ 2 , E SE/4 , SW/ 4SE'A;_
Sees. 29,30,31,32,33.

T. 44 N., R. 17 E.,
Seas. 6, 7, 18, 19, 30,31,32,33.

T. 45 N., R. 17 E,
Sec. 29, W/2;
Secs. 30,31,32.

The area described aggregates 35,091
acres, more or less.

Dated: December 20, 1974.
HEILLARY A. ODE11,

Acting Conservation Manager,
Western Region.

[FR Doc.75-5605 Filed 3-3-75;8:45 am]

IDAHO
Known Geothermal Resources Area

Pursuant to the authority vested in the
Secretary of the Interior by sec, 21(a) of
the Geothermal Steam Act of 1970 (84
Stat. 1566, 1572; 30 U.S.C. 1020), and
delegations of authority in 220 Depart-
mental Manual 4.1 H, Geological Survey
Manual 220.2.3, and Conservation DI-
vision Supplement (Geological Survey
Manual) 220.2.1 G, the following de-
scribed lands are hereby defined as the
Bruneau Known Geothermal Resources
Area, effective February 1, 1974:

(12) XvAno
3RUNEAU RNoWN GEOTHERMIAL RESoUncS AnrA

DOISE SIERIDIAN, IDAHO

T. 7 S., R. 6 E.,
Sees. 14, 15, 21, 22, 23, 26, 27, 28.

The area described aggregates 5,120
acres, more or less.

Dated: February 10, 1975.
1:ILLARY A. ODE11,

Acting Conservation Manager,
Western Region.

IFR Doc.75-5601 Filed 3-3-75; 8:45 am]

NEW MEXICO AND UTAH
Known Geothermal Resources Areas

Pursuant to the authority vested In the
Secretary of the Interior by sec. 21(a) of
the Geothermal Steam Act of 1970 (84
Stat. 1566, 1572, 30 U.S.C. 1020), and
delegations of authority In 220 Depart-
mental Manual 4.1 H, Geological Survey
Manual 220.2.3, and Conservation Divi-
sion Supplement (Geological Survey
Manual) 220.2.1 G, the following de-
scribed lands are hereby defined as
known geothermal resources areas, effec-
tive February 1, 1974:

(31) Nnw Wmnco
ILBouRn noL XNoLN 0 OEOTHrEIRUAL

RESOURCES ARE

NEV =XICO P.INcIPAL MMERIDIAN

T. 27 S., n. 1 W.,
Sees. 4 to 7, inclusive, 9, 10, 18 to 20, 1-

elusive, 27 to 31, Inclusive, and 33 to 35,
Inclusive.

T. 28S., R. 1 W,
Seas. 1, 3 to 9, inclusive, 11, 12, 17 to 21,

Inclusive, and 28 to 31, inclusive:
The area described aggregates 23,-

213.77 acres, more or less.
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.(44) UrA3
3XOXROE-OSM'H EOWN GEOTIrs.X&3

REWOURCES An

SALT LA E N IDEA.

T. 25 S., .s ,
Sac 2, 3, 10, , 14, 15, 22, 23, 28, X4 33,

34, and 35.
T.26S.,R.3W.,

Secs. 4, 5, 8, and 9.
T. 25 S, M. 4 W.,

Secs. 12,13,1 ,22,23,24, 26, and 27.

The area described aggregates 16,-
.63.66 acres, more or less

Dated: February 12, 1975.
WnjXLIAM H FELDLBLLEri,

Acting Comervation Manager
Central Region.

[FR Doc.75-5603 Filed. 3-3-75;8"45 am]

OKLAHOMA-TEXAS
Definition of Knoym Geologic Structure of

Producing Oil and Gas Field
Pursuant to 43 CER 3100.7 and delega-

,tions of authority in 220 DepartmentaJ
Manual 41.G, Geological Survey-Manual
220.2.2B(2), and Conservation Division
Supplement (Geological Survey Manual)
220.2.1F(2), notice is hereby given thai
the known geologic structure of a produc-
ing oil and gas field has been defined az
follows:

Namet of Field, Effective Date, Acreage
(36) (43) O-L&o--TEZs

Bishop-Southeast Feldman Field, Way 9
1973, 45,088 acres.

Map and diagram showing the boundars
of the defined structure has been filed
with the apjropriate land office of the
Burbau of Land Management. Copy o1
the 'diagram and the land description
may be obtained from the Regional Con-
servation Manager, U.S. Geological
Survey, Building 25, Federal Center,
Denver, Colorado 80225.

Dated: January 3, 1975.
GEORGE M HORN;,

Conservation fanager,
Central Region.

[FR Doc.75-5606 Filed 3-3-75;8:45 am]

National Park Service
SLEEPING BEAR DUNES NATIONAL

LAKESHORE ADVISORY COMMISSION
Notice of Meeting

Notice Is hereby given in accordance
with the Federal Advisory Committee Acl
-that a meeting of the Sleeping Beai
Dimes National Lakeshore Advisor5
Commission will be held at 1 p.m. (e.d.t.),
March 21, '1975, Frontenac Room, 10E
Second Street, Frankfort, Michigan.

The Commission was established b3
- Pub. L. 91-479 to meet and consult with
the Secretary of the Interior on gen-

•eral policies and specific matters related
to the administration and development
of the Sleeping Bear Dunes National
Lakeshore.

The members of the Commission are
as follows:

Mr. John B. Daugherty Chairman
M1r. Noble D. TravL% Vlce Chairman
2r. Wilam B. Bolton
Mr. Samuel Eberly
Mr. CarlT. Johnson

r. John A. Stwalln
Mir. John D. Stanz
Mr. Louis F. Twardzlk
Mrs. Charles n. Wtlliams
Mr. Charles H. Teate3

The matters to be discussed at this
meeting include:

1. Status of land acquisition program.
2. Identification of new Commission

members.
3. Superintendent's report.
C Proposed transfer of State of ichi-

gan lands to National Park Service.
5. Advisory Commission Committee

reports.
6. Proposed 1975 seasonal operation.
The meeting will be open to the pub-

lic. It is expected 40 members of the pub-
lic will be able to attend the session. Any
member of the public-may file with the
Commission a written statement con-
cerning the matters to be discussed,

1 Persons wishing further Information
l concerning this meeting, or who wish to

submit written statements, may contact
J. A. Martinek, Superintendent, Sleeping
Bear Dunes National Lakeshore, Frank-

- fort, Michigan at 616-352-9611. Minutes
of the meeting will be available for pub-
lic inspection four weeks after the meet-
ing at the office of the Superintendent,
Sleeping Bear Dunes National Lake-
shore, 400_ Main Street, Frankfort,
Michigan 49635.

Dated: February 19,1975.
r ME:amL D. BEAL,

- Regional Director,
f National Park Service.
L [FR Doc.75-5607 Filed 3-3-75;8:45 am]

Office of the Secretary
NATIONAL PETROLEUM COUNCIL

Notice of Meeting
Pursuant to the provisions of the Fed-

eral Advisory Committee Act (Pub. L.
92-463, 86 Stat. 770), notice Is hereby
given of the following meeting:

The National Petroleum Council will
meet at 9 a.m. on March 18, 1975 In the

Department of the Interior Auditorium,
18th and C Streets, NW., Washington,
D.C. The agenda win include final and
progress reports on current studies
relating to the following topics:

L Tho possabilitles for energy conserva-
ton In the United States and the Impact of
such measures on the future energy posture
of the nation.

2. Emergency preparednes= (Impacts of
interruptions of oIl Imports Into the -United
States).

3. Petroleum resources under the ocean
floor.

The meeting will be open to the public
to the extent that space and facilities
permit. Any member of the public may
file a written statement with the Coun-
cil either before or after the meeting.
Interested persons who wish to speak at
the meeting must apply to the Council
and obtain approval in accordance with
Its established procedure.

The purpose of the National Petroleum
Council is to provide advice, information
and recommendations to the Secretary of
the Interior, upon request, on any mat-
ter relating to petroleum or the petro-
leumindustry.

Further information with respect to
this meeting may be obtained from Ben
Tafoya, Office of the Assistant Secretary-
Energy and Minerals, Department; of the
Interior, Washington, D.C, telephone
number 343-7976.

Dated: February 27,1975.
C. K. mi.fXoRa,

Deputy Asssant Secretary
of the Interior.

[IF. Doc.75-5720 Flied 3-3-75;8:45 am]

DEPARTMENT OF AGRICULTURE
Farmers Home Administration

[DesignatIon Number AI571

MINNESOTA
Designation of Emergency Areas

The Secretaryof Agriculture has found
that a general need for agricultural cred-
it exista in ten counties in Minnesota as
a result of various adverse weather con-
ditions. The following chart shows the
counties, natural disasters, and dates on
which the disasters occurred.

.Mfnaeia, 10 orilf-1074

County Ercsnivo Bedw normal Drou, ht Froat andor freeze Hai
ralnfall temperaturo

Brown.. - ---- ---- -- - _ 10 to Sept. 1. Sep. 3.11.2. "_z
Cas ......... May 1 to Tuno J0. .Tuly 1 to AugIS-. Sept 23 _
Grant ....... My 8 to MY 1M.. My 1 to My 31. . Juno i to July L Sept. 3.._

ubb d ----------- Jul Ito A . 1- Sept. 2,3 -TUnooln- ------ .................... .TunaI0 toadz. 0. Fopt.2, 9..." _cexL . - -.. . . - ------------. ep!. 3.22_ _.

Meker-_ ...... .... Apr. I to ScpL0_ pL2 r_ July 23.
Sherburno -..... .-.... ..... Au. ito Aug. .. ruly I to July 31- Bep 3 1 3 -
w gttnon Junol to AuZ.I t. % 3,3, ..?-.,

Therefore, the Secretary has desig-
nated these areas as eligible for Emer-
gency loans, pursuant to the provisions
of Ithe Consolidated Farm and Rural De-
velopment Act, as amended by Pub. I
93-237, and the provisions of 7 CFn
1832.3 (b) Including the recommendation

of Governor Wendell R. Anderson that
such designation be made.

Applications for Emergency loans must
be received by this Department no later
than April 24, 1975, for physical losses
and November 24, 1975, for production
losses, except that qualified borrowers
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who receive Initial loans pursuant to this
designation may be eligible for subse-
quent loans. The urgency of the need for
loans In the designated areas makes it
Impracticable and contrary to the public
interest to give advance notice of pro-
posed rule making and invite public par-
ticipation.

Done at Washington, D.C., this 25th
day of February, 1975.

FRANx B. ELLIOTT,
Administrator,

Farmers Home Administration.
[FR Doc.76-5665 Filed 8-3-75;8:45 aml

[Designation Number A082, Amdt. 1]

MISSOURI
Designation of Emergency Areas

The Secretary of Agriculture has
found that an additional general need
for agricultural credit exists in the fol-
lowing counties in Missouri:
Chariton Rails
Daviess Vernon

The Secretary has found that this ad-
ditional need exists as a result of a
natural disaster consisting of freeze
October 1 and 2 in Chariton and Daviess
Counties, freeze September 30 and Octo-
ber 1 and 2 in Rails County, and exces-
sive rainfall and flooding with sleet and
snow November 2 to December 31, 1974,
In Vernon County.. Therefore, the Secretary has designat-
ed these areas as eligible for Emer-
gency loans, pursuant to the'provisions
of the Consolidated Farm and Rural De-
velopment Act, as amended by Pub. L.
93-237, and the provisions of 7 CFR
(b) including the recommendation of
Governor Christopher S. Bond that such
designation be made.

Applications for Emergency loans
must be received by this Department no
later than April 21, 1975, for physical
losses and July 18, 1975, for production
losses, except that qualified borrowers
who receive initial loans pursuant to this
designation may be eligible for subse-
quent loans. The urgency of the need
for loans in the designated areas makes
it impracticable and contrary to the pub-
lic interest to give advance notice of pro-
posed rule making and invite public
participation.

Done at Washington, D.C., this 25th
day of February, 1975.

sFRAN B. ELLIOTT,
Administrator,

Farmers Home Administration.
[FR Doc.75-5660-Pled 3-3-75;8:45 am]

[Designation Number A083, Amdt. 1]

MISSOURI
Designation of Emergency Area

The Secretary of Agriculture has
found that an additional general need
for agricultural credit exists in Ran-
dolph County, Missouri, as a result of a
natural disaster consisting of freeze
October 1 and 2, 1974.

Therefore, the Secretary has desig-
nated this area as eligible for Emer-
gency loans, pursuant to the provisions
of the Consolidated Farm and Rural De-
velopment Act, as amended by Pub. L.
93-237, and the provisions of 7 CPR
1832.3(b) including the recommenda-
tion of -Governor Christopher S. Bond
that such designation be made.

Applications for Emergency loans
must be received by this Department
no later than April 21, 1975, for physical
losses and July 24, 1975, for production
losses, except that qualified borrowers
who receive initial loans pursuant to this
designation may be eligible for subse-
quent loans. The urgency of the need for
loans In the designated area makes it
impracticable and contrary to the public
interest to give advance notice of pro-
posed rule making and invite public
participation.

Done at Washington, D.C., this 25th
day of February, 1975.

FRANX B. ELLIOTT,
Administrator,

Farmers Home Administration.
[PR Doe.75-5661 Filed 3-3-75:8:45 am]

[Designation Number A154]
SOUTH DAKOTA

Designation of Emergency Areas
The Secretary of Agriculture has found

that a general need for agricultural cred-
it exists in five counties in South Dakota
as a result of drought and frost. The fol-
lowing chart shows the counties and the
incidence periods of the disasters.

county Drought-1974 Frost-
1974

Aurora -----Juno 15 to Nov. 30 ----------- SepL 4
Buffalo- -July I to Nov. L ............
Douglas ----July I to Sept. 30 ---------- Sept.Hyde-...une 15 to Dem. 27

erauld-.. une 29 to Nov. 30 -------- SepL 3

Therefore, the Secretary has desig-
nated these areas as eligible for Emer-
gency loans, pursuant to the provisions
of the Consolidated Farm and Rural De-
velopment Act, as amended by Pub. L.
93-237, and the provisions of 7 CFR
1832.3(b) including the recommendation
of Governor Richard F. Kneip that such
designation be made.

Applications for Emergency loans must
be received by this Department no later
than April 21-, 1975,*for physical losses
and November 21, 1975, for production
losses, except that qualified borrowers
who receive initial loans pursuant to this
designation may be eligible for subse-
quent loans. The urgency of the need for
loans in the designated areas makes It
impracticable and contrary to the public
interest to give advance notice of pro-
posed rule making and invite public par-
ticipation.

Done at Washington, D.C., this 25th
day of February, 1975.

FRANIX B. ELLIOTT,
Administrator,

Farmers Home Administration.
[PR Doc.75-5662 Filed 3-3-75; 8:45 am]

Carroll
Chester
Crbckett
Fayette
Gibson

Hardoman
Haywood
Lauderdalo
Malto
Tipton

The Secretary has found that this need
exists as a result of natural disasters con-
sisting of:

Excessive rainfaU-April 1 to Juno 17, 1074,
August 6 to September30, 1D74, December 1
to 14, 1974.

Below normal temperatures--Juno 2 to Oc-
tober 26, 1974, with freezing and frost--
November 10 through 16 and November 26
through 29, 1974.

Flooding-June 1-17, 1974.
Dry weather-July 1 to August 5, 1074,
Early frost--October 3, 1974.

Therefore, the Secretary has desig-
nated these areas as eligible for Emer-
gency loans, pursuant to the provisions
of the Consolidated Farm and Rural
Development Act, as amended by Pub, L.
93-237, and the provisions of 7 CFR
1832.3(b) Including the recommendations
of former Governor Winfield Dunn
and Governor Ray Blanton that such
designation be made.

Applications for Emergency loans
must be received by this Department no
later than April 21, 1975, for physical
losses and November 20, 1975, for produc-
tion losses, except that qualified borrow-
ers who receive Initial loans pursuant to
this designation may be eligible for sub-
sequent loans. The urgency of the need
for loans in the designated areas makes
it impracticable and contrary to the
public interest to give advance notice of
proposed rule making and invite public
participation.

Done at Washington, D.C., this 25th
day of February, 1975.

FRum B. ELLIOTT,
Administrator,

Farmers Home Administratiom

[FR Doc.75-5663 Filed 3-3-76;8:45 am]

[Designation Number A149]

WISCONSIN

Designation of Emergency Areas

The Secretary of Agriculture ha
found that a general need for agricul-
tural credit exists in six counties in Wis-
consin as a result of various natural dis-
asters. The following chart shows the
counties, natural disasters, and the inci-
dence periods during which the disasters
occurred.
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[Designation Number A152]

TENNESSEE

Designation of Emergency Areas

The Secretary of Agriculture has found
that a generalneed for agricultural credit
exists In the following counties In
Tennessee:



4OTCES8

.-- einf, 60uS*Id*fl--g

County 13rcesdve rainfall 'Drought Iran res snd&Cc feez

Adaas -. Tune 9to 27-=-- Yu1Y Ito 3 aa4 2,lay 3, 5Ev 1 to 4. 21,and 2L-
And Aug. 113.---Sp21adLCot l -- -- -- -- ______- Secpt 1 and 28.a

luneauu.___==. ay9 to2 --yt . lne 14. 2 , end 22, SpLlto4,21, and
Aug. 2nd 10. 2., Oct. 2,*and 3

-

.l... ......... ..- . - . Sopt. 13 4, nd 18.
- - - -- T-to Ag.1 Sept.23,4,5, 22,

Send Z .
w nnebago ..... :. May ltoTune 30 Tulylto OCt. a -- ................... Sept 21 and 22.

(coo1); (cool):

Therefore, the Secretary has desig-
nated these areas as eligible for Emer-
genc:y loans, pursuant l'o the provisions
of the Consolidated -Farm and Rural
Development Act, as amended by Pub. L.
93-237, and the provisions of 7 CFR
1832.3(b) including the recommendation
of Governor Patrick J. Lucey that such
designation be made.

. Applications for Emergency loans must
be received by this Department no later
than April 18, 1975, for physical losses
and November 18, 1975, for production
losses, except that qualifiel borrowers
who receive initial loans pursuant to this
designation may be eligible for subse-
quenut loans. The urgency of the need for
loans in the designated areas makes it
impracticable and contrary-to the public
interest to give advance notice of pro-
posed rule making and invite public
participation.

Done at Washington, D.C., this 25th
day of February, 1975.

FRAwx B. ELLoTT,
Administrator,

Farmers Home Administration.
[PR Doc.75-5666 Filed 3--3-75;8:45 am]

[Designation Number A076, Amdt. 2]

WISCONSIN
Designation of Emergency Area,

The Secretary of Agriculture has found
that an additional general need for agri-
cultural credit exists in Sauk County,
Wisc6nsin, as a result of a natural dis-
aster consisting of killing frost Septem-
ber 21 and22, 1974.

Therefore, the Secretary has desig-
nated this area as eligile for Emergency

loans, pursuant to the provisions of the
Consolidated Farm and Rural Develop-
ment Act, as amended by Pub. Is. 93-237,
and the provisions of 7 CFR 1832.3(b)
including the recommendation of Gover-
nor Patrick J. Lucey that such designa-
tionbe made.

Applications for Emergency loans must
be received by this Department no later
than April 18, 1975, for physical losses
and.July 11, 1975, for production losses,
except that qualified borrowers who re-
ceive initial loans pursuant to this des-
ignation may be eligible for subsequent
loans. The urgency of the need for loans
in the designated area makes It Imprac-
ticable and contrary to the public Inter-
est to give advance notice of proposed
rule making and Invite public participa-
tion.

Done at Washington, D.C., this 25th
day of February, 1975.

FA= B. Errzor,
Administrator,

Farmers Home Administration.
[FR Doc.75-56-4 Filed 3-3-75;8:45 am]

[Notice of Designation Number A1531
SOUTH DAKOTA

Designation of Emergency Areas
The Secretary of Agriculture has

found that a general need for agricul-
tural credit exists in 12 counties In South
Dakota as a result of various adverse
weather conditions. The following chart
shows the counties, natural disasters and
dates on which the disasters occurred:

Sours DAxo0&-l-12 counties

County Drought, 1974 HU1stom, 1974 Frost, 1974 Blizzrd, 175

Bon H3'ome ...... Tune 1 to Sept 30 ... aTune 21L - :.- -------------- - - ---- - . ..-
Yroo .. . .. 0 to 12.

C o dT uto n . . n e 1 to N o v . 1 ------... . . .. . . .------- S e p t. 3 . . . . . .. . .. . . . D o .
D = !!_ ..... .Tune 1 to Aug. 3L_. -...-.---- .-.---------........................- - Yam. 10 to IL

.....u ----7 - -Tune 1, Nov. I ----------------------.......... Sept 3 ... ... TazL 10 to 1I.

H yde ------------------ -- - -.-- --..-..- Do.
E len - ........ . ........- .Taa. 10 to IL
Miner. . .. .---- -- --- - --= -. . . . . . .-.-- .. . .. You.. . .... . . . . .. .. .: . 9 to 1z.

•Min r .................... - -...........-- ----------------............. . Tan. 10 to IL
M oody -.-.---------------..-.--...--.-.---...--.-.----- ------ -..... . . ... . . . Tan. 0 to 1Z.

Therefore, the Secretary has desig-
iated these areas as eligible for Emer-
gency loans, pursuant to the provisions
of the Consolidated Frm and Rural De-
velopment Act, as amended by Pub. T.
93-237, and the provisions of 7 CFR
1832.3 (b)- including the recommendation

of Gov. Richard P. Knelp that such
designation be made.

Applications for Emergency loans must
be received by this Department no later
than April 21 for physical losses and No-
vember 21, 1975, for production losses,
except that qualified borrowers who re-

celve initial loans pursuant to this'des-
Ignation may be eligible for subsequent
loans. The urgency of the need for loans
in the designated areas makes it im-
practicable and contrary to the public
Interest to give advance notice of pro-
posed rule making and Invite public par-
ticipation. -

Done at Washington, D.C., this 25th
day of February, 1975.

F2A~N B. ELLIor',
Administrator,

Farmers Home Administration.
[PFR Doc.75-5494 Filed 3-3-75;8:45 am]

Soil Conservation Service
CENTRAL SONOMA WATERSHED

PROJECT, CALIFORNIA
Negative Declaration

Pursuant to section 102(2) (C) of the
National Environmental Policy Act of
1969, and 40 CFR 1500.6(e) of the Con-
cll on Environmental Quality Guidelines
(38 FR 20550) August 1,1973 ;and 7 CFR
650.8(b) (3) of the Soil Conservation
Service Guidelines (39 FR 19651) June 3,
1974; the Soil Conservation Service, U.S.
Department of Agriculture, gives notice
that an environmental impact statement
Is not being prepared for Brush Creek-
Channels 43 and 43A of the Central
Sonoma Watershed Project in eastern
Sonoma County, California.

The environmental assessment of this
federal action indicates that the project
will not create significant adverse local,
regional or national impacts on the en-
vironment and that no significant con-
troversy is associated with the project.
As a result of these findings, Mr. G. H
Stone, State Conservationist, Soil Con-
servation Service, USDA, P.O. Box 1019,
Davis, California 95616, has determined
that the preparation and review of an
environmental impact statement is not
needed for this project.

The project concerns a plan for water-
shed protection and flood prevention.
The remaining planned works of Im-
provement described in the negative dec-
laration include 0.5 miles of channel
modification on Brush Creek--Channels
43 and 434 In the City of Santa Rosa,
Sonoma County, California.

The environmental assessment file is
available for inspection during regular
working hours at the following locations:
254 Cleveland Avenue, Suite 3-A, Santa

"R o, CA 95401.
2828 ChlIes Road, Davis, CA 95616.

Requests for the Negative Doclaration
should be sent to the above addresses.

No administrative action on Imple-
mentation of the uncontracted project;
work will be taken until Mrch 19, 1975.
(Catalog of Federal Domestic Asalsta ce Pro-
gram No. 10.904, National Archives Reference
Servlces)

Dated: February 24, 1975.
WAZLAX B. DAVrr,

Deputy Administrator for Water
Resources Soil Conservation Service.
[FR Doc.'5-5568 Filed 3-3--75;8:45 am]
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LITTLE YADKIN RIVER WATERSHED
PROJECG NORTH CAROLINA

Negative Declaration
Pursuant to section 102(2) (C) of the

National Environmental Policy Act of
1969; 40 CM1 1500.6(e) of the Council
on Environmental Quality Guidelines (38
FR 20550) August 1, 1973; and 7 CFR
650.8(b) (3) of the Soil Conservation
Service Guidelines (39 FR 19651)
June 3, 1974; the Soil Conservation
Service, U.S. Department of Agriculture,
gives notice that an environmental im-
pact statement is not being prepared for
installation of land conservation meas-
ures, 251 acres of critical area stabiliza-
tion and floodwater retarding structures
Nos. 2 and 6 of the Little Yadkin River
Watershed Project, Forsyth, Stokes and
Surry Counties, North Carolina.

The environmental assessment of this
federal action indicates that the project
will not create significant adverse local,
regional, or national impacts on the en-
vironment and that no significant cn-
troversy is associated with the project.
As a result of these findings, Mr. Jesse L.
Hicks, State Conservationist, Soil Con-
servation Service, USDA, 310 New Bern
Avenue, Raleigh, North Carolina 27611,
has determined that the preparation and
review of an environmental impact state-
ment is not needed for this project.

The project concerns a plan for wa-
tershed protection and flood prevention.
The remaining planned works of im-
provement described in the negative dec-
laration include conservation land treat-
ment, stabilization of 251 acres of
critically eroding areas, supplemented by
two single purpose floodwater retarding
structures.

The environmental assessment file is
available for Inspection during regular
working hours at the following location:
Soi Conservation Service, USDA, Room 524
Federal Building. 310 New Bern Avenue
Raleigh, North Carolina 27611

Requests for the Negative .Declaration
should be sent to the above address.

No administrative action on imple-
mentation of the proposal will be taken
until March 19, 1975.
(Catalog of Federal Domestic Assistance Pro-
gram No. 10.904, 2ational Archives Reference
Services.)

Dated: February 20, 1975.
WnLIAM B. DAVY,

Deputy Administrator for Water
Resources, Soil Conservation
Service.

[FR Doc.75-5570 Filed 3-3-75;8:45 am]

THREE MILE CREEK WATERSHED
PROJECT, IOWA

Negative Declaration
Pursuant to section 102(2) (C) of the

National Environmental Policy Act of
1969; 40 CPR 1500.6(e) of the Council
on Environmental Quality Guidelines, (38
FR 20550) August 1, 1973; and 7 CMa
650.8(b)(3) of the Soil Conservation

Service Guidelines (39 FR 19651) June 3,
1974; the Soil Conservation Service, U.S.
Department of Agriculture,- gives notice-
that an environmental impact statement
is not being-prepared for-that portion of
the Three Mile Creek Watershed Project,
Adair and Union Counties, Iowa, con-
taining the eleven remaining grade sta-
bilization structures.

The environmental assessment of this
federal action indicates that the project
will not create significant adverse local,
regional, or national impacts on the en-
vironment and that no significant con-
troversy is associated with the project.
As a result of these findings, Mr. Wilson
T. Moon, State Conservationist, Soil Con-
servation Service, USDA, 823 Federal
Building, 210 Walnut Street, Des Moines,
Iowa 50309, has determined that the
preparation and review of an environ-
mental impact statement is not needed
for this project.

The project concerns a plan for water-
shed protection, flood prevention, munic-
ipal and industrial water supply and
recreation. The remaining planned works
of improvement include 11 grade stabili-
zation structures.

The environmental assessment file is
available for Inspection, during regular
working hours at the following location:
Soil Conservation Service, USDA, 323 Federal

Buiding
210 Walnut Street, Des Moines, Iowa 50309

Requests for Negative Declarations
should be sent to the above address.

No administrative action on imple-
mentation of the proposal will be taken
until March 19, 1975.
(Catalog of Federal Domestic Assistance Pro-
gram No. 10.904, National Archives Reference
Services.)

Dated: February 20, 1975.
W xI B. DAvEy,

Deputy Administrator for Water
'Resources, Soil Conservation
Service.

[FR Doe.75-5569 Filed 3-3-75;8:45 am]

SHAWNEE RC&D PROJECT, ILLINOIS
Negative Declaration

Pursuant to section 102(2) (C) of the
National Environmental Policy Act of
1969, and 40 CFR 1500.6e of the Council
on Environmental Quality Guidelines
(38 FR 20550), August 1, 1973; and 7
CFR 650.8(b) (3) of the Sell Conserva-
tion Service Guidelines (39 FR 19651),
June 3,1974; the Soil Conservation Serv-
ice, U.S. Department of Agriculture,
gives notice that an envlironmental Im-
pact statement is mot being prepared for
the Egyptian School Flood Prevention
Measure, Alexander County, Ill.

The environmental assessment of this
Federal action indicates that the liroject
will not create significant adverse local,
regional, or national impacts on the en-
vironment and that no significant con-
troversy is associated with the project.
As a result of these findings, Mr. Daniel
E. Holmes, State Conservationist, Soil
Conservation Service, USDA, Federal

Building, 200 West Church Street,
Champaign, III. 61820, has determined
that the preparation and review of an
environmental statement is not needed
for this project.

The project concerns a plan for con-
servation land treatment supplemented
by a flood prevention levee for the Egyp-
tian School Building, the adjacent sew-
age lagoon and aeration unit, and play-
ground.

The environmental assessment filb is
available for inspection during regular
working hours at the following location:
Soil Conservation Service, USDA, Federal

Building, 200 West Church Street, Chain-
palgn, Illinois 61820.
No administrative action on Imple-

mentation of the proposal will be taken
until March 19, 1975.
(Catalog of Federal Domestic Assistanco Pro-
gram No. 10.901, National Archivcs Reference
Services.)

Dated: February 24, 1975.
VI ToR H. Bnny, Jr.,

Deputy Administrator for Field
Services, Soil Conservation
Service.

[FR Doc.75-Z567 Filed 3-3-75;8:45 am]

DEPARTMENT OF COMMERCE
Foreign Trade Zones Board

[Docket No. 1-75]

DORCHESTER COUNTY, SOUTH
CAROLINA

Application for a Foreign-Trade Zone;
Public Hearing Scheduled

Notice is hereby given that an appli-,
cation has been submitted to the For-
eign-Trade Zones Board (the Board) by
the South Carolina State Ports Author-
ity, Charleston, South Carolina, request-
ing a grant of authority for the estab-
lishment of a foreign-trade zone in Dor-
chester County, South Carolina, which is
adjacent to the Charleston port of entry.
The application was submitted pursuant
to the provisions of the Foreign-Trade
Zones Act of 1934: as amended (19 U.S.C.
81), and the regulations of the Board
(15 CFR Part 400). Under South Caro-
lina law (section 54-23, Code of Laws of
South Carolina) the applicant is em-
powered to seek authority to establish,
operate and maintain foreign-trade
zones within the State.

The proposal calls for a foreign-trado
zone of 20 acres within the 200-acre Trl-
County Industrial Park located 2.5 miles
west of Summerville, South Carolina, in
Dorchester County. The site is on High-
way 78,16 miles from the South Carolina
State Ports Authority terminal in North
Charleston and 12 miles from the
Charleston Municipal Airport. An offIce-
warehouse complex covering 100,000
square feet will be the first building con-
structed within the zone. Additional
facilities will be provided based on need,
Southern Railway tracks ran alongside
the industrial park and Interstate 26 in-
tersec ts Highway 78 one mile from the
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site. Under a 20 year lease agreement
with the South Carolina State Ports.Au-
thority the Carolina Trade Zone, d part-
nership organized under South Carolina
law, will operate the zone.

The application includes economic
data and information concerning the
need for a zone to serve the area's busi-
ness community. Surveys conducted by
the applicant disclosed the interest of
several firms in the special Customs pro-
cedures offered by foreign-trade zones.
Some of the firms requesting this serv-
ice are: a bearing manufacturer which
would use the zone as a distribution cen-
ter for Imports and exports, an engine-
generator firm which would add domes-
tic generators to imported engines and
export about 40 percent of the finished
product, a textile manufacturer, a paper
products manufacturer, and, an im-
porter of marble and ceramics.

The proposal is part of the State's f-
forts to bolster the economy of the tri-
county area in which the zone will be
located. The area has been designated
an EDA redevelopment district and the
applicant feels the zone will help create
Jobs and raise tax revenue.

In accordance with the Board's regu-
lations an examiners committee has been
appointed to investigate the application
and report thereon to the Board. The
committee consists of:
Hugh Dolan, Chairman, Office of the Secre-

tary, Department of Commerce, Washing-
ton, D.C. 20230.

David C. Humphreys, District Director, U.S.
Customs -Service, U.S. Customhouse,
Charleston. South Carolina 29402.

Colonel Harry S. Wilson, District Engineer,
U.S. Army Engineer District, Charleston,
P.O. Box 919, Charleston, South Carolina
29402.
In connection with its investigation of

the -proposal the examiners committee
will hold a public hearing beginning at
9:30 axm, local time, March 26, 1975, at
the South Carolina State Ports Authority
Main Ofce Building, Room 212,176 Con-
cord Street, Charleston, South Carolina.
The purpose of the hearing is to help
inform interested persons on the pro-
'Posal, to provide an opportunity for their
expression of views, and to obtain in-
formation useful to the examiners com-
mittee.

Interested persons" are- invited to pre-.
sent their views at the hearing. Such per-
sons should, by March 21,. 1975, notify
the Board's Executive Secretary in writ-
ing at the address below of their desire
to be heard. In lieu of an oral presenta-
tion written statements may be submitted
to the exdminers committee through the
Executive Secretary at any time from the
date of this notice until 15 days after the
conclusion of the hearing. A copy of the
application- and accompanying exhibits
will be available duing this time for pub-
lic inspection'at each of the following
locations:
Office of the District Director, U.S. Customs

Service, Room 121, U.S. Customhouse, 200
E. Bay Street, Charleston, South Carolina
29402.

NOTICES

South Carolina State Ports Authority, aIn
Offce Building, Reception Desk, 176 Con-
cord Street, Charleston, South Carolina
29402.

Office of the Executive Secretary, Foreign-
Trade Zones Board, Room W6B, U.S. De-
partment of Commerce, 14th and E Streets,
NW. Washington, D.C. 20230.

Dated: February 26,1975.
Joun J. DA PoN=, Jr.,

Executive Secretary,
Foreign-Trade Zones Board.

[FR Doc.75-5699 Filed 3-3-75:8:45 am]

Office of the Secretary
[Order 10-3; Admln. 1]

ASSISTANT SECRETARY FOR DOMESTIC
AND INTERNATIONAL'BUSINESS

Dejartment Organization
This order, effective February 11, 1975,

amends the material appearing at 39 FR
27484 of July 29, 1974.

Department Organization Order 10-3
of July 5, 1974 Is hereby amended as
follows:

1. SEC. 1. Purpose. Paragraph .02 Is
deleted.

2. SEC. 3. Scppe of authority. Subpara-
graph .03g. is deleted.

3. SEC. 4. Delegation of authority, a.
Subparagraph .Olr. is revised to read as
follows:

"r. The Export Adihinistration Act of
1969 (50 U.S.C. App. 2401 et seq.), as
amended and extended by the Equal Ex-
port Opportunity Act (Pub. 1. 92-412, 86
Stat. 644), and the Export Administra-
tion Act Amendments of 1974 (Pub. L.
93-500 88 Stat. 1552) and the authority
under those Acts delegated to the Secre-
tary of Commerce by Executive Order
11533 of June 4, 1970 as continued in
effect by Executive Orders 11683 of
August 29, 1972, 11798 of August 14, 1974,
and 11818 of November 5, 1974, except
that the following power, authority, and
discretion shall be reserved to the Secre-
tary:

"1. The determinations required by
section 7(c) with respect to the publica-
tion or disclosure of confidential infor-
mation obtained under the provisions of
the Act, and

"2. The submission of reports to the
President and to the Congress required
by section 10 of the Act; ".

b. Delete the word "and" at the end of
subparagraph .Olu.

c. Delete the period at the end of sub-
paragraph .01v. and add a semicolon.

d. New subparagraphs .01w. and .OLx.
are added to read as follows:

"w. The Foreign Investment Study Act
of 1974 (Pub. L. 93-479, 88 Stat. 1450),
which provides for a comprehensive,
overall study of foreign direct Invest-
ments in the United States. The func-
tions thereunder shall be carried out in
close coordination with the Administra-
tor, Social and Economic Statistics Ad-
ministration (Department Organization
Order 35-4A, paragraph 3.01f.), including
thereunder to the extent feasible the
division or assignment of responsibilities.
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Any regulations established to carry out
functions under the Act and reports to
be submitted to the Congress are to be is-
sued by the Secretary; and
'Is Section 6 of the Federal Water

Pollution Control Act amendments of
1972 (Pub. T. 92-500; 86 Stat. 816, 33
U.S.C. 1251 nt. (Supp. I 1973)) relating
to the preparation of a report from the
Secretary of Commerce to the President
and to the Congress on the effects of
pollution abatement on international
trade."

4. SEc. 5. Functions. a. Subparagraph
c. is revised to read as follows:

"c. Conduct Commerce programs In-
volving the expansion of international
commerce, including research, analysis
and the development of program and
policy initiatives In the areas of inter-
national trade, finance and investment;
expansion of East-West trade and other
commercial relations; promotion of
business-consumer relations; competitive
assessment; domestic and international
labor-management relations; energy
programs; import quota administration;
export administration; trade adjustment
assistance; the collection, analysis and
dissemination of selected information on
various industries, commodities and
markets; the preparation and execution
of plans for industrial mobilization readi-
ness; and participation in domestic and
international trade fairs and exhibitions
as Is necessary to the performance of
DIBA's functions."

b. Add the word "and" at the end of
subparagraph .

c. Delete the semicolon and the word
"and" at the end of subparagraph f. and
add a periodn their place.

d. Delete subparagraphg.
Effective date: February 11, 1975.

Fuxanmm B. D=T,
Secretary of Commerce.

GuY W. CHXaMUMw, Jr.,
Acting Assistant Secretary

for Administration.
[IR Doc.N75--5726 Filed 3-3-75;8:45 am]

CTAB PANEL ON SULFUR OXIDE
CONTROL TECHNOLOGY
Notice of Establishment

In accordance with the provisions of
the Federal Advisory Committee Act (5
U.S.C. App. I--Supp. 311972) and Office
of Management and Budget Circular A-
63 of March 1974, and after consultation
with OMB, the Secretary of Commerce
has determined that the establishment of
the CTAB Panel on Sulfur Oxide Control
Technology is in the public interest in
connection with the performance of
duties imposed on the Department by
law.

The Panel will advise the Secretary,
through the Assistant Secretary for Sci-
ence and Technology, on how the utility
industry in the Northeastern United
States can best utilize sulfur-bearingAp-
palachan coal In meeting energy needs
while complying with the Clean Air Act
of 19"70.
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The Panel will consist of no more than
twenty (20) members. To insure balanced
representation, we shall seek members
representing utilities, pertinent ilesul-
furization systems suppliers, state en-
vironmental agencles, academic experts
and at least one environment oriented
citizen's group.

The Panel will function solely as an
advisory body, and In compliance with
the provisions of the Federal Advisory
Committee Act. Its Charter is being filed
under the Act, concurrent with the pub-
lication of this notice.

Interested persons are invited to sub-
mit comments regarding the establish-
ment of the CTAB Panel on Sulfur Oxide
Control Technology. Such comments, as
well as Inquiries, may be addressed to the
Commerce Technical Advisory Board
(CTAB), U.S. Department of Commerce,
Washington, D.C. 20230.

Dated: February 27,1975.
Guy W. CwmELunr, Jr.,
Acting Assistant Secretary

for Administration.
[FR Doc.75-5700 Filed 3-3-75;8:45 am]

[Order 40-1]

DOMESTIC AND INTERNATIONAL
BUSINESS ADMINISTRATION

Department Organization
This order, effective February 11, 1975,

smpersedes the material appearing at
39 FR 1871 of January 15, 1974; 39 FR
13015 of April 10, 1974; 39 FR 27337 of
July 26, 1974; and 39 FR 40600 of No-
vember 19, 1974.

SEC. 1. Purpose. .01 This order pre-
scribes the organization and assignment
of functions within the Domestic and
International Business Administration
(DIBA) Department Organization Or-
der 10-3 prescribes the functions of
DIBA and the scope of authority of the
Assistant Secretary for Domestic and
International Business.1 .02 This revision-reflects the trans-
fer of the Domestic Business Policy
Analysis Staff to the Departmental Office
of Policy Development;-adds the func-
tion of carrying out a study of foreign
direct Investment in the United States in
1974 to the Office of International
Financq and Investment;-revises the
functions of the Office of Ombudsman
for Business, Office of Business Re-
search and Analysis, and the renamed
Office of Business and Legislative Issues
(formerly Office 9f Policy Research), oJ
the Bureau of Domestic Commerce
and-incorporates the provisions of al
prior amendments.

Szc. 2. Organization and Structure
The principal organization structure an
line of authority of DIBA shall be a
depicted in the attached organizatlor
chart (Exhibit 1). A copy of the or.
ganization Chart Is attached to thi
original of this document on file in th
Office of the Federal Register.

SEC. 3. Office of the Assistant Secretar
for Domestic and International Busi.
ness. .01 The Assistant Secretary 1o

Domestic and International Business
determines policy, directs the prograhs
and Is responsible for all activities of
DIBA.

.02 The Deputy Assistant Secretary
for Domestic and International Business
shall perform such duties as the Assist-
ant Secretary shall assign; shall carry
out the Assistant Secretary's respon-
sibilities in connection with the Defense
Production Act of 1950 as amended and
extended; and shall assume the duties of
the Assistant Secretary during the lat-
ter's absence.

SEc. 4. Staff Offices. .01 The Office of
Field Operations shall serve as the De-
partment's principal medium of contact
with the business community at local
levels for the functions listed below, most
of which will be performed through Re-
gional Offices and subordinate District
Offices located throughout the country
(Exhibit 2). A copy of Exhibit 2 Is at-
tached to the original of this document
on file in the Office of the Federal
Register.

a. Ascertaining the needs and desires
for information and assistance relevant
to the private economy that fall within
the scope of Commerce's responsibilities,
arranging or participating in the effec-
tive. delivery of Commerce's business-
related Information products, and as-
sisting in' the planning and design of
additional business information;

b. Providing local assistance and serv-
ice to business communities in utilizing
information and related business aids of
Commerce and of other agencies, and
performing the field work aind services
involved in the programs of DIBA, and
for other organizations of Commerce as
may be arranged from time to time;

c. Promoting participation of the gen-
eral business community in the resolu-
tion of economic and business problems
of the Nation;

d. Publishing the "Commerce Business
Daily"; "

e. Through the Regional or District
Offices located In the ten Uniform Fed-
eral Regional Council Cities, serving a
the Department's principal coordinato
at the regional level for Federal Pre-
paredness Planning, Crisis Management
and Emergency Operations. Accordingly
the Office Directors In the ten cities (i.e.
Boston, New York, Philadelphia, Atlanta
Chicago, Dallas, Kansas City, Denver
San Francisco and Seattle), having beer
designated Regional Emergency Coordi-
nators, acting in accordance with in.
structions and guidance issued by th(
Director, Departmental Office of Emer-
gency Readiness, through the Office o
Field Operations, shall represent thi
Secretary and shall be the principal ad.
'visory and contact point for the Depart.

d ment for emergency readiness matters h
their respective areas; and

f. The DIBA field structure shall be a
- depicted in Exhibit 3 to this order. -J
e copy of Exhibit 3 is attached to the orig

inal of this document on file in the Offic
of the Federal Register.
- .02 The Office of Public Affairs shal

- advise DIBA officials and organizationa
r elements on all public affairs and infer

mation service matters: provide con-
tralized Information services for DIMA;
conduct and be responsible for all DIBA
publications programs, consonant with
the provisions of Department Organiza-
tion Order 20-9, "Office of Publications";
provide speech writing and scheduling
services for DIBA; and maintain liaison
for DIBA with the Departmental Office
of Publications, the Departmental Office
of Communications, and the news and
trade media consonant with the provi-
sions of Department Organization Order
15-3, "Office of Communications."

SEc. 5. Deputy Assistant Secretary for
International Economic Policy and Rc-
search. The Deputy Assistant Secretary
for International Economic Policy and
Research who shall head the Interna-
tional Economic Policy and Research
staff shall assist and advise the Assistant
Secretary in the research, analysis and
formulation of International economic
and commercial programs and policies
relating to trade, finance and invest-
ment, and competitive assessment; shall
initiate and review research studies on
developments affecting U.S. trade and
commercial interests abroad and provide
statistical information and analysis on
the foreign trade of the U.S. and of for-
eign countries; shall be responsible for
development and coordination of policy
formulation within DIBA; represent the
Department in international trade and
other negotiations; and supervise the
Department's interagency policy role in
such organizations as the National Secu-
rity Council, the Council on Interna-
tional Economic Policy, the Office of the
Special Trade Representative, and the
National Advisory Council on Interna-
tional Monetary and Financial Policies.
The Deputy Assistant Secretary shall be
assisted by a Deputy Staff Director who
shall perform the functions of the Dep-
uty Assistant Secretary In the latter's
absence. The Deputy Assistant Secretary
shall direct the activities of the following
organizational units:

.01 The Office o1 International Trade
Policy shall be responsible for the devel-
opment and Implementation of the Do-
partment's positions on all aspects of U.S.
international trade policy, Including
trade legislation and Tariff Commission
findings, trade negotiations, consulta-
tions with Industry, and trade and com-
mercial policy relations with individual
countries, regional economic groupings,
and international organizations. For all

* such trade policy matters, the Office shall
represent the Department on interagency

* committees, and In international meet-
i tngs on trade policy matters; analyze

e and comment on relevant legislative pro-
- posals; prepare the Department's post-
- tions on Tariff Commission findings, bl-
1 lateral trade policy Issues and bilateral

trade negotiations; manage the con-
sultations with U.S. Industry In support

& of multilateral trade negotiations; ana-
- lyze and act on International tran.porta-
e tion and insurance problems affecting

U.S. business; maintain relationshipa
1 and representation with business and
- trade groups; and, through appropriate

FEDERAL REGISTER, VOL 40, NO. 43-TUESDAY, MARCH 4, 1975



NOTICES

channels, make representations to for-
eign governments on behalf of U.S. busi-
ness on the maintenance of their full
rights under the terms of treaties and
international agreements of the United
States. In carrying out these responsi-
bilities, the Office shall coordinate inter-
national trade policy issues among the
DIBAI components.

.02 The Office of International Fi-
nance and Investment shall be responsi-
ble, for the development and imple-
mentation of the Department's policies
relating to international investment, fi-
nance, monetary affairs, U.S. and foreign
taxation, standards, patent and copy-
right protection, and related matters
arising from the international commer-
cial and investinent operations of U.S.
firms. The Office shall also carry out
DIBA's responsibilities for the conduct
of a study of foreign direct investment in
the United States in 1974.

.03 The Office of Competitive Assess-
ment shall assess the competitiveness of
American industry in domestic and in-
ternational markets. This shall include
studies of specific industries, sectors, and
functions of the American economy and
major foreign economies for the purpose
of anticipating shifts in competitive con-
ditions, and analyses of key competitive
factors within and across industries in
the U.S. and abroad.

.04 The Office of Economic Researclh
shall conduct research studies on ,de-
velopments affecting U.S. trade and com-
mercial interests abroad; shall be re-
sponsible for the development and coor-
dination of econometric models con-
cerned with longer-term U.S. trade and
investment projections; and shall serve
as liaison with U.S. Government research
and intelligence agencies as well as with
private research groups.
See. -6. Directorate of Administrative

Management. The Deputy Assistant Sec-
retdarY for Administrative Management,
DIBA, shall be the principal assistant
and advisor to the head of DIBA on ad-
ministrative management matters and
shall direct the activities of the Direc-
torate of Administrative Management
which shall provide administrative man-
agement services for all DIBA organiza-
tional components. The Deputy Assistant
Secretary shall be assisted by a Deputy
Director who shall perform the functions
of the Deputy AsSistant Secretary iii the
latter's absence. The functions of the

'Directorate shall be carried out through
the principal organizational elements as
prescribed below:

.01 The Offibe of Personnel shall de-
velop and adffiinister personnel manage-
ment programs including recruitment,
placement, employee development, clas-
sification, labor-management relations,
equal employment opportunity, and em-
ployee relations and provide liaison with
the Departmental Office of Personnel.

.02 The Office of.Management and
Systems shall provide management, or-
ganization and systems analysis, includ-
ing management itudies and surveys and
organizational planning studies; conduct
a position management program; coor-
dinate ADP systems development and

the DIBA program management Infor-
mation system; perform the committee
management directives manngement,
records disposition management, forms
management, files management, and re-
ports management functions for DIBA;
coordinate GAO and Departmental au-
dits within DIBA; and provide lialson
with the Departmental Office of Organi-
zation and Management Systems.

.03 The Office of Administrative Sup-
port shalt provide administrative and
support services including personnel,
physical, and document security; safety;
correspondence control; parking and
space management; shall provide pro-
curement liaison; and shall coordinate
and process communications between the
Department of Commerce and posts
abroad, consistent with any administra-
tive agreements between the Assistant
Secretary for Domestic and International
Business and the Assistant Secretary for
Administration.

.04 The Off ce of Budget shall develop
the DIBA program structure and pro-
gram memorandum; assess program ef-
fectiveness; formulate, present, and exe-
cute the budget for DIBA; effect finan-
cial and budgetary controls; prepare
budget reports; and provide liaison with
the Departmental Office of Budget and
Program Analysis.

See. 7. Bureau of International Com-
merce (BIC). The Deputy Assistant Sec-
retary for International Commerce shall
assist and advise the Assistant Secretary
on export expansion, and shall serve as
National Export Expansion Coordinator.
Within the framework of overall DIBA
goals, the Deputy Assistant Secretary
shall determine the objectives of the Bu-
reau-a mainline component of DIBA-
formulate policies and programs for
achieving those objectives, and direct the
execution of Bureau programs. The Dep-
uty Assistant Secretary shall be respon-
sible for representing the interests of the
Department to other agencies with re-
gard to the official representation of U.S.
commercial interests abroad. The Deputy
Assistant Secretary shall be assisted by a

'Deputy Director who shall perform the
functions of the Deputy Assistant Sec-
retary In the latter's absence. The func-
tions of tha Bureau shall be carried out
through its principal organizational ele-
ments as prescribed below:

.01 The Office of Market Planning
shall provide principal planning and
strategy development for the Bureau.
shall develop and review Bureau role,
objectives, and operating plans on a
worldwide basis, shall Identify those sec-
tors of U.S. industry with the greatest
export growth potential and examine for-
eign markets offering the greatest export
opportunities to U.S. industry; shall de-
Yelop guidelines for allocation of re-

,sources for DIBA-sponsored export pro-
grams; shall establish "intensive promo-
tion cycles" for BIC export expansion
activities; shall measure and evaluate
Bureau programs, and shall coordinate
the development of Bureau publications,
communications programs, information
systems, 'country commercial programs,

and the Office of Field Operations/BIC
agreement.

.02 The Office of Export Development
shall conduct activities. in the United
States designed to stimulate export mar-
keting in all segments of the domestic
economy which have the capability to
export; shall develop promotional activi-
ties for increasing national awareness of
export potentials and benefits, and for
improving Government/business coop-
eration in export development; shall be
the focal point for the export expansion
activities Involving DIBA district offices;
shall provide information on commercial
participants In world trade and furnish
specific trade investment opportunities to
U.S. businessmen; shall assist qualified
US. firms in achieving maximum par-
ticlpation In major systems and develop-
ment projects abroad; shall provide coor-
dination for DIBA participation in
domestic trade fairs; shall encourage
foreign direct capital investments and
licensing by foreign firms in the United
States; and shall provide information
and other services consistant with US.
balance of payments policies and objec-
tives, to U.S. firms undertalig invest-
ments overseas.

.03 The Office of International Afar-
keling shall provide overseas marketing
assistance fo US. companfeq tbough
a variety of informational and promo-
tional techniques; shall plan and imple-
ment; individual country programs to
supDort the marketing needs of US. busi-
ness on a targeted industry, product, and
market basis, and shall maintain appro-
priate information services for all such
activties; shall direct the exhibitions
program at commercial trade fairs and
U.S. trade centers; and shal have re-
sponsibility for carrying out any activi-
ties resulting from the participation of
the United States in the International
Exposition on the Environment at
Spokane, Washington.

Sec. 8. Bureau of Resources and Trade
Assistance. The Deputy Assistant Secre-
tary for Resources and TraifeAssWfsance
shall determine the objectives of the
Bureau-a mainline component of
DIBA-formulate the policies and pro-
grams for achieving those objectives, and
direct execution of the programs. The -
Deputy Assistant Secretary shall be as-
sisted by a Deputy Director who> shall
perform the-functions of the Deputy As-
sistant Secretary In the latter's absence.
The functions of the Bureau shall be car-
ried out through Its principal organiza-
tional elements as prescribed below:

.01 The Office of Import Programs
shal deal with import problems involv-
ing industries experiencing difficulties
from import competition and on prob-
lems in the field of international trade
in primary commodities. For such im-
port-impacted Industries,. and as other-
wise required, it shall maintain inter-
agency relationships and coordinate
legislative comment, international nego-
tiations, and representation with busi-
ness and trade groupr. It shall process
applications for duty free importation of
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educational, scientific and cultural mate-
rials; process applications to import for-
eign excess property Into the United
States; perform staff work pertaining to
the allocation of watches and watch
movements among producers In the Vir-
gin Islands, Guam, and American Samoa;
provide executive secretarial services and
administrative support to the Foreign-
Trade Zones Board; analyze information
pertaining to international, trade In
selected industrial products and analyze
developments affecting U.S. imports of or
international trade In primary commodi-
ties; and represent the Department in
U.S. Government participation in inter-
national agreements and arrangements
on commodities and industrial products.

.02 The Office of Textiles shall con-
duct studies and analyses of the fiber,
textile and apparel sector of the indus-
trial economy; provide interpretive data
on trends affecting the sector's economic
stability, and recommend appropriate
Government action to Improve the eco-
nomic position of the sector; participate
in administration and negotiation of in-
ternational and bilateral textile agree-
ments; and coordinate interagency rela-
tions, legislative comment, and liaison
with relevant industry and trade grolps.

.03 The Office of Trade Adjustment
Assistance shall recommend policies and
procedures concerned with trade adjust-
ment assistance matters and implemen-
tation of applicable provisions of the
Trade Expansion Act of 1962; recom-
mend policies and procedures of adjust-
ment assistance to minimize the adverse
effects of Import competition on indus-
try; and administer the Trade Adjust-
ment Assistance program.

.04 The Office of Energy Programs
shall be responsible for the Department's
energy programs including energy policy
development, comment on legislative pro-
posals, and coordination of existing and
proposed Commerce energy programs;
shall be the principal point of contact for
development of policy and programs for
the stimulation of domestic energy pro-
duction and the development of new
energy resources; provide staff assistance
to the Department's representative on the
oil Import Appeals Board; and shall
monitor certain energy-related commod-
ties for short supply export controls.

Sec. 9. The Bureau of Domestic Com-
merce. The Deputy Assistant Secretary
for Domestic Commerce shall iletermine
the objectives of the Bureau-a main-
line component of DIBA-formulate
policies and programs for achieving those
objectives, and direct execution of the
Bureau's programs. The Deputy Assistant
Secretary shall be assisted by a Deputy
Director who shall perform the functions
of the Deputy Assistant Secretary in the
latter's absence. The functions of the
Bureau shall be carried out through Its
principal organizational elements as pre-
scribed below:

.01 The Office of Industriaz Mobiliza-
tion shall perform national defense and
industrial mobilization functions, as fol-
lows: assist in achieving, through ad-
ministration of priorities and allocations
and other means, an adequate supply of

NOTICES-

strategic, critical, and other products and
materials for defense and defense-sup-
porting activities and essential civilian
needs, including the timely completion of
current military, atomic energy, and
space programs for production, construe-
tion, and research and development; and
participate in the development of na-
tional plans to assure maximum readi-
ness of the industrial resources of the
United States, including the means for
administering them, to meet any future
demands of any national emergency.

.02 The Office of Business and Legis-
lative Issues shall provide analyses and
quantitative assessmeits of domestic
business and legislative issues that sup-
port, supplement or complement activi-
ties of other elements of the Domestic
and International Business Administra-
tion, the Departmept, or other agencies
of the Government engaged in develop-
ing and evaluating domestic business
policy options.

.03 The Office of Business Research
and Analysis shall collect, maintain, and
analyze domestic and international data
on individual commodities and indus-
tries, such as production, pricing, inven-
tories, marketing, labor, financing, taxa-
tion, and location and size of companies,
exclusive of data related to the fiber,
textile, and apparel sector of the indus-
trial economy, which shall be the re-
sponsibility of the Bureau of Resources
and Trade Assistance. (The fiber, textile
and apparel sector of the industrial
economy shall be the responsibility of
the Bureau of Domestic Commerce In-
sofar as required for the administration
of the Defense Production Act of 1950,
as amended.) This Information will be
used in support of policy decisions and
program actions by the Bureau of Do-
mestic Commerce, the Department of
Commerce, and other areas of the Gov-
ernment. The Office shall monitor prob-
lem commodities for short supply export
controls.

The Office shall also certify U.S. firms
as "bona fide motor-vehice manufac-
turers" qualified to trade under the pro-
visions of the U.S.-Canadian Automo-
tive Agreement, and prepare the Presi-
dent's Annual Report to Congress con-
cerning implementation of the Automo-
tive Products Trade Act of 1965.

.04 The Office of Ombudsman for
Business shall serve as a focal point for
business assistance, consultation, and
advice; receive and respond to inquiries
from business and industry, the Con-
gress, other agencies of the Government,
and the public; identify and take action
to clarify business concerns involving
Government policies and programs;
serve as the Department contact In con-
sumer affairs matters with other Gov-
ernment agencies, business and public
organizations. In carrying out its func-
tions, the Office shall not represent,
intervene on behalf of, or otherwise
seek to assist business and individuals
on specific matters, cases, or issues be-
fore Federal regulatory agencies or be-
fore Federal departments exercising a
regulatory function with respect thereto;
nor shall It participate in, intervene In

regard to, or in any way seek to Influ-
ence, the negotiation or renegotiation
of the terms of contracts between busi-
ness and the Government.

Sec. 10. The Bureau of East-West
Trade. The Deputy Assistant Secretary
for East-West Trade, shall determine
the objectives of the Bureau-a main-
line component of DIBA-formulate
policies and programs for achieving
those objectives and direct execution of
the programs. The Deputy Assistant Sec-
retary shall be assisted by a Deputy
Director who shall perform the functions
of the Deputy Assistant Secretary in the
latter's absence. The objectives, policies
and programs of the Bureau of East-
West Trade shall related to the U.S.S.R.,
People's Republic of China, Poland, Ro-
mania, Czechoslovakia, Hungary, Bul-
garia, Albania, East Germany, the So-
viet zone of Berlin, and certain other
areas of the world with similar eco-
nomic/political structures, and, where
necessary for export control purposes,
shall relate to other countries. The func-
tions of the Bureau shall be carried out
through Its principal organizational ele-
ments as prescribed below:

.01 The Office of East-West Trade
Development shall, with regard to the
countries and areas specified, be respon-
sible for the development and Implo-
mentation of policy and program recom-
mendations with regard to trade and
other commercial relations; gathering
lnformation bearing on commercial rela-
tons and providing advisory services and
information for U.S. firms or industrial
groups; developing and disseminating
studies of market potential for U.S. trade
with these countries and areas; develop-
ing and executing programs, In coopera-
tion with the Bureau of International
Commerce and, as appropriate, other
parts of the Department, for U.S. trade
promotional events and trade missions to
the specified countries and areas; co-
ordinating activities relating to foreign
commercial services and commercial rep-
resentation In these countries; and pro-
viding country and area Information and
advice on trade and relations with such
areas for the U.S. co-chairmen of joint
trade commissions.

.02 The Office of East-West Trade
Analysis shall, with regard to the spec-
mfied countries and areas, carry out
economic analyses of trade and other
commercial relationships with such
countries; provide analytical support for
the development of trade policy and the
conduct of trade negotiations; apply
operations and systems analysis tech-
Iques to the problems faced by the United
States In Its trade with the speoilled
countries and areas and to the Impact of
third country economic activities on such
trade; provide for the collection, catalog-
Ing, and retrieval of relevant East-West
trade Information; and propose and
monitor contracts for studies pertaining
to East-West trade.

.03 The Office of the Joint Commis-
sion Secretariat shall provide executive
secretariat services to U.S. joint commer-
cial commissions with the U.S.S.R.,
Poland, and as may be established with
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other countries; maintain broad East-
West. trade contracts and two-way In-
formation flow with U.S. and foreign In-
dustry groups, trade associations, univer-
sities, and other non-governmental or-
ganizations; develop and maintain in
accord with applicable department
orders, and with the assistance of the
Office of East-West Trade Analysis,
storage and retrieval systems for in-
formation in the Bureau's areas of in-
terest, and propose contracts for such
systems; and provide: coordination of
Bureau-related publications, legislative
comment and interagency studies.

.04 The Office of Export Administra-
ti n shall administer and, in conjunction
with the Departmental Office of the Gen-
eral Counsel, enforce the regulations and
programs required to carry out Depart-
mental responsibilities under the Export
Administration Act of 1969, as amended;
develop policies and measures for the
administration of U.S. exports of com-
modities and technical data; seek, in
collaboration with other Federal agen-
cies, the adoption by foreign countries
of such controls over their exports as
will assist the policies of the United
States with respect to trade between the
free world and the, specified countries
and areas, and with such other areas as
national security and foreign policy may
require; andprovide secretariat and sup-
port services to the Advisory Committee
on Export Policy, the Export Adminis-
tration Review Board, and Technical Ad-
visory Committees established under the
Export Administration Act of 1969 as
amended.

TnToN H_ DOBBIN,
Assistant Secretary for Do-

xrne st i c and -International
Business.

"GUY W. .CmAmERLn, Jr,
-Acting Assistant Secretary

for Administration.
[R Doo.75-5722 Flied 3-3-75;8:45 am]

[order 35-4A; Admn. 21 -

SOCIAL AND ECONOMIC STATISTICS
ADMINISTRATION

Department Organization
Thisjrder, effective February 11, 1975,

furthb. amends the material appearing
at 37 FIR 3461 of February 16, 1972; and
38 FR 9451 of April 16, 1973.,

Department Organization Order 35-4A
dated January- 1, 1972, is hereby fur-
ther amended as follows:

Sec. 3. Delegation of Authwry. A new
subparagraph .Olf. is added to read:

f. The Forelgn Investment Study Act
of 1974 (Pub. L. 93-479), -88 Stat.
1450), which provides for a comprehen-
sive, overall study of foreign direct, in-
vestments in the United States. The
functions thereunder shall be carried
out in close coordination with the As-
sistant Secretary for Domestic and In-
ternational Business (Department Orga-
nization Order 10-3, paragraph 4.01w.),
includingthereunder to the extent feas-
ble the divlsion or assignment of respon-,
sibilities. Anyr regulations established to

carry out functions under the Act and
reports to be submitted to the Congress
are to be issued by the Secretary.

F=EUzc B. DzNT
Secretary of Commerce.

Guy W. CHuaznr, Jr..
Acting Assistant Secretary

for Administration.
IPH Doc.'75-5721 Piled 3-3-75;8:45 am]

DEPARTMENT OF HEALTH,
EDUCATION, AND WELFARE

Office of Education
BILINGUAL VOCATIONAL TRAINING

Closing Date for Receipt of Applications
Notice is hereby given that, pursuant

to the authority contained in section 194
(a) of Part J of the Vocational Education
Act, as added by section 841(a)7 of the
Education Amendments of 1974, Pub. I.
93-380, applications are being accepted
for bilingual vocational training project
grants and contracts. Processing of these
applications will be subject to the avail-
ability of funds.

Applications must be received by the
U.S. Office of Education, Application
Control Center on or before April 11, 1975.

A. Applications sent by mail. An appll-
cation sent by mail should be addressed
as follows: U.S. Ofiice of Education, Ap-
plication Control Center, 400 Maryland
Avenue, SW., Washington, D.C. 20202,
Attention 13.558. An application sent by
mail will be considered to be received on
time by the Application Control Center
if:

(1) The application was sent by regis-
tered or certified mail not later than
April 7, 1975, as evidenced by the U.S.
Postal Service postmark on the wrapper
or envelope, or on the original receipt
from the U.S. Postal Service; or

(2) The application Is received on or
before the closing date by either the De-
partment of Health, Education, and Wel-
fare, or the U.S. Office of Education mall.
rooms in Washington D.C. (In establish-
ing the date of receipt, the Commissioner
will rely on the time-date stamp of such
mall rooms or other documentary evi-
dence of receipt maintained by the De-
partment of Health, Education, and Wel-
fare, or the U.C. Office of Education.)

B. Hand delivered applications. An ap-
plication to be band delivered must be
taken to the US. Office of Education Ap-
plication Control Center, Room 5673,
Regional Office Building Three, 7th & D
Streets, SW., Washington, D.C. Hand
delivered applications will be accepted
daily between the hours of 8 am. and
4 pm. Washington, D.C. time. except on
Saturdays, Sundays, or Federal holidays.
Applications will not be accepted after
4 pa.n on the closing date.

C. Program information and form. (1)
Information and application forms may
be obtained fiom the Division of Re-
search and Demonstration, Bureau of
Occupational and Adult Education, U.S.
Office of Education, Regional Olice
Building Three, Room 5020, 7th and D
Streets, SW, Washington, D.C. 20202.

(2) To be eligible for review by the
U.S. Office, of Education, applications
shall be submitted to the State Board for
Vocational Education, for comment and
should include the comment 'of that
State board or agency with the applica-
tion as required by Section 196(b) of
Part J (20 U.S.C. 1261). All applications
must be submitted in accordance with 45
CFR. Part 103, Subpart E, of the pro-
gram regulations.

D. State Board for Vocational Educa-
tion comment. An application received by
the U.S. Office of Education in accord-
ance with the notice of closing date and
time requirement, not containing com-
ments of the State Board for Vocatonal
Education will be eligible :or revievr.
However, this does not waive the State
Board for Vocational Education com-
ment requirement. Therefore, all appli-
cants have ten (10) calendar days fol-
lowing the first State Board meeting
held, after the application was submitted
to the US. Office of Education, to submit
comments only of the State Board for
Vocational Education to the US. Offic
of Education. State Board for Vocational
Education comments submitted apart
from the application are to be submitted
to the Division of Research anc. Demon-
stration, Bureau of Occupational and
Adult Education, Office of ducation,
Regional Office Building Three, Romi
5020,7 th & D Streets, SW., Washangton,
D.C. 20202. An application submitted
not containing comments of the State
Board for Vocational Education shall in-
dicate the date of the State Board for
Vocational Education meeting when the
application will be reviewed for com-
ment. In the event the State Board for
Vocational Education is reluctant in
providing timely comment on the appli-
cation, the applicant shaln notify the
Demonstration Branch, Division of Re-
search and Demonstration, Burmu of
Occupational and Adult Education, U.S.
Office of Education, Regional Office
Building Three, Room 5020, Washington,
D.C. 20202, (202-245-2614) of the cir-
cumstances. Upon such notification U.S.
Office of Education officials will intervene
and follow-up in obtaining State Board
for Vocational Education comments.

B. Eligible applicants. The following
are eligible for grants or contracts, as
set forth in section 194(a) of the Act
and § 103.43 of the regulations.

(1) State agencies; (2) Local educa-
tional agencies; (3) Postsecondary edu-
cational institutions; (4) Private non-
profit vocational training institutions;
and (5) Nonprofit educational or train-
ing organizations especially created to,
serve a group whose language as nor-
nmally used Is other than English (sub-
stantiate eligIbity).

Private for-profit agencies and orga-
nLations are only eligible for contracts.

F. Awards. Maximum award shall not
exceed 12 months.

G. Applicable regulations. The regula-
tions applicable to this program include
the Office of Education General Pmrovi-
slons Regulations (45 CFR 100a) and the
regulations on Bilingual Vocational
Trining (45 CFR Part 103 Subpart E)
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published In the proposed rules -section
of this issue of the FEDmn REaIsT. 
(20 U.S.C. 1393-1393f)

(Catalog of Federal Domestic Assistance
Number 13.658; Bilingual Vocational Train-
ing).

Dated: February 24, 1975.
T. H. BELL,

U.S. Commissioner of Education.
IFR Doo.75-5706 riled 3-3-75;8:45 am]

EDUCATION AMENDMENTS OF 1974
Notice of Conferences

Notice is hereby given that the Bureau
of School Systems is sponsoring four
conferences In the following cities on
the dates specified:

San Jose, California, March 13-14.
Dallas, Texas, March 17-18.
Atlanta, Georgia, March 20-21.
Washington, D.C., March 24-25.
The primary purpose of these confer-

ences Is to discuss implementation of the
"Education Amendments of 1974" (Pub.
L. 93-380) and those regulations which
have been published in the FEDERA. REG-
isEa prior to the conferences. There
will be discussions to plan for specific
actions essential to the Implementatio
of the legislation. Assistance will be given
to State educational agency personnel
and other interested parties In resolving
specific questions and concerns with re-
gard to Pub. L. 93-380. Also, material
will be provided which will be of assist-
ance to SEA personnel and others In car-
rying out programs relative to imple-
mentation of the Amendments In their
own State.

Signed at Washington, D.C. on Febru-
ary 27,1975.

ROBERT R. WHEELEM,
Acting Deputy Commissioner,

Bureau of School Systems.
IFr Doc.76-5701 Filed 3-3-75; 8:45 am]

National Institutes of Health
AUTOMATION IN THE MEDICAL LABORA-

TORY SCIENCES REVIEW COMMITTEE
Meeting

Pursuant to Pub. L. 92-463, notice is
hereby given of the meeting of the Auto-
mation In the Medical Laboratory
Sciences Review Committee, April 23-24,
1975, 9 a.m., National Institutes of
Health, Building 31A, Conference Room
5. This meeting will be open to the public
on April 23 from 9 a.m. to 12 noon for
opening remarks and general discussion.
Attendance by the public will be limited
to space available. In accordance with
the provisions set forth In sections 552
(b) (4) and 552(b) (6), Title 5, U.S. Code
and section 10(d) of Pub. L. 92-463, the
meeting will be closed to the public on
April 23 from 12 noon to 5 pam., and
April 24 from 9 aan. to 5 p.m., for the
review, discussion, evaluation, and rank-
Ing of Individual contract proposals. The
proposals contain information of a pro-
prietary or confidential nature, Includ-
ing detailed research protocols, designs,

and other technical information; finan-
cial data, such as salaries; and personal
information concerning individuals as-
sociated with the proposals.

Mr. Paul Deming, Research Reports
Officer, NIGMS, Building 31, Room-
4A46, Bethesda, Maryland 20014, Tele-
phone: 301-496-5676, will provide a
summary of the meeting and a roster of
committee members.

Dr. Robert S. Melville, Executive Sec-
retary, Automation In the Medical
Laboratory Sciences Review Committee,
Westwood Building, Room 954, Bethesda,
Maryland 20014, Telephone: 301-496-
7081, will furnish substantive program
information.

Catalog of Federal Domestic Assist-
ance Program No. 13-860, National In-
stitute of General Medical Sciences,
National Institutes of Health.

Dated: February 21, 1975.
SuZAmn L. IREEAU,

Committee Management Officer,
National Institutes of Health.

[FR Doo.75-5600 riled 3-3-75;8:45 am]

BOARD OF SCIENTIFIC COUNSELORS
Meeting

Pursuant to Pub. L. 92-463, notice is
hereby given of the meeting of the
Board of Scientific Counselors, National
Institute of Allergy and Infectious DIS-
eases, May 23-24, 1975, National Insti-
tutes of Health, Building 31-C, Confer-
ence Room 8. This meeting will be Open
to the public from 9 am. to 5 p.m. on
May 23-24, to review selected research
activities of the intramural program of
the .National Institute of Allergy and
Infectious Diseases. Attendance by the
public will be limited to space available.

Mr. Robert I Schreiber, Chief, Office
of Research Reporting-and Public Re-
sponse, National Institute of Allergy and
Infectious Diseases, National Institutes
of Health, Building 31, Room 7A34,
B ethesda, Md. 20014, telephone 496-
5717, will provide summaries of the meet-
Ing and rosters of the Board members.

Dr. John R. Seal, Executive Secretary,
Board of Scientific Counselors, National
Institute of Allergy and Infectious Dis-
eases, National Institutes of Health,
Building 5, Room 137, Bethesda, Md.
20014, telephone 496-2144, will provide
substantive program information.

Catalog of Federal Domestic Assist-
ance Program- No. 13-301, National In-
stitutes of Health.

Dated: February 21,1975.
SuzAlum L. FFmmAu,

Committee Management Officer,
National Institutes of Health.

[FR Doo.75-5598 Filed 3-3-75;8:45 am]

BLOOD DISEASES AND RESOURCES
ADVISORY COMMITTEE

-_ Meeting
Pursuant to Pub. L. 92-463, notice Is

hereby given of the meeting of the Blood
Diseases and Resources Advisory Coin-

mittee, National Heart and Lung Insti-
tute, May 19 and 20, 1975, Building 31,
Conference Room 7, National Institutes
of Health.

The entire meeting will be open to the
public from 9 a.m.-5 p.m., May 10
and May 20, 1975, to discuss the status of
the Blood Diseases and Resources pro-
gram, needs and opportunities. At-
tendance by the public will be limited to
space available.

Mr. York Onnen, Chief, Public In-
quiries and Reports Branch, National
Heart and Lung Institute, Building 31,
Room 5A21, National Institutes of
Health, Bethesda, Maryland 20014,
phone: (301) 496-4236, will provide sum-
maries of the meeting and rosters of the
committee members.

Dr. Fann Harding, Special Assistant to
the Director, Division of Blood Diseases
and Resources, National Heart and Lung
Institute, Building 31, Room 4AO5, Na-
tional Institutes of Health, Bethesda,
Maryland 20014, phone: (301) 496-5911,
will furnish substantive program In-
formation.

Dated: February 24, 1975.
- SuzAuNN L. FzrmAv,

Committee Management Offieer,
National Institutes of Health.

[P - Doc.75-5594 Filed 3-3-76:8:46 am]

CLINICAL APPLICATIONS AND
PREVENTION ADVISORY COMMITTEE

Meeting
Pursuant to Pub. L. 92-463, notice is

hereby given of the meeting of the Clini-
cal Applications and Prevention Advisory
Committee, National Heart and Lung In-
stitute, April 17 and 18, 1975, National
Institutes of Health, Building 31, Con-
ference Room 4.

This meeting will be open to the public
on April 17 and 18, 1975, from 8:30 a.m.
to 9:30 am. to discuss the current stage
of progress of the Multiple Risk Factor
Intervention Trial and the Hypertension
Detection and Follow-Up Program. At-
tendance by the pfiblic will be limited to
space available. In accordance with the
provisions set forth In sections 552(b) (4),
and 552(b) (6), Title 5, U.S. Code and
section 10(d) of Pub. L. 92-463, the
meeting will be closed to the public on
April 17 and 18, 1975, from 9:30 am. to
adjournment, for the review and dis-
cussion of contract proposals, the Co-
ordinating Center of the Multiple Risk
Factor Intervention Trial proposal and
the Hypertension Detection and Follow-
Up Program contracts. These proposals
contain information of a confidential na-
ture, including details of the clinical trial
results and other technical information;
financial data, such as salaries; and per-
sonal information concerning Individuals
associated with the contract proposals
being reviewed.

Mr. York Onnen, Chief, Public Inquir-
ies and Reports Branch, National Heart
and Lung Institute, Building 31, Room
5A21, National Institutes of Health, Be-
thesda, Maryland 20014, phone (301)
496-4236, will provide summarles of the
meeting and rosters of the committee
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members. Dr.-William J. Zukel, Executive
Secretary of th,e Committee, Landow
Building, Room C809, phone (301) 496-
2533, will furnish substantive program
information.

Catalog of Federal Domestic Assist-
ance-Program No. 13.83.7, National Insti-
tutes of Health.

Dated: .February 21, 1975.
SUZAMM L. FREMAU,

Committee Management Officer,
. National Institutes of Health.

[FR Doc.75-5595 Filed 3-3-75;8:45 am]

CLINICAL TRIALS COMMIITEE A AND
DEVELOPMENTAL THERAPEUTICS COM-
MITTEE A

Notice of Establishment
The Director, National Institutes of

Health, announces the establishment on
February 6, 1975 of the advisory commit-
tees indicated below by the Director, Na-
tional Cancer Program, National Cancer
Institute under the authority of section
410(a) (3) of the Public Health Service
Act (42 U.S.C. 286d). Such advisory com-
maittees shall be governed by the provi-
sions of the Federal Advisory Committee
Act (Pub. L. 92-463) setting forth stand-
ards governing the establishment and use
of advisory committees.

Name:' Clinical Trials Committee A, De-
velopmental Therapeutics Committee A

Purpose: These committees provide t9
the Director, NcI and the Director, Divi-
sion-of Cancer Treatment, NCI, advice
on the technical competence of contract
proposals submitted to the National Can-
cer Institute in the areas of clinical trials
and developmental therapeutics for the
program of the Division of Cancer Treat-
-ment. Authority for these committees
will expire February 6,1977.

Dated: February 25,1975.
R. W. LawOr'-HAkvRs,

Acting Director,
National Institutes of Health.

IPR Doc.75-5593 Piled 3-3-75;8:45 aml

CONTRACEPTIVE EVALUATION RESEARCH
CONTRACT REVIEW COMMITTEE

Meeting
Pursuant to Pub. L. 92-463, notice is

hereby given of the meeting of the Con-
traceptive Evaluation Research Contract
Review Committee, National Institute
of Child Health and Human Develop-
ment, April 16, 1975, Building 31, Wing
A, Conference Room 3, National Insti-
tutes of Health, Bethesda, Maryland.

The entire meeting will be open to the
public from 9 am. to 5-p.m. on-April 16

- for review of the current program and
discussion of the FY 1976 budget and
program development. Attendance by
the Public will be limited to space avail-
able. Mrs. Marjorie Neff,- Committee
Management *Of6cr, NICBD, Ladow
Building, Room C-603, National Insti-
tutes -of "Health, Bethesda,, Maryland,
Area Code 301, 496-1756, will provide

summaries of the meeting and rosters
of the committee member,
. Dr. Heinz W. Berendes, Chief, Con-
traceptive Evaluation Branch, Center
for Population Research, ICHD Landow
Building, Room A-714, National Insti-
tutes of Health, Bethesda, Maryland,
Area Code 301, 496-4924, will provide
substantive program information.

Catalog of Federal Domestic Assist-
ance Program No. 13.832, National In-
stitutes of Health.

Dated: February 21,1975.
Suwnrs L. lFmmAu,

Committee Management Officer,
National Institutes o1 Health.

[FR Doc.75-5599 Plied 3-3-75;8:45 am]

LIPID METABOLISM ADVISORY
COMMITTEE

Notice of Meeting
Pursuant to Pub. L. 92-463, notice Is

hereby given of the meeting of the Lipid
M etabolism Advisory Committee, Na-
tional Heart and Lung Institute on
March 24-25, 1975, from 8:30 am. to
5 p.m., in Building 31, Conference Room
3, Bethesda, Maryland. This meeting will
be open to the public from 8:30 a.m. to
1 p.m. on March 24, 1975, to discuss
administrative, reports. Attendance by
the public will be limited to space avail-
'able.

In accordance with the provisions set
forth in sections 552(b) (4) and 552(b)
(6), Title 5, U.S. Code and section 10(d)
-of Pub. L. 92-463, the meeting of the
Committee will be closed to the public
on March 24 from 1 p.m. to 5 p.m. and
on March 25, 1975, from 8:30 an.m to
5 p.m., for the review, discussion and
evaluation of renewal proposals of ap-
proximately 15 LIpid Research Clinic
Program contracts. The contract pro-
posals contain Information of a pro-
prietary or confidential nature, includ-
ing detailed research protocols, designs,
and other technical information; finan-
cial data, such as salaries; and personal
information concerning individuals as-
sociated with the contracts.

Mr. York Onnen, Chief, Public In-
quiries and Reports Branch, NH=TI
National Institutes of Health, Building
31, Room 5A21, Bethesda, Maryland
20014, (301) 496-4236, will provide sum-
maries of the meeting and rosters of the
committee members. .

Dr. Basil M. RifkInd Chief, Lipid
Metabolism Branch, NHLI, Building 31,
Room 4A18, (301) 496-1681, wil furnish
substantive program information.

Date: February 19,1975.
. SUZANN L. FnREAr,

Committee Management Officer,
National Institutes of Health.

[FR Doc.'75-5597 Filed 3-3-75;8:45 am]

PULMONARY DISEASES ADVISORY
COMMITTEE

Meeting
Pursuant to Pub. L. 92-463, notice Is

hereby given of the meeting of the Pul-

S983

monary Diseases Advisory Committee,
National Heart and Lung Institute, on
April 25 and 26, 1975 in Conference
Room 5, Building 31, National Institutes
of Health, Bethesda, Maryland.

The entire meeting will be open to the
public on April 25, 1975, from 8:30 a.m.
until 6 p.m. lnd on April 26, 1975, from
8:30 am. until 4 p.m. to discuss the
Division of Lung Diseases programs rela-
tive to Pulmonary Academic Awards,
Contracts and Specialized Centers of Re-
search. Attendance by the public will be
limited to space available.

Mr. York Onnen, Chief, Public In-
quiries and Reports Branch, National
Heart and Lung Institute, Building 31,
Room 5A21, National Institutes of
Health, Bethesda, Maryland 20014, phone
(301) 496-4236, will provide summaries
of the meeting and rosters of the com-
mittee members. Dr. Malvina Schweizer,
Executive Secretary of the Committee,
Westrwood Building, Room 6A18, National
Institutes of Health, Bethesda, Maryland
20014, phone (301) 496-7208, will furnish
substantive program information.

Catalog of Federal Domestic Assistance
Program No. 13.838, National Institutes
of Health.

Dated: February 12, 1975.
SUZAN-=m L, FRE1AEU,

Committee Management Officer.
National Institutes of Health.

IFR Doc.75-5596 Piled 3-3-75;8:45 aml

DEPARTMENT OF
TRANSPORTATION

Federal Highway Administration
DARIEN GAP HIGHWAY

Availability of Statement on Environmental
Impact Assessment

The Federal Highway Administration
hereby gives notice that pursuant to 40
CFR 1500.11 It forwarded a final state-
ment of Its Environmental Impact As-
sessment on the environmental Impact of
the Darien Gap Highway, to the Council
on Environmental Quality on Febru-
ary 19,1975. Copies of this documentmay
be obtained from the Ofice of Engineer-
Ing and Traffic Operations, mEO-1., Fed-
eral Highway Administration, 400-7th
Street SW., Washington, D.C. 20590.

Issued on February 24, 1975.
NORERT T. Tmc rN,

Federal Highway Administrator.
[FR Doc.75-5615 Filed 3-3-75;8:45 am]

Federal Railroad Administration
[FRA Waiver Petition No. RST-75--2]

VERMONT
Petition for Waiver of Track Safety

Standards
Notice Is hereby given that the State

of Vermont has petitioned the Federal
Railroad Administration (RA) for a
temporary waiver of compliance with the
requirements for track structure con-
tained In §§ 213.103-213.143 of the FRA
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Track Safety Standards '(49 CFR 213)
for a period to terminate no later than
November 1, 1976.

The trackage for which the waiver is
requested was previously owned by the
Saint Johnsbury and Lamoille County
Railroad Company. The tracks involved
in the petition extend from Saint Johns-
bury to Swanton, Vermont, a distance of
approximately 96 miles.

This trackage was purchased by the
State of Vermont in late 1973 after the
original owners had sought to abandon
the line. After acquiring the property
the State of Vermont established a re-
habilitation program, implementation of
which was begun in May of 1974. Under
this program approximately 56,000 cross-
ties have-been installed and 36,000 tons
of ballast and seven miles of rail have
been replaced. In addition, repair work
on seven bridges and culverts has been
accomplished to date.

In spite of the completion of this work,
portions of the trackage involved do not
conform to the requirements for Class I
track established by FRA. In the next
phase of this rehabilitation program the
Installation of 17,000 crossties, 16 'sets of
switch ties, 20,000 tons of ballast and two
miles of rail is scheduled to be accom-
plished during 1975. The State of Ver-
mont believes that this program will
bring the trackage Into compliance with
FRA requirements for Class I track with
the possible exception of the condition of
some segments of the rail.

In order to permit operations to con-
tinue during the restoration program
this year and, if necessary, during part
of 1976, the State of Vermont is seeking
this temporary waiver. The petitioner
notes that only limited traffic moves over
this line and that the commodities nor-
mally carried are asbestos, talc, grain
and lumber. Present train movements
consist of only one trip in each direction
over this line and that these operate only
sIx days each week.

Interested persons are invited to par-
ticipate In these proceedings by sub-
mitting written data, views, or com-
ments. FRA does not anticipate zcheduT-
Ing an opportunity for oral comment on
these petitions since the facts do not ap-
pear to warrant it. An opportunity to
present oral comments will be provided
however, If requested by any interested
person prior to March 18, 1975. All com;
munications concerning these petitions
should identify the appropriate Docket
Number [FRA Waiver Petition Docket
Number RST-75-2 and should be sub-
mitted in triplicate to the Docket Clerk,
Office of Chief Counsel, Federal Railroad
Administration, Nassif Building, 400
Seventh Street, SW, Washington, D.C.
20590. Communications received before
April 15, 1975 will be considered by the
Federal Railroad Administration before
final action is taken. Comments received
after that date will be considered so far
as practicable. All comments received
wll be available, both before and after
the closing date for communications, for
examination by Interested persons dur-
ing regular business hours in Room 5101,

Nassif Building, 400 Seventh Street,
SW., Washington, D.C. 20590.

This notice Is issued under the au-
thority of 45 U.S.C. 431; and § 1.49(n) of
the regulations of the Office of the Sec-
retary of Transportation, 49 CFR 1.49
(n).

Issued in Washington, D.C. on Febru-
ary 26,1975,

DONALD W. BENNTT,
Chief Counsel.

[FR Doc.75-5658 Piled 3-3-75;8:45 am]

AMERICAN REVOLUTION
BICENTENNIAL ADMINISTRATION

BICENTENNIAL PROJECTS
Guidelines for FY 1975 Revenue Funds

Matching Grant Assistance to Non-Profit
Organizations
At its meeting of February 25, 1975,

the American- Revolution Bicentennial
Board on the basis of a recommenda-
tion by the Administrator approved the
following policy on American Revolution
Bicentennial Administration (ARBA)
use of non-appropriated revenue funds
through the end of the fiscal year end-
Ing June 30, 1975.

POLICY STATEMEr

Section 2(f), section 8, and section 9
(a) (2) of Pub. L. 93-179 relate to the au-
thority of the Administrator to use-non-
appropriated funds. Action is required by
the Board for the establishment of a
policy governing the use of such funds.
Accordingly, the Administrator recom-
mends that revenues available to the
ARBA from the sale of PNC's, commem-
orative medals and the licensing of
commemorative items as authorized un-
der Pub. L. 93-179 be used for the fol-
lowing purposes: (1) Matching grants to
State Bicentennial Commissions and
non-profit entities as provided in section

,9(a) (2) of the Act; (2) transfers to other
Federal departments and agencies for
purposes relating to or in furtherance
of the Bicentennial commemoration as
authorized in section 8 of the Act; and
(3) expenditures by contract or other
means in furtherance of the purposes of
the Act pursuant to section 2(f) of the
Act.

The amount of revenue funds allo-
cated for each category of use shall be
determined by the Board based on recom-
mendations of the Administrator de-
pendent upon availability thereof. For
purposes of initial allocations through the
fiscal year ending June 30. 1975, an
amount not to exceed the amount allo-
cated to State Bicentennial Commissions
($2.2 million) be available for recom-
mendation by the Administrator to the
Board for matching grants for projects
of special national or international sig-
nificance, and for ARBA obligation by
contract or other means to facilitate na-
tional program Initiatives of the ARBA.

Introduction. Also, at its meeting of
February 25, 1975, the American Revolu-
tion Bicentennial Board approved guide-
lines for ARBA FY 1975 revenue funds

matching grant assistance to non-profit
organizations for Bicentennial projects
which are of special national or interna-
tional significance and authorized the
following notice thereof to be published
in the FEDERAL REaSTER.

GD=u=Ns
The American Revolution Bicenten-

nial Administration-has been directed by
the Congress in Pub. L. 93-179 to "stimu-
late and encourage" projects in each of
the 50 States, the District of Columbia,
the Commonwealth of Puerto Rico and
the Territories, as well as projects of na-
tional and international significance. To
the extent funds are available, either
from Congressional appropriations or
from commpmorative sales, ARBA has a
responsibility to provide financial assist-
ance to States as well as to national and
international programs,

In compliance with those Congres-
sional directives pertaining to national
and international Bicentennial programs,
ARBA Is initiating a new program of
matching grants to assist non-profit or-
ganizations sponsoring programs of
special Interest and need. Funding of this
program is authorized by law only from
non-appropriatdd revenues.

Interested persons should contact the
AREA, Office of States, Programs and
Master Calendar, 2401 E Street NW.,
Washington, D.C. 20276, telephone 202/
634-1771 for further Information and
application forms.

GencraZ Inlormation.. As directed by
the ARBA Board, ARBA will make
matching grant awards under this now
program for Bicentennial projects of
special national or international signifl-
cance sponsored by non-profit organiza-
tions, subject to the availability of funds
therefor, through the end of the fiscal
year, June 30, 1975. Such grants will be
made from among applications which
are received within 40 days following
publication of this notice.

This program will be funded solely
with non-appropriated revenues derived
from the sale of commemorative medals
and the licensing of commemorative
items as authorized under Pub. L
93-179. These sales generate limited rev-
enues and are being allocated during FY
75 by the ARBA Board, between this now
program, the on-golng program of as-
sistance to State Bicentennial Commis-
sions, and for ARBA obligations as in-
dicated In the ARBA Policy Statement
above.

The ARBA Board has directed the Ad-
ministrator to review all grant applica-
tions received within the 40-day period,
to advise the Board at each meeting of
the amount of funds available, and to
present for Board consideration those ap-
plications which he recommends for
grant approval.

The completed application form and
all required accompanying materials
must be submitted in duplicate to the
Administrator, American Revolution Bi-
centennial Administration, 2401 E
Street NW., Washington, D.C. 20270.
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General Purpose. The purpose of this
program is to (1) assist the development
and support of Bicentennial programs
and projects of special national and in-
ternational significance' within the
themes of Heritage '76, Festival USA, and
Horizons "76 as referred to in section
4(a) of Pub. L. 93-179-; (2) encourage an
overall balanced program for the Bi-
centennial commemoration within such
themes, geographically across the Nation,
and, to the extent possible, abroad; (3)
give special emphasis to the ideas asso-
ciated with the Revolution which have
been so im.portant in the development of
the United States in world affairs and in
mankind's quest for freedom as provided
in section 4(d) of Pub. L. 93-179; (4) en-
courage maximum interest and par-
ticipation in the Bicentennial by citizens
and institutions; and (5) give special
consideration to projects relevant to or
including participation of youth, women,
minority, ethnic groups and native
Americans.
I Eli gfbilty. ARBA support is limited to
non'-profit organizations which meet the
following criteria:

1. To beeligible to receive grant funds,
a non-profit organization must be deter-
mined to be. tax exempt by the Internal
Revenue Service. Non-profit organiza-
tions, which have been so determined,
must submit a'copy of the IRS letter of
tax exempt status with their application.

2. A non-profit organization which has
not yet been determined to be tax ex-
empt by the Internal Revenue Service
may submit applications for grant assist-
ance. However, in the event of approval
of the application by the Board, no funds
will be disbursed to the applicant until
a copy of an IRS letter of tax exempt
status is submitted to ARBA.

3. Organizations must meet the re-
quirement'of Title VI of the Civil Rights
Act of 1964 for the duration of any proj-
ect supported in whole or in part by the
ARBA.
"4. An organization shall not be a le-

galy constituted government entity-
Federal, State, or municipal

Grant Application. The grant appli-
cation shall consist of the following, sub-
mitted in duplicate:

1. Completely executed "Application for
Federal Assistance" (Short form, Part 1).

2. "Application for Federal Assistance"
(Short form, Part 2, Budget Data).

3. A Program Narrative Statement which
may be -included in the space. provided on
the "Appliqation for Federal Assistance"
(Short form, Part 2, Budget Data) or In
attachments, If additional space Is necessary.

4. A copy of Internal-Revenue Service de-
termination letter of tax exempt status, If
available.

5. A brief history of the organization in-
cluding members of the Board and -officials
of the organization, with brief biographical
sketches.

6. State length of -time applicant has been.
-in existence, and where applicable, a sum-

'In special instances, these may include
local or regional programs or projects which
can be considered as prototypes or models
for replications throughout the Nation.

mary of most recent operations and pro- approved project in accordance with the
grams including income and budget data provisions of the Grant Agreement.
and potential source of proposed matthing 8. A Grantee must have reasonable as-
funds.

7. Such additional Information as you may surance that It can meet the matching
wish to submit or ARB may request, share requirement for the project. ARBA

funds will not be disbursed until the
Criteria for Appicatfon Reew. ' I. Grantee provides written certification to

Applications will'be reviewed according ARBA that the matching share require-
to the following criteria: ment has been met. Such certification

(a) Furtherance of tho purpo= of Pub. must be submitted within six months of
L. 93-179 and the Grant Program; date of grant award. Where no certifica-

(b) Soundness and quality of project: tion Is received within such period, grant
(c) Potential Impact of the project- funds shall cease to be available to the

nationwide, worldwide maximum impact In Grantee and any funds disbursed by
relation to ARBA statutory obJctves; ARBA to the Grantee and not otherwise

(d) Organizational stability and Quallfl-
cations and experience of managerIal per- disbursed pursuant to the Grant Agree-
sonnel; ment shall be returned immediately to

(e) Feasibility of project; Project must ARBA.
bear a direct relation to. but is not confined 9. The application for grant shall in-
to the period between March 1976 and clude a time schedule for completion of
December 31,1976; the project, detailed cost data, a narra-

(f) Reasonableness of etlmated co..s tive description of the project, an ex-
relation to anticipated results. planation as to how the project con-

2. Any grant application which meets. trIbuted to the overall Bicentennial ob-
the above criteria and is awarded a grant jectives of the ARBA and a plan for rais-
shall be accorded Official ARBA Recog- ing funds required for completion of the
nition since it will have also met all crl- project (if not already available) includ-
teria for such Recognition. ing potential sources of funding. Each

Grant Provisions. (Nor.--Federal application shall also include a com-
Management Circular (FMC) 74-7 ref- pleted "BINET" form describing the
erenced herein has replaced OMB Circu- project. (Reference: FMC 74-4 Attach-
lar A-102. No substantive changes have ment B-Standards for Selected Items of
been made to Circular A-102 (Revised).) Cost)

1. Provisions for inclusion in grants 10. The Bicentennial project to be as-
under this program are set forthbelow. sisted need not be capable of completion
The Board may modify or Include such with the grant funds and matching share
other provisions as in Its sole discretion requirement; however, t must be demon-
it may determine. strated to the ARBA that a reasonable

2. Purpose of-the grant is to assist the expectation exists that additional fund-
non-profit grantee organization (herein- ng can be raised to complete the project
after referred to as the "Grantee") in in a timely fashion.
developing and supporting Bicentennial 11. To apply for a grant, the applicant
programs and projects of special national shall use the "Application for Federal
and international significance which Assistance (Short Form)" Parts I
meet the announced g6neral purposes of through IV, and shall be filed by the
the program. Grantee with the Administrator, ARBA,

3. To be eligible to receive grant funds, 2401 E Street NW., Washington, D.C.
a nonprofit organization must be deter- 20276.
mined to be tax exempt by the Internal 12. Award of a grant for a Bicenten-
Revenue Service. Non-profit organiza- nial project shall be construed as con-
tions, which have been so determined, stituting official ARBA recognition
must submit a copy of the IRS letter of thereof and use of th6 ARBA logo is
tax exempt status with their applica- authorized in accordance with the ARBA
tion. Graphics Standards ManuaL

4. A non-profit organization which 13. Grantee shall establish and main-
has not yet been determined to be tax tain a separate bank account for deposit
exempt by the Internal Revenue Serv- of grant funds and establish and main-
ice may submit applications for grant tain a separate grant account reflecting
assistance. However, in the event of ap- all receipts, obligations, and disburse-
proval of the application by the Board. ment of grant funds. Financial records,
no funds will be disbursed to the ap- including substantiating documentation
plIcant until a copy of an IRS letter of (eg., payroll, vouchers, invoices, bills)
tax exempt status is submitted to ARBA. must be maintained. (Reference: FMC

5. Grants will be made up to 50 per- 74-7 Attachment A-Cash Depositories
cent of the total cost of the project to be and Attachment G-Standards for
assisted. A minimum of 50 percent of the Grantee Fiancal ManagementSystem)
Grantee's matching-share requirement 14. No grant funds may be used for
shall be iii non-Federal dollars. The re- any costs which were incurred or for
mainder of the matching-share require- which commitment was made, before the
ment may, in the Grantee's discretion, effective date of the grant award.
be "n-kin." (Reference: FC 74-7 15. Financial reports and descriptive
Attachment F-M.atching Share) project will be required as AREA

6. A Bicentennial project must be op- poe reports wl a reuired a tee
erational or completed during or before ay specify. As a minimum, Grantee
1976, and have some residual value where shall submit financial and descriptive.
appropriate, reports semi-annually and within 90 cal-

7. The Grantee will assure that grant endar days after the completion of the
funds will be disbursed for the ARBA Project. Financial reports shall be in
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duplicate on the "Report of Federal Cash
Transactions" form. The descriptive
project reports will Include a comparison
of project accomplishments to goals es-
tablished at Inception, notable successes,
reasons for not meeting goals, if appli-
cable, and other pertinent information.
(Reference: FMC 74-7 Attachment H-
Financial Reporting Requirements and
Attachment I-Monitoring and Report-
ing of Program Performance)

In addition to the above reports, the
Grantee shall inform ARBA as soon as
known of:

(a) Significant accomplishments which re-
late to project objectives.

(b) Significant problems, delays or adverse
conditions, actual or anticipated, which will
materially affect the project objectives or
prevent the meeting of time schedules. If
any of these conditions change the budget
estimates by more than $1,500 or 10 percent
of the total grant amount, whichever is the
greater, a request for approval must be sub-
intted to ARBA in accordance with appli-

cable provisions hereof.
(c) Steps taken or contemplated to resolve

the situation enumerated in (b) above.
(d) Other developments or events which

mnay have a significant impact upon the ac-
complishment of project objectives.

(Reference: FMC 74-7 Attachment I-
Monitoring and Reporting of Program
Performance)

16. Grantee will maintain records re-
garding obligation and disbursement of
grant funds for a period of three years
following the completion of the project.
Such records shall be available for review
by the GAO and the ARBA. (Reference:
FMC 74-7 Attachment C-Retention and
Custodial Requirements for Records)

17. The grant may be terminated by
ARBA in whole or in part, after consul-
tation with the Grantee, at AREA's dis-
cretion. Such termination shall not af-
fect any Grantee commitments which in
judgment of ARBA became firm prior to
effective date of termination. Grantee
shall not ncur new obligations for the
project after the effective date of ter-
mination and shall cancel as many out- -
standing obligations as possible. The
Grantee shall promptly make a full ac-
counting to ARBA and refund to ARBA
any grant funds not otherwise legally
available to the Grantee pursuant to the
terms of the Grant Agreement. (Refer-
ence: FMC 74-7 Attachment L-Grant
Closeout Procedures)

18. Grantee shall request ARBA ap-
proval for budget revisions which:

(a) Result from changes In the scope or
objective of the grant-supported project.

(b) Result In cumulative transfers of
dnounts among direct budget categories in
excess of $1,600 or 10 percent of the total
grant amount, whichever is the greater.

(Reference: FMC 74-7 Attachment I-
Monitoring and Reporting of Program
Performance)

no=n.-For grant revisions or changes, the
standard form which is used for the grant
application shall be used when requesting
approvals.

19. Grant funds which are not used In
accordance with the approved grant ap-
plication shall be refunded to the ARBA.
In addition, if the final project cost is

NOTICES

less than the amount estimated at the
inception of the grant, ARBA funds may'
not exceed 50 percent of the final cost
and any grant funds exceeding 50 percent
of the final project cost must be returned
to the ARBA. (Reference: .FMC 74-7 At-
tachment L-Grant Closeout Proce-
dures)

20. Grant funds will be advanced by
U.S. Treasury check as needed to meet
current disbursement needs for a forth-
coming period not exceeding 90 days, or
in the full amount for grants of $2,500
or less. Each request for advance shall be
submitted in duplicate on the "Request
for Advance or Reimbursement" form.
(Reference: FAfC 74-7 Attachment J-
Grant Payment Requirements)

21. Grantee is required to return to the
AREA Interest earned on advances of
funds, if any. Other program income
earned during the grant period may be
either added to the project and used for
further eligible program objectives, if
any, or deducted from the program cost.
(Reference: FMC 74-7 Attachment E-
Program Income)

22. Real or Personal property, if any,
acquired under the grant may be used
for other eligible programs, if any, or
treated in accordance with FMC 74-7
Attachment N-Property Management
Standards.
• 23. The Grantee shall select subcon-
tractors (including suppliers) on a com-
petitive basis to the maximum practi-
cable extent consistent with the objec-
tives of the grant program. (Reference:
FMC 74-7 Attachment 0--Procurement
Standards)

JOHN W. WARNER,
Administrator.

FtaUARUY 27, 1975.
[PR Doc.75-5727 Filed 3-3-75;8:45 am]

CIVIL AERONAUTICS BOARD
[Docket 27234; Order 75-2-103]

ALLEGHENY AIRLINES, INC.
Order to Show Cause

Adopted by -the Civil Aeronautics
Board at its office in Washington, D.C.
on the 26th day of February, 1975.
- Application of Allegheny Airlines, Inc.,

for amendment of Its certificate of public
-convenience and necessity for route 97 so
as to delete Lafayette, Ind.
, By application filed December 24, 1974,
Allegheny Airlines, Inc. (Allegheny), re-
quests an amendment to its certificate of
Public convenience and necessity for
route 97 so as to delete Lafayette, Ind.,
therefrom, by show-cause procedures.

In support of its deletion application,
Allegheny alleggs, inter aZia, that: It has
been operating an experimental service
at Lafayette consisting of a single daily
BAC-111 round trip between Lafayette
and New York via Pittsburgh; 1 based on

Allegheny was authorized to operate the
experimental service pattern at Lafayette by
order 73-9-115, Sept. 28, 1973. Thereafter,
service began on Oct. 1, 1973, but was tem-
porarily discontinued on Jan. 7, 1974 because
of the fuel crisis (order-74-1-3, Jan. 2, 1974).
The service was recommenced on June 1,1974
and was to continue for a minimum of 6
months or until Nov. 30,1974.

results through November 30, 1974, Alle-
gheny has concluded that It would be fu-
tile to continue the experimental service
beyond the 6-month test period agreed
upon with the city; consequently, the
carrier determined to discontinue the
Lafayette-Pittsburgh round trip effective
January 7, 1975, and to replace it with
a single CV-580 round trip In the Indian-
apolls market, the minimum necessary
to satisfy its certificate requirement; the
experimental service failed despite con-
certed efforts by Allegheny and the com-
munity to achieve success, including ex-
tensive advertising and promotional pro-
grams; continuation of service at Lafay-
ette would result in a net loss of $108,000
after allowance for return and tax; dele-
tion of Allegheny's service at Lafayette
wl not leave the city Isolated from the
air transportation system, since Air Wis-
consin provides ample commuter service
in the city's two major markets, Chicago
and Indianapolis,' and substantial air
service is available at Indianapolis' Weir
Cook Airport located only 65 miles south-
east of Lafayette via Interstate highways;
and deletion will result In an annual fuel
savlns of 100,000 gallons.No answers to Allegheny's application
have been received.

Upon consideration of the pleadings
and all the relevant facts, we have de-
cided to Issue an order to show cause
proposing to grant the requested dele-
tion at Lafayette. We tentatively find
and conclude that the public convenience
and necessity require the amendment of
Allegheny's certificate for route 97 so an
to delete Lafayette, Ind., therefrom, The
facts and circumstances which we have
tentatively found to support our ulti-
mate conclusion are as follows.

In terms of total passengers, thO
Lafayette-Chicago market was at one
time Lake Central's largest market, to-
tallng 43,000 passengers In 19067. How-

2 Allegheny and Lafayette mutually agreed
to a prescribed standard of 36 passongers per
departure as the break-even patronage re-
quired to sustain the experimental jet soerv-
ice, producing a load factor of 46 percent. The
l5arties determined that If, after a 6-month
trial period, the servico did not generate the
required passengers, then It would be discon-
tinued. Allegheny Indicates that during the
period June-Novomber 1974, passongera per
departure averaged under 20, with only 1
month-August-experencIng more than 20
(23.5). Thus, the flights fell short of achieV-
tug a break-even operation by more than 16
passengers per departure on the average.

aAir Wisconsin presently operates eight
daily round trips between Lafayette and Chi
cage and three daily round trips between
Lafayette and Indianapolis (Jan. 16, 1976
OAG).

4 Our proposed action will not result in a
major Federal action Significantly affeeting
the quality of the environment within the
meaning of the National Environmental
Policy Act of 1969. Our decision would leave
existing air taxi opeations more or leM un-
affected, but would result in the elimination
of Allegheny's four daily takeoffs and land-
Ings at Lafayette, with some mall beneflclal
environmental effect.

sAllegheny and Lake Central were merged
into one carrier in 1968.

FEDERAL REGISTER, VOL 40, NO. 43-TUESDAY, MARCH 4, 1975



NOTICES

ever, Allegheny's traffic declined signifl-
cantly, partly because of Air Wisconsin's
entry into the market and partly because
of increasing use being made of the
nearby Indianapolis airport. As a result,
Allegheny gradually reduced service in
the market from four round trips daily
to two round trips. These flights pro--
duced about-11 passengers per departure
'On 50-seat CV-580 aircraft. Thus, service
in the Chicago market became uneco-
nomic. In an effort to attract additional
Passengers, Allegheny arld officials at
Lafayette agreed to an experimental jet
service to Pittsburgh and New York for
a minimum of 6 months (see footnote 1,
suPra). However, the results of the ex-
periment have proved that there is little
likelihood that the Pittsburgh/New York
jet service could achieve a break-even
result within the foreseeable future..
Thus, Allegheny has attempted to pro-
vide a-viable service hi Lafayette's three
primary markets without success.

The low traffic levels Allegheny has
been experiencing at Lafayette have re-
sulted In uneconomic operations for the
carrier. Continuation of Its services dur-
ing 1975 will result In a net economic loss
of approximately $100,000. There s no
reason to. believe that the traffic experi-
ence and the financial results Of Alle-
gheny's Lafayette services have any rea-
sonable chance of meaningful improve-
- ent In the foreseeable future, especially

in light of the ample and convenient air
transportation alternatives available to
Lafayette travelers. Indianapolis' weir
Cook Airport is located only 65 miles and

- 71 minutes from Lafayette via Interstate
65. Air Wisconsin's commuter services at
LafaYette are substantial and have been
steadily increasing. Thus, the city is not
Isolated from the air transportation sys-
tem. Finally, the absence of civic opposi-
tlon to Allegheny's application lends
support to our decision that the show-
cause procedure is appropriate.
I Interested persons will be given 30
dais following the date of adoption of
this 6rder to show cause why the tenta-

-tive findings and conclusions set forth
herein should not be made final We ex-
pect such persons to support their objec-
tions, If any, with detailed answers, spe-
cifically setting forth tie tentative find-
ings and conclusions to which objection
is taken. Such objections should be-ac-
,companied by arguments of fact or law
and should -be supported by legal prece-
dent or detailed economic analysis. If an
evidentlary hearing is requested, the ob-
jector should state in detail why such a
hearing is considered necessary .and

what relevant and-material facts he
would expect to establish through such
a hearing that cannot be established in
written Pleadings. General, vague, or
unsupported objections will not be
entertained.'

Accordingly, it is, ordered, That: 1. An
interested persons are directed to show
cause why the Board should not issue an
order making final the tentative findings
and conclusions stated herein and
amending the certificate of public con-
venience -and necessity of Allegheny

Airlines, Inc., for route 97 so as to delete
*Lafayette, Ind., therefrom;

2. Any interested persons having ob-
Jections to the Issuance of an order mak-
Ing final any of the proposed findings,
conclusions, or certificate amendments
set forth herein shall, within 30 days
after the date of adoption of this order,
file with the Board and serve upon all
persons listed in paragraph 6 a state-
ment of objections together with a sum-
mary of testimony, statistical data, and
other evidence expected to be relied upon
to support the stated obJections;'

3. If timely and properly supported
objections are filed, full consideration
will be accorded the matters and Issues
raised by the objections before further
action is taken by the Boird;

4. In the event no objections are filed,
all further procedural steps will be
deemed to have been waived and the
Board may proceed to enter an order in
accordance with the tentative findings
and conclusions set forth herein; and

5. A copy of this order shall be served
upon Allegheny Airlines, Inc.; Governor,

-State of Indiana; Mayor, City of La-
fayette; Indiana Aeronautics Commis-
sion; Airport Director, Purdue University
Airport; and the U.S. Postal Service.

This order -will be published in'the
FEDERAL REGISTER.

By the Civil Aeronautics Board:
(SEALS PH=Lrs T. MyrOn,

Acting Secretary.
[FR Doc.7"57i5 Filed 3-3-75;8:45 am]

ENVIRONMENTAL PROTECTION
AGENCY

IOPP-32000/I98 & ID,RL 340-4]
RECEIPT OF APPLICATIONS FOR

PESTICIDE REGISTRATION
Data To Be Considered In Support of

Applications
On November 19, 1973, the Environ-

mental Protection Agency (EPA) pub-
lished in the FEDERAL RcIsTR (38 FR
31862) Its interim policy with respect to
the administration of section 3 (c) (1) (D)
of the Federal Insecticide, Fungicide, and
Rodenticide Act (FIFRA), as amended.
This policy provides that EPA will, upon
receipt of every application for registra-
tion, publish In the P-MrMaL REGIS= a
notice containing the Information shown
below. The labeling furnished by the ap-
plicant will be available for examination
at the Environmental Protection Agency,
Room EB-31, East Tower, 401 M Street,
SW, Washington DC 20460.

On or after May 2, 1975, any person
who (a) Is or has been an applicant, (b)
believes that data he developed and sub-
mitted to EPA on or after October 21,
1972, is being used to support an appli-
cation described in this notice, Cc) de-

"All motions and/or petitions for recon-
sideraton shall be filed within tho period al-
lowed for filing objections, and no further
motions, requests, or petitions for reconsid-
eration of this order will be entertained.

sires to a sert a claim for compensation
under section 3 (c) (1) (D) for such use of
his data, and (d) wishes to preserve his
right to have the Adminitor deter-
mine-the amount of reasonable compen-
satlon to which he Is entitled for such use
of the data, must notify the Administra-
tor and the applicant named in the
notice In the FEDERAL REGIS= of his
claim by certified mail. Notification to the
Administrator should be addressed to the
Information Coordination Section, Tech-
nical Services Division (WH-569), Office
of Pesticide Programs. 401 ME Street, SW,
Washington DC 20460. Every such claim-
ant must include, at a minimum, the in-
formation listed in the interim policy of
N ovember 19,1973.

Applications submitted under 2(a) or
2(b) of the interim policy will be proc-
essed to completion in accordance with
existing procedures. Applications sub-
mitted under 2(c) of the interim policy
cannot be made final until the 60 days
p2riod has expired. If no claims are re-
celved within the 60 day period, the 2(c)
abplication will be processed according to
normal procedure. However, if claims are
received within the 60 day period, the ap-
plicaits against whom the claims are
asserted will be advised of the alterna-
tives available under the Act. No claims
will be accepted for possible EPA ad-
Judication which are received after
May 2,1975.

Dated: February26, 1975.
- Jonsr B. R3cxr, Jr.,

Director, Registration Division.
ArwFzc&=oxs R=xorD iOPP-3200/I931

EPA File Symbol 11329-0. Aladdin Chem. Co.,
Highway 152. PO Box 244, Rogers MN
5374. JUMBO CHLORI TABLS.
Active Ingredients: T-ichloro-S-TrIazine-
trlono 99.5%. Method of Support: AppiU-
cation proceeds under 2(b) of Interim.
policy. PM34

EPA File Symbol 7118-RL. Besco Corp., 200
2N. Myrtle St., Metairie LA 70004. BESCO
,100 ALGICIDE InHIBITOR. Active In-
gredlents: Alkyl (C14 58%. CI6 23%, 012
14%) dimethyl benzyl ammonium chloride
10%. Method of Support: Application pro-
ceeds under 2(c) of Interim policy. P2131

EPA ile Symbol 6248-RG. Black Magic Co.,
PO Box 1563, Jacksonville FL 32216.
BLACM MAGIC DIAZINON PLUS. Active
Ingredients: 0,0-diethyl 0-(2-lsopropyl-6-
methyl - 4-pyrimldinyl) pho-phorothioate
0.50%; 2,-dlclorovInyl dimethyl phos-
phate 0.A4%: related compounds 0.04.%;
Aromatic petroleum derivative solvent
6.81%; Petroleum dlstillate 92.00 %.Method
of Support: Application proceeds under
2(c) of interim policy. P2-14

EPA Pile Symbol 11694-AG. Dymon, Inc.,
PO Box 6235, 3401 Eansas Ave. ansas
City RS I"06. CHLOR-A-POG RISECI-
CIDE CONCETRATE KILLS I AND
MOSQUITOES. Active Ingredients: Aro-
matic Petroleum Derivative Solvent

85.00%; Methoxychlor Technical (2119%
2,2-bla (p-methoxyphenyl)-,l,1-trichloro-
ethane and 231% related- compounds)
12.50%: 2,2-Dlchlorovlnyl Dlmethyl Phw-
phato 2.32%; Related compounds 018%.
Method of Support: Application Pzoceeds
-under 2(c) of Interim policy. P3113

EPA- File Symbol 35380-E. Elston Co, Inc.,
815 E 79th St. Minneapolis MIT 55420.
ELS'ON STRYCHNINB. Active Ingredi-
ents: Strychnine Alkaloid 98.5%. Method
of Support: Application proceeds under
2(c) of interim policy. P,1--
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EPA File Symbol 168-LNA. Entrada Indus-,
tries, Inc.. Wasatch Chem. Div., PO Box
6219, 1979 S. 700 W. Salt Lake City UT
84106. WASCO MINT XLEAN I. Active
Ingredients: Octyl Decyl Dimethyl- Am-
monium Chloride 3.750 %; Dloctyl Dimethyl
Ammonium Chloride 1.875%; Didecyl
Dimethyl Ammonium Chloride 1.875%;
Alkyl (C14 50%, C12 40%, C16 10%)
Benzyl Dimethyl Ammonium Chloride
5.000%: Tetrasodium Ethylenediamino
Tetraacetate 3.420%; Isopropyl Alcohol
3.000%; Ethyl Alcohol 1.000%. Method of
Support: Application proceeds under 2(b)
of interim policy. PM31

EPA File Symbol 11497-RU. Enviro Chem.
Corp., 11262 Leo Lane, Dallas 11X 75229.
PURR BACTERIOSTATIO LAUNDRY
SOFTENER CONCENTRATE. Active Ingre-
dients: Octyl Decyl dimethyl ammonium
chloride 15.0%; Dloctyl dimethyl ammo-
nium chloride 7.5%; Dldecyl dimethyl am-
monium chloride 7.5%. Method of Support:
Application proceeds under 2(b) of Interim
policy. PM31

EPA File Symbol 2596-LT. The Hartz Moun-
tan Corp., 700 S. 4th St., Harrison NJ
07029. HARTZ DOG FLEA & TICK KILLER.
Active Ingredients: Pyrethrins 0.050%;
Technical Piperonyl Butoxide 0.100%; N-
Octyl Bicycloheptene Dicarboximide
2.167%; NN-diethyl-m-toluamide 6.650%;
Other Isomers 0.350%; 2,3:4,5-Bis (2-
butylene) tetrahydro - 2 - furaldehyde
0.600%; Dl-n-propyl Isocinchomeronate
0.500%; Petroleum distillate 4.683%.
Method of Support: Application proceeds
under 2(c) of interim policy. PM17

'EPA File Symbol 2598-LI. The Hartz Moun-
tain Corp, 700 S. 4th St., Harrison NJ
07029. HARTZ INSECT REPELLENT FOR
DOGS #1. Active Ingredients: N.N-
diethyl-m-toluamide 6,65%; Other isomers
0.35%; N--Octyl Bicycloheptene dicarhoxi-
mide 2.00%; 2.3:4.5-Bis (2-butylene) tetra-
hydro-2-furaldehyde 0.50%; Di-n-propyl
isocinchomeronate 0.50%; Petroleum
Distillate 5.00%. Method of Support: Ap-
plication proceeds under 2(c) of Interim
policy. PM17

EPA File Symbol 8780-U'. High Point Mills,
Inc 1225 Lehigh Station Rd, Henrietta
NY 14467. TURF LINE X-ANTHIC LAWN
WEED KILLER PLUS TURF FERTILIZER.
Active Ingredients: Dlmethylamine salt of
2- (2-methyl-4-chlorophenoxy) propionic
acid 0.85 %; 2,4-dichlorophenoxyacetic acid,
sodium salt monohydrate 0.87%. Method
of Support: Application proceeds under
2(c) of Interim policy. PMT23

EPA File Symbol 10148-HA. Nationwide
Chem. Co. Inc., 56 N. 1st St., Brooklyn
NY 11211. COMPACTOR AND KITCHEN
AQUEOUS SPRAY #4005. Active Ingredi-
ents: Pyrethrine 0.12%; Plperonyl Butox-
ide. Technical (0.96% (butylcarbityl)
(6-propylpiperonyl) ether and 024% of
related compounds) 1.20%; Petroleum
Distillate 0.48%. Method of Support: Ap-
plication proceeds under 2(c) of Interim
policy. PM17

EPA File Symbol 10148-RU. Nationwide
Chem. Co., Inc. MILL SPRAY #4001.
Active Ingredients: Pyrethrins 0.2%;
Piperonyl Butoxide, Technical (1.8%
(butylcarbityl) (6-propylpiperonyl) ether
and to 0.2% of related compounds) 2.0%;
Petroleum Distillate 97.8%. Method of
Support: Application proceeds under 2(c)
of interim policy. PM17

EPA File Symbol 10148-RR. Nationwide
Chem. Co.. Inc. SUPER FOOD PLANT
FOGGING INSECTICIDE #4003. Active In-
gredients: Pyrethrlns 0.5%; Plperonyl Bu-
toxido, Technical (4.0% (butylcarbityl)
(6-propylpiperonyl) ether and to 1.0% of
related compounds) 5.0%; Petroleum Dis-
tillate 94.5%. Method of Support: Applica-
tion proceeds under 2(c) of interimpolicy.
PM17

NOTICES

EPA File Symbol 10148-RG. Nationwide
Chem. Co., Inc. VAPORIZER CONCEN-
TRATE #4002. Active Ingredients: Pyre-
thrins 0.3 %; Piperonyl Butoxide, Technical
2.4% of (butylcarbityl ) (C-propylpiper-
onyl ) ether and 0.6% of related com-
pounds) 3.0%; Petroleum Dltillate 96.7%.
Method of Support: Application proceeds
under 2(c) of Interim policy. PM17

EPA File Symbol 10148-RL. Nationwide
Chem. Co., Inc. INDUSTRIAL SPRAY
#4000. Active Ingredients: Pyrethrins
0.10%; Piperonyl Butoxide. Technical
(0.8% (butylcarbityl) (6-propylpiperonyl)
ether and 0.2% of related compounds)
1.00%; Petroleum Distillate 98.90%. Meth-
od of Support: Application proceeds under
2(c) of interim policy. PMI7

EPA File Symbol 10148-RE. Nationwide
Chem. Co., Inc. INDUSTRIAL AQUEOUS
INSECTICIDE #4*4D4. Active Ingredients:
Pyrethrlns 0.12%; Piperonyl Butoxide,
Technical (0.96% (butylcarbityl) (6-
propylpiperonyl) ether and to 0.24% of
related compounds) 1.20%: Petroleum
Distillate 0.48%. Method of Support: Ap-
plication proceeds under 2(c) of interm
policy. PM17

EPA Reg. No. 769-278. Woolfolk Chem. Works,
Inc. PO Box 938. Fort Valley GA 31030.
KELTHANE EC MITICIDE. Active Ingre-
dients: 1,1-Bis(p-chlorophenyl)-2 2-tL-
chloroethanol 18.5%. Method of Support:
Application proceeds under 2(c) of Interim
policy. PM13

AppiAc O =s HECZrvEo [OPP-32000/1991
EPA File Symbol 35378-L. Aqua/Process

Chem., 2408 Yorktown #178. Houston TX
77021. 8-74 LOW FOAM WATER TREAT-
MENT MICROBIOCIDE. Active Ingredl-
ents: Dloctyl dimethyl ammonium chlo-
ride 50%; Ethyl alcohol 10%. Method of
Support: Application proceeds under 2(b)
of interim policy. PM31

EPA File Symbol 3876-RRT. Betz Lab.. Inc..
4636 Somerton Rd., Trevose PA 19047. BETZ
SLIMICIDE 244 SLIME CONTROL AGENT.
Active Ingredients: Dodecylguanadine hy-
drochloride 10.15%. Method of Support:
Application proceeds under 2(c) of interim

- policy. PM21
EPA File Symbol 14953-U. Engineering Chem.

Services, Inc., 40 Fulton St., New Bruns-
wick NJ 08902. TREATMENT NO. L-113.
Active Ingredients: n-alkyl (60% C14, 30%
C16, 5% C12, 5% C18) dimethyl bbnzyl
ammonium chlorides 4.2%; n-di-alkyl
(60% C14, 30% 01. 5% C12. 5% 018)
methyl benzyl ammonium chlorides 0.8%.
Method of Support: Application proceeds
under 2(b) of interm policy. PM31

EPA File Symbol 2831-LE. Napasco Interna-
tional, PO Box 1219, Thibodaux LA 70301,
MICRO X SPICE FRAGRANT PHENOLIC
DISINFECTANT, FUNGICIDE. DEODOR-
ANT. Active Ingredients: Alkyl (C14 58%,
C16 28%, 012 14%) dimethyl benzyl am-
monium chloride 0.25%; Essential oils
0.50%; Isopropanol 43.22%. Method of
Support: Application proceeds under 2(c)
of interim policy. PM31

EPA File Symbol 2831-LR. Napasco Interna-
tional. MICRO X ORANGE FRAGRANT
PHENOLIC DISINFECTANT, FUNGICIDE,
DEODORANT. Active Ingredients: Alkyl
(C14 58%, C16 28%, C12 14%) dimethyl
benzyl ammonium chloride 0.250/,; Essen-
tial Oils 0.50%; Isopropanol 43.22%. Meth-
od of Suppqrt: Application proceeds under
2(c) of interim policy. PM31

EPA File Symbol 2831-LN. Napasco Interna-
tional., MICRO X LEMON FRAGRANT
PHENOLIC DISINFECTANT, FUNGICIDE,
DEODORANT. Active Ingredients: Alkyl
(014 58%, C16 28%, C12 14%) dimethyl
benzyl ammonium chloride 0.25%; Es-
sential Oils 0.50%; Isopropanol 43:22%.
Method of Support: Application proceeds
under 2(c) .of interim policy. PA131

EPA File Symbol 2021-RI. National Milling 4-
Chem. Co., 4001 Flat Rock Rd., Philadel-
phia PA 19127. NAMICO DISINFECTANT
AND SANITIZER. Active Ingredients: N-
alkyl (50% 014, 40% C12, 10% 010) di-
methyl benzyl aninonium chloride 10%,
Alothod 9f Support: Application proceeds
under 2(b) of Interim policy. PM31

EPA File Symbol 36341-R. Red Top Products,
Inc., Segiuin St. La Vernia TX 78121, 444Q
DISINFECTANT - SANITIZER - DEODOR-
IZER. Active Ingredients: Alkyl (014 60%,
C12 40%, C16 10%) Dimethyl Benzyl Am-
monlum Chloride 10.0%, Method of Sup-
port: Application proceeds under 2(b) of
interim policy. PM31

EPA File Symbol 4297-EA. Reliance Broolts
Inc., 3302 E, 87th St., Cleveland OH 44127.
H-C TREATMENT 140. 473 LOW FOAM
WATER TREATMENT MICROBIOCIDD.
Active Ingredients: Dioctyl dimethyl am-
monium chloride 60%: Ethyl alcohol 10%.
Method of Support: Application proceeds
under 2(c) of interim policy. PM31

EPA File Symbol 4297-ET. Reliance Broolm,
Inc.. 3302 E. 87th St., Cleveland On 44127.
H-0 TREATMENT NO. 470 CONOEN-
TRATED SLIMICIDE FOR INDUSTRIAL
COOLING SYSTEMS, Active Ingrodlent-u:
N-Ajkyl (C12 5%, 014 60%. 016 30%, 018
5%) dlmethyl benzyl ammonium chloride
24%; Bis (ti-n-butyl tin) oxide 5%,
Method of Support: Application proceeds
under 2(c) of Interim policy. PM31

EPA File Symbol 22058-U. Sharp Chdm. Co.,
5921 Plainview. Houston TX 77017. SHARP-
SAN L-50 DISINFECTANT-SANITIZER--
DEODORIZER. Active Ingredients: Alkyl
(014 50%. 012 40%, 016 10%) Dimothyl
Bonzyl Ammonium Chloride 10.0%. Method
of Support: Application proceeds tinder
2(b) of interim policy. PM31

EPA File Symbol 5741-RE. Spartan Chem.
Co., Inc., 110 N. Westwood. Toledo Oil
43607. SPARTAN'S METAQUAT GERMI-
CIDAL CLEANER. Active Ingredients: n-
alkyl (014 50%, 012 40%. 018 10%) di-
methyl benzyl ammonium chlorides 3,50%:
Anhydrous sodium metasillcat 2.05%;
Tetrasodium ethylenediamine totrancetato
1.84%. Method of Support: Application
proceeds under 2(a) of interim policy.
P3131

EPA File Symbol 33308-R. Textile Chem. Co0.
P0 Box 3834. Charlotte NC 28203. TCO-125
SWIMMING POOL ALGAECIDE. Active In-
gredients: Alkyl DImethyl Benzyl Ammo-
nium Chloride (014 60%. 012 25%, 016
15%) 10%. Method of Support: Applica-
tion proceeds under 2(b) of Interim policy.
PM131

[FR Doc.75-5857 Filed 3-3-75;8:45 am)

ENERGY RESEARCH AND
DEVELOPMENT ADMINISTRATION

INTERAGENCY PANEL FOR GEOTHERMAL
ENERGY RESEARCH AND THE GEO-
THERMAL INDUSTRY LIAISON GROUP

Liaison Meeting
A meeting of the program of liaison

between the Interagency Panel for Geo-
thermal Energy Research and the Geo-
thermal Industry Liaison Group will be
held at 9 amn. on Friday, March 14, 1975,
at ERDA Headquarters, 7th and D
Streets, SW., main conference room, 4th
floor. The meeting will be open to the
public and seating will be available on
a first come first served basis.

The Agenda will consist of a brief re-
view of the ERDA geothermal program
by the Acting Deputy Assistant Admin-
istrator for Solar, Geothermal, and Ad-
vanced Energy Systems, a summary re-
port by the Chairman of the Geothermal
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- Industry Iiaison Group, reports from the
Chairman of the three Subcommittees
formed by the Geothermal Industry
liaison Group, and a discussion period
for review of the Reports between mem-
bers, of the-Interagency Panel for Geo-
thermal Energy Research and the Geo-
thermal Industry Liaison Group.

The discussion period'will be extended
into the afternoon as needed.

RAYMoND G. RorMaTowser,
Assistant Administrator

for Administration.
IFR Doc.75-5768 Filed 3-3-75;8:45 am]

FEDERAL COMMUNICATIONS- COMMISSION
COMMON CARRIER SERVICES

INFORMATION -
Domestic Public Radio Services

ApplicationsAccepted for Filing 2

FEBRuARY 24, 1975.
Pursuant to §§ 1.227(b) (3) and 21.30

(b) of the Commission's rules, an appli-
cation, in order to be considered with
any domestic public radio services ap-
plication appearing-on -the attached list,
must be substantially complete -and
tendered for filing by whichever date is
earlier:-(a) The close of -business one
business day preceding the day on which
the Commission takes action on the pre-
viously filed application; or (b) within
60 days* -after .the- date of the public
notice listing the first prior filed appli-
cation (with which subsequent applica-
tions are-in conflict) as having been- ac-
cepted for filing." An application which
is subsequently amended by' A iajor
changewill be considered to be a 'mewly
filed application. It is to be noted that
the cut-off dates are set-'forth in the
alternative-applications will be entitled
to consideration with those listed in the
appendix if filed by the end of the -60
day period, only if the Commission has
not acted upon' the application by that
time pursuant to the first alternative
earlier date. The mutual exclusivity
rights of a new application are governed
by the earliest 'action with respect to
any one of the oearlier filea .conflicting.
applications.

The attention of any party in interest
desiring to file pleadings pursuant to
section 309 of the Communications Act
of 1934, as amended, concerning any
domestic public radio services 'pplica-
tion accepted for filing, is directed to
§J 21.27 of the. Commission's rules for
provisions governing the time for filing

All applications listed in the appendix
are subject 'to further consideration and re-
view and may be returned and/or dismissed
if not found to be In accordance with the
Commission's Rules, regulations and other

.requirements.
2The above alternatWe cut-off rules apply

to those applications listed in the appendix-
as having been accepted In Domestic 'Public
Land Mobile Radio, Rural Radio, Point-to-
'Point Microwave Radio and Local Televisloi
Transmission Services (Part 21 of the Rules).

and other requirements relating to such
pleadings.

FEDERAL COMMUMCATOVS
Colm% oN,

[SEAL] VnrcrnT J. Muu~i~s,
Secretary.

Domestic Public Land Mobile Radio Setr-
te. 21176-Cfl-P-75, Dunlkirk & Fredonla
Telephone Company (XUC923) CP. to
relocate facilities and change antenna ys-
ten operating on 152.84 Mz, located at
3703 East Main Road, Fredonla, New York.

21177-CD-P-75, Mahaffey Message Relay,
Inc. (KUC870) C.P. to relocate facilities
operating on 152.030 Mz.z located at 015
West Poplar. Colierville, Tpnne--eo.

Major Amendment. FN: 210T-C2-P-74,
Athens Business Communications,
(NEW), Athens, Ohio has amended Its
base frequency to 152.18 MHz. and Its mo-
bile frequency to 158.64 MRz All other
particulars are to remain as reported on
PH -693 dated March 25,1974.

Correction. 20062-CD-P-75, Advanced Radio
Communicatons Company, Virginia.
Should have been listed as an additional
channel for, EW495 and Included In
20061-CD-P-(2)-75. All other particulars
are to remain as reported on PH #710
dated July 22.1974.

This Is to correct entry on PM #741, dated
February 18, 1975 to read major amendment
for P l0 Number: 20379-CD-P-(1)-76.

Infornative. It appears that the following
applications may be mutually exclusive
and subject to the Commission's Rules re-
garding Ex Prte presentations by reason
of economic competition or potential elec-
trical interference.

Virginia
Advanced Radio Communications Company

(ELF495) 2006I-CD-P-(2)-75
RC0 of Virginia, Inc. (]KRSG34) 21339-C2-

P-74
Point--to-Point Aficroware Radio Service.
2475-CF-P-75 South Central Bell Tele-

phone Company (ELB30) 811 Main Street,
Natchez, Missisppl. Lat. 31033'26" N.
Long. 91-23'57" V. C.P. to replace trans-
mitter., change alarm center location, an-
tenna system, type of equipment, and fre-
quencles 6071.2 and 10775 MHz to 6034.2V
Id~ toward new point of communication
at Church Hill, Missisippi on azimuth 59
degrees/22 minutes.

2476-CF-P-75 Same (WTF48) 1.0 Mies SW
of Port Gibson. MisslsppL. Lat. 31055'40 ,

N., Long. 9100'24 W. O.P. to replace trans-
mitter, change alarm center location, an-
tenna system, type of equipment, and fre-
quencies 6323.3 and 11685 L]En to C034.
I toward new point of communication
at Church Hill. Milssicsippi on azimuth 213
degrees/43 minutes.

2477-CF-P-75 Same (NEW) 5.1 Mles
South of Church Hill, Missippl. Lat 31'-
28'31" N., Long. 9lol3'54" VI. OP. for a
new station on frequency 6286.2H ZMzs
toward Natchez. Mississippi on azimuth
239 degrees/28 minutea, 62862V MH to-
ward Port Gibson, Mississippi on azimuth
33 degrees/30 minutes; 628. 2H IEn to-
warm new point of communication at
Payette, Idississlppl on azimuth 65 degrees/

- 28 minutes.
2478-CF-P-75 Same (New) Wood Street,

Payette. MississlppL Lat. 3142 31 N. Long.
91 03 38 W. C.P. for a new station on
frequency 6034.2V LMz toward new point
of communication at Church Hill, MLse in-

- sippi on azimuth 245 degree2/33 minute.

8989

2750-CF-TC- (2)-75 Public Telephone Corpo-
ration. Concent to Transfer of Control
from Public Telephone Corporation,
TRANSFEROR, to Indian Telephone Cor-
poratlon, TRANSFEREE, for stations
KSN94-BatevllIe, Indiana, and KSN9-
Greensburg. Indiana.

2748-CF-P-75 American Satellite Corpora-
tion (WSLI37) 32 liles SSE of Lakeview.
Nuevo (E.S.) (Riverside) California. Lat.
33 47 46 ZT-Long. 117 05 12 WI. C. P. to
change point to communication and fre-
quency l130SV M1z to 11545.0V MHz and
11603.0H MHz via passive reflector.

2749-CF-P-75 (Same) (New) 11 miles
of Perris. Gavilan (Riverside) California.
Lat. 33 46 22 NL.-ong. 117 22 37 VI. C. P.
for a new station on 21095.3V and
10975.0K via passive reflector on azimuth
79*47" and frequencies 6256.6V and
6375.0V toward Hacienda Hts., California
on azimuth 292*48'.

2750-CF-P-75 Same (New) 3 Mile- North of
La Habra. California. Hacienda Hts, Call-
fornia. Lat. 33 58 19 ..- Long. 117 56 57
V. C. P. for a new station on 5945.2V and

- C063.8V toward Gavilan, Califotnia on
azimuth 11229" and 6034.2= 6152.5K to-
ward Lo Angeles. California. on azimuth
271"9'.

2751-CF-P-75 Same (New) NTA Building,
1238 Beatrice Street, Los Angeles, Cali-
fornla. Lat. 33 58 44 N-Long. 118 24 56-
V. CP. for a rew station on 625.5H Mu
and 6375.H MHz toward Hacienda Heights,
California on azimuth 90"53'.

2643-CF-P-75 Mountain Microwave-Corpo-
ration. (KC1,78) 17 Miles SSW of Ft. Mor-
gan. Colorado. Lat. 40 01 46 M--Long. 103
56 31 V. C.P. to change polarity to aTI0V
toward Eagle Point, Colorado on azimuth
55"151.

244-CP-P-75 Same. (WQN"). Eagle Pboixt,
Colorado. Lot. 40 28 48 Nc-Long. 103 05 08
W. C.P. to chance polarity to 3950V Mnz

* 3970K MHz. 4030V lHz, 4050 21 and
4130H -MHz toward Ft. Morgan, Colorado.

[IFR Doc.75-5619 Piled 3-3-75;8:45 am]

RADIO TECHNICAL COMMISSION FOR
AERONAUTICS

Notice of Meeting

As a matter of public notice, members
of the Executive Committee of the Radio
Technical Commission for Aeronautics
Will meet on administrative matters on
Friday, March 21, 1975, In Conference
Room 261, 1717 H Street, NqW.. Washing-
'ton, D.C., commencing at 9:30 an.

The Agenda for the meeting is:

1. Approval of the minutes of the Febru-
ary 7 and February 28. 1975, meetings.

2. Special Committee ActIvItie4 Report for
January, February and March, 1975.

3. Chairman's Report on RTCA adminis-
tration and activities.

4. Proposed Special Committee on Relia-
bilty Specifications for Airborne.Electronics
Syaten=3

5. Propo:ed Changes to the R.TCA Consti-
tutlon and Bylaws. on other matters related
to the Federal Advisory Committee Act.

0. Report on EUROCAE General A-wembly
Mee1ting to be held on March 7. 1975.

7. Federal Register items on RTCA.
8. Other Business.
9. Date and place of next meeting.

The meeting is open to the public on.
a space available basis. Any members of
the public may file a written statement
with the Commission either before or
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after the meeting. Any members of the
public wishing to make an oral state-
ment must consult with the Commission
prior to the meeting.

Those desiring to attend the meeting
or specific information should contact
the RTCA Secretariat, Suite 655, 1717 H
Street, NW., Washington, D.C. 20006, or
phone area code (202) 296-0484.

FEDERAL COMILUICA71ONS
CODThISION,

[SEAL] VINCENT J. MULLS,
Secretary.

[FR Doc.75-5783 Filed 3-3-75;8:45 am]

FEDERAL ENERGY
ADMINISTRATION

CONSUMER AFFAIRS AND SPECIAL
IMPACT ADVISORY COMMITTEE

Meeting
Pursixant to the provisions of the Fed-

eral Advisory Committee Act (Pub. I.
92-463, 86 Stat. 770), notice is hereby
given that the Consumer Affairs and
Special Impact Advisory Committee will
meet 'on Thursday, March 20, 1975, at
9 am., Room 3400, 12th & Pennsylvania
Avenue NW., Washington. D.C.

This Committee was established to
provide the Federal Agency Administra-
tion with diversified knowledge and ex-
periences possessed by a wide range of
highly qualified individuals who have
been extensively involved in planning,
developing, and implementing programs
to remedy the problems of the consumer,
the poor, the elderly, and the. handi-
capped persons i'i rural and urban
America.

The agenda for the meeting is as
follows:
L The Soclo-Economic Impact Analysis of

the Administration's Energy and Eco-
nomic Program

2. Analysis of Alternative Energy and Ecd-
nomic Proposals

3, Discussion of the Committee's Relation-
ship with FEA

The meeting is open to the public. The
Chairman of the Committee is empow-
ered to conduct the meeting in a fashion
that will, in his judgment, facilitate the
orderly conduct of business. Any member
of the public who wishes to file a written
statement with the Committee will be
permitted to do so, either before or after
the meeting. Members of the public who
wish to make oral statements should in-
form Lois Weeks, Advisory Comnittee
Managemnent Officer (202) 961-7022 at
least 5 days before the meeting and rea-
sonable provision will be made for their
appearance on the agenda.

Further Information concerning this
meeting may be obtained from the Ad-
visory Committee Management Office.

Minutes of the meeting will.be made
available for public inspection at the
Federal Energy Administration, Wash-
ington, D.C.

Issued at Washington, D.C. on Febra-
ary 27, 1975.

DAv= G. WiLsoN,
Acting General CounseL

[FR Doc.76-5668 Filed 3-3-75;8:45 am]

RETAIL DEALERS ADVISORY COMMITTEE
Notice of Meeting

Pursuant to the provisions of the Fed-
eral Advisory Committee Act (Pub. L. 92-
463, 86 Stat. 770), notice is hereby given
that the Retail Dealers Advisory Com-
mittee will meet Monday, March 24, 1975,
at 9 am., Room 3400, 12th & Pennsyl-
vania Avenue, NW., Washington, D.C.

The Committee was established to
provide the Federal Energy Administra-
tion with technical and timely informa-
tion on a wide range of business activi-
ties associated with the retailing of gaso-
line, and diesel fuel.

The agenda for the meeting is as
follows:
1. Review of Conservation Measures
2. Discussion of Dealers Margins
3. Discussion of New PEA Forms
4. Discussion of Market Shares
5. Discussion of Problems Associated with

Rents and Leases
6. Review of Two-Tier Pricing Programs
7. Remarks from the Floor-1O-Minute Rule

The meeting is open to the public. The
Chairman of the Committee is empow-
ered to conduct the meeting in a fashion
that will, in his judgment, facilitate the
orderly conduct of business. Any membeg
of the public who wishes to file a written
statement with the Committee will be
permitted to do so, either before or after
the meeting. Members of the public who
wish to make oral statements should in-
form Lois Weeks, Advisory Committee
Management Officer, (202) 961-7022 at
least 5 days before the meeting and rea-
sonable provisions will be made for their
-appearance on the agenda.

Further information concerning this
meeting may be obtained from the Advi-
sory Committee-Management Office.

Minutes of the meeting will be made
available for public inspection at the
Federal Energy Administration, Wash-
ington, D.C.

Issued at Washington, D.C. on Febru-
ary 26, 1975.

ROBLET . Mo rTcomERY, Jr,
General CounseL

[FR Doc.75-5574 Fled 3-3-75;3:45 aml

FEDERAL POWER COMMISSION
[Docket No. E-92621

ALABAMA POWER CO.
Notice of Tariff Change

FEBRUARY 25, 1975. "
Take notice that on February 13, 1975,

Alabama Power Company tendered for
filing proposed changes in Its FPC Elec-
tric Tariff, Original Volume No. 1. The
proposed change to the tariff gives noticp
that the Company Intends to convert all
delivery points of The Utilities Board of
the City. of Sylacauga served by the Com-
pany under Rate Schedule FPC #118 to
the tariff on March 18, 1975.

After conversion to the tariff on
March 18, 1975, the applicable rate for
the delivery points of the City of Syla-
cauga will be Revision No. 1-Rate
Schedule MUN-1 incorporated In FPC
Electric Tariff, Original Volume No. 1, of
Alabama Power Company as allowed to

become effective, subject to refund, bY
Commission order dated September 12,
1974 in FPC Docket No. E-8851.

Copies of the filing were served upon
the City of Sylacauga and Its attorneys
of record In FPC Docket No. E-8851.

Any person desiring to be heard or to
protest said application should file a pett,
tion to intervene or protest with the
Federal Power Commission, 825 North
Capitol Street NS., Washington, D.C.
20426, in accordance with §§ 1.8 and 1.10
of the Commission's rules of practice and
procedure (18 CFR 1.8, 1.10). All such
petitions or protesta should be filed on or
before March 14, 1975. Protests will b0
considered by the Commission in deter-
mining the appropriate action to be
taken, but will not serve to make pro-
testants parties to the proceeding. Any
person wishing to become a party must
file a petition to intervene. Copies of this
application are on file with the Commis-
sion and are available for public Inspec-
tion.

MENE F. PLuM,
Secretary.

[F R Do0.75-5630 Filed 3-3-76,;8:45 am)

[Docket No. RIP4-02]

ALGONQUIN GAS TRANSMISSION CO.
Further Extension of Procedural Dates

IEsRuAuix 25, 1975.
On February 19, 1975, Staff Counsel

filed a motion to extend the procedural
dates fixed by order issued June 28. 1974,
as most recently modified by notice is-
sued January 3, 197&, In the above-desig-
nated matter. The motion states that the
parties have been notified and have no
objection.

Upon consideration, notice is hereby
given that the procedural dates In the
above matter are modified as follows:

Service of Company, Rebuttal. March 20,
1975.

Hearing April 29, 1075 (10 as.m ed.t.).

MAnY B. KIDD.
'Acting Secretary.

[FR Doc.7 5-631 Filed 3-3-75;8:46 am]

[Dcokot No. E-92561
AMERICAN ELECTRIC POWER SERVICE

CORP.
Changes In Rates and Charges

FEnnuArn 25, 1975.
Take notice that American Electrio

Power Service Corporation (AEP) on
February 4, 1975, tendered for filing on
behalf of Its affiliate, Indiana & Michigan
Electric Company (Indiana), Modifica-
tion No. I dated January 1, 1975 to the
Interconnection Agreement dated No-
vember 27, 1961, between Indiana and
Illinois Power Company, designated In-
diana Rate Schedule FPC No. 23.

Section 1 of Modification No. 7 provides
for an increase n the Demand Charge
for Short Term Power from $0.45 to $0.50
per kilowatt Per week and Section 2 pro-
vides for an increase In the Demand
Charge for Limited Term Power from
$2.50 to $2.75 per kilowatt per month,
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NOTICES

both ichedules proposed to become effec-
tive March 15, 1975. Applicant states
that-since the use of Short Term and
Limited Term Power cannot be ac-
curately estimated, It is Impossible to
estimate the increase in revenues result-
ing from the Modification.

Any Person desiring to be heard or to
protest said application should file a peti-
tion to intervene or protest with the
Federal Power Commission, 825 North
Capitol Street, NE., Washington, D.C.
20426, in accordance with §§ 1.8 and 1.10
of the Commission's rules of practice and
procedure (18 CFR 1.8, 1,10). All such
petitions or protests should be filed on
or before March 10, 1975. Protests will
be considered by the Commission in de-
termining the appropriate action to be
taken, but will not serve to make pro-
testants parties to the proceeding. Any
jerson wishing to become a party must
file a petition to intervene. Copies of this
application are on file with the Commis-
sion and are available for public inspec-

-KIMETH F. PLU1M,
Secretar.

[FR Doc.75-5632 Filed 3-3-75;8:45 am]

[Docket No. P-9256]

AZTEC OIL AND GAS CO.
Extension of Procedural Dates

FEBRUARY 18, 1975.
On February 14, 1975, A ec Oil and

Gas Company filed a motion to extend
the procedural dates fixed -by order is-
sued January 27, 1975, In the above-
designated matter. The motion states
that the parties have been notified and
have no objection.

Upon consideration, notice Is hereby
given that the procedural dates in the
above matter are modified as follows:

Service of company direct testimony,
-Arch 21, 1975.

Service of staff's testimony, April 11, 1975.
Service of Intervenoes test mony, April 11,

1975.
Service of company rebuttal, April 18,1975.
Hearing. April 29, 1975 (10 am. e.d.t.).
Petitions to intervene, Iarci 10, 1975.

xKmnuv-r F. PLUM,
Secretary.

[PR Doc.75-5576 Pled 3-3-75;8:4)5 am]

[Docket Nos. E-8855; ,-9037

BOSTON EDISON CO.
- Fuither Extension of Procedural Dates

- FEBRUARY 14, 1975.
Onl.ebruary 12, 1975, Boston Edison

Company filed a motion to extend the
procedural dates fixed by order issued
July 12, 1974, as most recently modified
-by notice issued February 10, 1974, In
the above-designated matter. The mo-
tion states that the parties have been
notified and have no objection.

'Upon consideration, notice is hereby
given that the procedural dates In the
above matter are modified as follows:

Service of company rebuttal, February 18,
1975.

Hearing, March 3, 1976 (10 am. e.d.t).
K===ET F. PLUM,

Secretary.
IFR Doc.75-5577 Ped 3-3-75;8:46 am)

[Docket No. 1P75-8]
COMMERCIAL PIPELINE CO., INC.

PGA Filing
'rzi;uAnY 24, 1975.

Take noticu that on February 13, 1975
Commercial Pipeline Company, Inc.
(Commercial) tendered for filing Second,
Third and Fourth Revised Sheets No. 3A
reflecting Purchased Gas Adjustments
and effective dates as set out below:

Zrnt CumUL3-
Sheet No. adjust- ve ~ffcCIv0

meat c l~ut. date

1 d rev --d--- (M ) %073 Dec. 14974
3A3d re=v-sd. ....... OL29 .W7 Jan. El, 1915

4thvsCLL..., .0= .= O Feb. 3,1975

Commercial states that these revisions
track precisely similar revisions In the
tariff of Cities Service Gas Company, Its
sole supplier. Commercial requests waiver
of notice to the extent required to per-
mit said tariff sheets to become effective
as proposed.

Any person desiring to be heard or to
protest said filing should file a petition
to Intervene or protest with the Federal
Power Commission, 825 North Capitol
Street NE., Washington, D.C. 20426, in
accordance with §§ 1.8 and 1.10 of the
Commission's rules of practice and pro-
eedure (18 CFR 1.8, 1.10). All such peti-
tions or protests should be filed on or be-
fore March 7, 1975. Protests will be con-
sidered by the Commission in determin-
Ing the appropriate action to be taken,
but will not serve to make protestants
parties to the proceeding. Any person
wishing to become a party must file a
petitibn to intervene. Copies of this filing
are on file with the Commission and are
available for public inspection.

KNEHF. PLWMz,
Secretary.

IFR Doc.75-5033 Filed 3-3-76,8:45 am]

[Docket No. C171-419)

CONTINENTAL OIL CO.
Application

FimsuAny 25, 1975.
Take notice that on February 10, 1975,

Continental O11 Company (Applicant),
P.O. Box 2197, Houston, Texas 77001, filed
In Docket No. C175-479 an applidation
pursuant to, section 7(c) of the Natural
Gas Act for a certificate of public con-
venlence and necessity authorizing the
sale for resale and delivery of natural gas
in interstate commerce to Tennessee Gas
Pipeline Company, a Division of Tenneco
Inc. (Tennessee), from Block 135, Block

8991

110 Field, West Cameron Area, offshore
Louisiana, all as more fully set forth In
,the application, which is on. file with the
Commison and open to public inspec-
tion.

Applicant states that it has a gas pur-
chase and sales agreement with Tennes-
see, dated June 21, 1971, covering the
purchase and sale of one-half of Appli-
cant's gas reserves In Block 135 and that
Applicant has a gas transportatloji eon-
tract with Tennessee of like date whereinl
Tennessee has agreed to transport for
Applicant the remaining one-half of
Applicant's gas reserves from the sub-
ject acreage and redeliver such reserves
to Applicant for its own account at a
point onshore.

Applicant further states that after de-
livering one-half of Its gas reserves esti-
mated to be available from the subject
acreage It terminated deliveries and filed
for permission for and approval of aban-
donment of the sale with the Commis-
sion. Said abandonment proceeding is
now pending before the Commission in
Docket No. C175-205. The Commission
has ordered Applicant to resume deliv-
cries of gas by Orders dated Novem-
ber 27, 1974, and January 3, 1975.

Applicant states that In order to corn-
-ply with the Commission orders and In
order for Applicant and Tennessee to
continue the sale and purchaEe of re-
maining and previously uncommitted gas
from Block 135. Applicant and Tennes-
see have entered into a gas purchase and
sales agreement dated February 7, 1975.

Applicarit In the instant application
proposes to sell gas to Tennessee pur-
suant to the February 7, 1975, contract.
Applicant describes the contract as cov-
ering the "sale of gas to be produced
from horizons down to and Including
the I,-4 Sand or Its correlative equiv-
dlent of that sand base at 12,194 feet in
OCS G-1470 Well No. A-l, except that
Interest previously covered by Applicant's
FPC Gas Rate Schedule No. 372."

For its first month of service pursuant
to the February 7, 1975, contract Appli-
cant estimates delivery of 375,000 iMcf
of gas at 15.025 psia. Applicant states
that this volume is attributable to its en-
tire working Interest In Block 135 dedi-
cated to tha February 7, 1975, contract,
said ntereit being 50 percent of the
working interest In the subject acreage.

Applicant proposes to sell these vol-
umes at the national rate promulgated
by § 2.56a of the Commisslon's general
policy and interpretations (18 CFR
2.56a). Applicant further proposes to
charge an offshore platform delivery
allowance of 0.51 cent per Mcf, appar-
ently pursuant to § 2.56a(e) of the Com-
mison's general policy and interpre-
tations.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 13,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20426, a
petition to intervene or a protest in ac-
cordance with the requirements of the
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Commission's rules of practice and pro- is on file with the Commission and avail-
cedure (18 CFR 1.8 or 1.10). All protests able for public inspection.
filed with the Commission will be con- KEM= F. PLUT13,
sidered by it in determining the appro-
priate action to be taken but will not Secretary.

serve to make the protestaits parties to [Fn Doc.75-5635 Filed $-3-75;8:45 am]
the proceeding. Any person wishing to
become a party to a proceeding or to par- [Docket No. CP76-2211
ticipate as a party in any hearing therein
to intervene in accordance with the Com-, EL PASO ALASKA CO.
missoh's rules. Petition To Amend Rule

Take further notice that, pursuant to
the authority contained in and subject FEBRUARY14, 1975.
to the Jurisdiction conferred upon the Take notice that on January 27, 1975,
Federal Power Commission by sections 7 El Paso Alaska Company (Petitioner),
and 15 of the Natural Gas Act and the P.O. Box 1492, El Paso, Texas 79978, pur-
Commission's rules of practice and pro- suant to § l7(b) of the Commission's
cedure. a hearing will be held without rules of practice and procedure (18 CFR
further notice before the Commission on 1.7(b), filed in Docket No. CP75-221 a
this application if no petition to inter- petition requesting the Commission to
vene is filed within the time required % amend § 159.2 of the regulations under
herein, if the Commission on its own the Natural Gas Act (18 CFR 159.2) and
review of the matter finds that a grant to grant appropriate relief, all as more
of the certificate is required by the public fully set forth in the petition, which is on
convenience and necessity. If a petition file with the Commission and open to
for leave to intervene is timely filed, or public inspection.
If the Commission on its own motion be- Petitioner filed on September 24. 1974,
lieves that a formal hearing is required, pursuant to section 7(c) of the Natural'
further notice of such hearing will be Gas Act, an application for a certificate
duly given. of public convenience and necessity au-

Under the procedure herein provided thorizing the construction and opera-
for, unless otherwise advised, It will be tion of a buried, chilled natural gas
unnecessary for Applicant to appear or pipeline, 809 miles in length, which would
be represented at the hearing, cross Alaska from the North Slopd gas

IKEMMTHZ F. PLuUIB, fields at Prudhoe Bay to the south coast
of the state at Gravina Point on Prince

Secretary. William Sound and the construction and
[FR Doc.75-5634 Filed 3-3-75;8:45 am] operation of a plant at Gravina Point to

produce liquefied natural gas (LNG) so
tNo. ID-1754 as to provide a means for the tradlsporta-

[Docket No.tion of natural gas produced on the
C. ROBERT EVERMAN North Slope through said system to

'initial Application markets In the lower 48 states. Peti-
tioner estimates the cost of the subject

F-BRUARY 25, 1975. facilities at $3,327,773,000.
Take notice that on January 17, 1975, Pursuant to § 159.2 (a) of the Regula-

C. Robert Everman, (Applicant) filed an tions under the Natural Gas Act, all ap-
Initial application with the Federal plicants for a certificate of public con-
Power Commission. Pursuant to section venience and necessity under section 7(c)
305(b) of the Federal Power Act, Ap- of the Natural Gas Act are required to
plicant seeks authority to hold the fol- 'pay within 30 days following issuance of
lowing positions: notice of application, an amount equal to

Assistant treasurer. the Cincinnati Cho & 65/1,000 of 1 percent of the estimated
Electric Co.. public utility. cost of construction of new facilitles.

2

Assistant treasurer, the Union Light, Heat
and Power Co., public utility.

Assistant treasurer, Miami tower Corp.
public utility.

Any person desiring to be heard or to
make any protest with reference to said
application should ort or before March 14,
1975, fie with the Federal Power Com-
mission, Washington, D.C. 20426, peti-
tions to intervene or protests in accord-
ance with the requirements of the Com-
mission's rules of practice and procedure
(18 CFR 1.8 or 1.10Y. All protests filed
with the Commission will be considered
by It in determining the appropriate ac-
tion to be taken but will not serve to
make the protestants partie to the pro-
ceeding. Persons wishing to become par-
ties to a proceeding or to participate as
a party in any hearing therein must file
petitions to intervene in accordance with
the Commission's rules. The application

Notice of Petitioner's application in Dock-
et No. CP75-96 yas published in the FZERAL
REisrsR on November 13. 1974 (39 FR 40075).
Petitioner proposes to arrange for the trans-
portation of LNG by sea, from Gravina Point
in cryogenic tankers to a marine terminal
and regastftcattOn. plant to be built and op-
erated by Western LNG Terminal Company at
Point Conception, California, and from those
facilitles'lnto states east and west of Califor-
nia. Petitioner'a application in Docket No.
CP75-96 also seeks authority to transport
gas to points of delivery In Alaska and de-
scribes the manner by which it proposes a
wide distribution of Alaskan natural gas
throughout the United States. The estimated
total cost of the facilities necessary for Peti-
tioner to deliver North Slope gzs to Point
Conception is $5,585,466,000. The $3.327,73.-
000. aforementioned, Is the cost of those facil-
ities considered by Petitioner to come within
the Commission's jurisdiction.

ZAlthough notice of the application In
Docket No. CP75-96 was Issued on November
1, 1974, Petitioner received two extensions of

Section 159.2(b) requires a fee equal in
amount of 130/1,000 of one percent of
the estimated cost of construction of new
facilities within 30 days following the
grant of a certificate of public conveni-
ence and necessity unless the applicant
does not accept the certificate. Petitioner
has, therefore, been required to tender
a. filing fee of $2,163,052. and will be re-
quired to pay an additional $4,326.105 It
its application for a certificate In Docket
No. CP75-96 is granted as proposed.

By the instant petition Petitioner
raises questions concerning the Commis-
sion's authority to collect these fees un-
der Title V of the Independent Office
Appropriation Act of 1952, 31 U.S.C. 483a.
Petitioner requests that the Commission

(1) Rescind § 159.2,
(2) Promulgate a revised regulation,
(3) Publish all costs which the Com-

mission considers to be reimbursable for
processing and granting a certificate un-
der section 7(c) of the Natural Gas Act,
and

(4) Provide restitution for Petitioner
of such portion of its tendered payment
as may be found to be excessive.

Petitioner argues that § 159.2 fails to
satisfy the requirements of Title V and
Article I, 8, clause 1, of the Constitution
of the United States. Title V grants the
head of each federal agency the author-
ity to collect fees for the purpose of ren-
dering such agency self-sustaining to the
full extent possible, but limits the collec-
tion of fees to those which are fair and
equitable, taking Into account the direct
and indirect cost of the government,
value to the recipient, public policy and
interest served, and other pertinent
facts. Article I of the Constitution gives
Congress the power to lay and collect
taxes.

Petitioner states that the opinion of
the United States Supreme Court in "Na-
tional Cable Television v. United States",
415 .S. 336 (1974),' limits the fee asscss-s
ment power of an agency under Title V
to grants which bestow benefits on an
applicant not shared by other members
of society and requires that there must be
an apportionment of costs between the
benefit to an applicant and the benefit to
the public. Petitioner argues that the
Court in Cable Television so limited the
interpretation of Title V so as to avoid
the argument that Title V constitutes an
unconstitutional exercise of the taxing
power which could be made if an admin-
istrative agency could levy a charge on
an individual for services rendered to tho
public. Petitioner maintains that such a
charge amounts to an exercise of the tax-
ing power reserved to Congress.

time for filing the fee required by 9 15.2(a).
By order issued on January 23, 1075. the Com-
mission, inter alia, ordered Petitioner to
tender for payment in Docket No. CP75-90
any delinquent fees prescribed by j 159.2(a).
Petitioner has tendered the appropriate fee,
but is hereby challenging the validity of said
fee in this separate proceeding.

a31 U.S.C. 483a.
' Cable Television was decided along with

"PPC v. New England Power Co.", 415 U.S.
345 (1974).
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Ixom the foregoing analysis Petitioner
contends that in certificate cases a fee
maynot-be exacted-in advance of agency
action unless such fee is-only nominal
Petitioner concludes fron the reasoning
in Cable Television that:

(1) Title V must be narrowly con-
strued soas to avoid the taxing area con-
stitutionally rdserved only to Congress,

(2) A Tegulatee of -a- federal agency
may not be required to pay for any serv-
ice which-is of benefit to the public and
which serves primarily a public interest.

(3) A fee may only be assessed for
the special benefit which inures to the
payor, -

(4) There must be an allocation' of
costs involving a process of judging or
evaluating the benefits-which flow to the
public and the private entity,

(5) Tlie fee may be charged only to.
an identifiable recipient for a measur-
able unit or amount 6f government serv-
ice er property froni which said recipient
derives a benefit. ,

Petitioner further concludes that in
order to satify these requirements:

(1). The agency's costs must be known,
(2) The charges sought to be collected

must be reated to said costs,
1 (3) The specific items of service for
which charges are made must be Identi-
fied, and

(4Y 'Where the identification and bal-
ancing of benefits may reasonably be
.subject to dispute, a hearing and oppor-
tunity to -be heard must be afforded the
payor of the fee.

Petitioner analyzes § 159.2 in light of
the foregoing conclusions, stating that
the simple formula approach of the sec-
tion is.clearly contrary to the stated re-
quirements, since there is no indication
that the Commission, in fixing its
charges, has considered the allocation of
public benefits and private benefits
served by the activity for which the
charges are assessed. Petitioner states as
specific deficiencies in the Commission's
fee charglidg practices that the Commis-
sion,

(1) Has not. published a sbhedule of
charges br identified the services for
which a charge is to be made;

(2) Has not disclosed Its costs so as to
test. the allocation question in relation
to which special benefits the payor of the
fee is receiving-and which benefits are
public.

Petitioner maintains that (1) No bene-
fit inures to an applicant until a certifi-
cate has been granted, and that, there-
fore,-§ 159.2(a), which requires payment
of fees before Issuance of a certificate, is
invalid, and .

(2) No mechanism is -provided for
hearing or opportunity to be heard if
the applicant desires to challenge the
assessment.

rIn the course of its argument, on the
other hand, Petitioner states that reylew of
an application and supporting exhibits in
order to ascertain-whether the Commission Is
suficiently Informed to proceed comes within
the clas of work which Is npt so closely

- Identifiable with the discharge by the Com-
mission of its public duties so as to preclude
reimbursement.

NOTICES

In support of its position, Petitioner
emphasizes the facts that:

(1) The advance fee It Is required to
,pay in the proceeding in Docket No.
CP75-96 pursuant to § 159.2(a), $2,163,-
052, is more than the total cost to the-
Commission for processing all applica-
tions for an entire year, and

(2) Alaskan Arctic Gas Pipeline Com-
pany (Alaskan Arctic), Petitioner's corn-
petitor to *supply North Slope gas to the
United States market, which company
is underwritten by a consortium of
twenty-five companies, was required un-
der § 159.2(a) to pay only $373,750!

Petitioner recommends, in light of the
foregoing, that the Commission rescind
§ 159.2, and promulgate new regulations,
during which process the CommIssion
should:

(1) -Publish Its cost for which It seeks
reimbursement by way of the proposed
fees,

(2) Classify its activities according to
those activities which confer a special
benefit on an applicant, those which are
clearly Identified with the public interest
aid those which are not so clearly
identifble

Petitioner further recommends that
the new regulations must:

(1) Establish measurable units of gov-
ernment service,

(2) Relate government costs to- the
item by the use of acceptable cost ac-
counting principles,

(3) Identify the particular service for
which reimbursement Is to be sought,

(4) Establish charges for units of
service; and

(5) Provide a method for determining
the special benefit conferred by estab-
lishing a hearing procedure wlich would
involve the submission by the Commis-
sion of a detailed bill for costs which
could be challenged upon hearing as to
Its amount and Its benefit allocation.

Petitioner finally recommends that the
Commission provide for the return to
Petitioner of such portion of Its tendered

a Alan Arctic flied In Docket No. 'P74-
239 on March 21. 1974. an application pursu-
ant to section 7(c) of tho -atural Gas Act
for a certificate of public convenience and
necessity authorizing the construction of
approximately 195 miles of 48-inch pipeline
from Prudhoe Bay to the Alaskan-Canadlan
border at a cost of $575 million. Alaran-
Arctic proposes to deliver the gas to the
border for further transportation through
Canada to the lower 48 states.

7 Petitioner Includes as benefits Inuring to
an applicant per diem allowances for staff
personnel engaged In procea-ing applications,
Including expenss for travel, special cervices
and special equipment. Public hearings and
preparation of environmental Impact state-
ments are iald to be Identiled with the pub-
lie interest work of the CommisIon. Review
of applications in order to arcertain whether
the Commission Is sufflciently'Informed to
proceed Is considered more diffcult to claslfy
by Petitioner. Petitioner mintanls that the
certificate itself, when Issued, has some real
value to' an applicant, but that such value
mlght be aessed at a substantial discount
so as not to tax the recipient of the certfl-
cate for those Commiss on ervices performed
in the public Intercst

8993

filing fee which Is found to be excessive
under appropriate reaulations.

Any verson desiring to be heard or to
make any protest with reference to said
petition should on or before March 4,
1975. 1ile with the Federal Power Com-
mission. Washinaton, D.C. 20426, a peti-
tion to Intervene or a protest in accord-
ance with the requirements of the Com-
missson's rules of practice and procedure
(18 PM 1.8 or 1.10). All protests
filed with, the Commission will. be con-
sidered by it In determining the ap-
propriate action to be taken but will not
serve to make the protestants partiesto
the proceeding. Any person wishing to
become a party to a proceeding or to par-
tlclpate as a party in any hearing
therein must file- a petition to intervene
in accordance with the Commisslon's
rules.

Secretary.
[FR Doe.75-5578 Flied 3-3-75;8:45 am]

[Docket No. RP'73-17 (PGA 75-3)l
GRANITE STATE GAS TRANSMISSION,

INC.
Proposed Changes In Rates Pursuant to

Purchased Gas Adjustment Provision
FESRUAny 25, 1975.

Take notice that Granite State Gs
Transmission, Inc. (Granite) on Febru-
ary 14,1975, tendered for filing Sixth Re-
vised Sheet 3A in its FPC Gas Tariff,
Original Volume, No. 1. containing pro-
posed changes In rates to be effective
March 15.1975. Accordingto Granite, the
proposed changes would increase rev-
enues from Jurisdictional sales by ap-
proximately $293,385 annually, based on
deliveries for the 12 months ended De-
cember 31, 1974. Granite states that the'
instant filing is made pursuant to a pur-
chased gas adjustment provision, previ-
ously approved by the Commission,- on
December 14, 1972, in Docket No. RP73-
17. Granite further states that the in-
creased purchased gas costs result from
proposed increases in the rates of Ten-
nessee Gas Pipeline Company, a. Division
of Tenneco, Inc. which Tennessee pro-
poses to make effective on March 15,
1975, In Docket No. RP75-13 and that
Granite purchases Its entire natural gas
supply from Tennessee.

Granite also tendered for fling Its
Alternate Sixth Revised Sheet; 3A to its
PPC Gas Tariff, Original Volume No. 1,
as an alternate to Sixth Revised Sheet
No. 3A. Granite states that Alternate
Sixth Revised Sheet 3A reflects the effect
of an alternate increase in Ens pur-
chased costs which Tennessee also filed
for effectiveness on March 15, 1975, in
Docket No. RP73--15. Alternate Sixth Re-
vised Sheet No. 3A, if made effective
instead of Sixth Revised Sheet 3A, would
Increase Granite's jurisdictional reve-
nues by approximately $175,346. based
on deliveries for the 12 months ended
December 31, 1974, according to Gran-
Ite. Granite states that Its purpose in,
submitting the alternate rate filings is
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to track whichever of the Tennessee
rate increases Is permitted to become
effective March 15, 1975.

According to Granite, copies of the
filing were served upon Northern Utili-
ties, Inc.. the Company's" sole jurisdic-
tional customer and affected state regu-
latory commissions.

Any person desiring to be heard or
to protest said filing should file a peti-
tion to intervene or protest with the
Federal Power Commission, 825 North
Capitol Street, NE., Washington, D:C.
20426, in accordance with §§ 1.8 and
1.10 of the Commission's rules of prac-
tice and procedure (18 CFR 1.8. 1.10).
All such petitions or protests should be
filed on or before March 14, 1975' Pro-
tests will be considered by the Commis-
sion In determining the appropriate
action to be taken, but will not serve to
make protestants parties to the proceed-
Ing. Any person wishing to become a
party must file a petition to intervene.
Copies of this filing are on file with the
Commission and are available for public
Inspection.

KENNET= F. PLUMB,
Secretary.

[FR Doc.75-5638 Plied 3-3-75;8:45 am]

[Docket No. ID-17551
JAMES E. FELTNER

Initial Application
FEBRUARY 25, 1975.

Take notice that on January 17, 1975,
James E. Feltner, (Applicant) filed an
Initial application with the Federal
Power Commission. Pursuant to section
305(b) of the Federal Power Act, Appli-
cant seeks authority to hold the follow-
Ing positions:
I Assistant Secretary, the Cincinnati Gas '&
Electric Co.. public utility.

Assistant secretary, the Union Light, Heat
and Power Co.. public utility.

Assistant secretary, Malmi Power Corp.,
public utility.

Any person desiring to be heard or
to make any protest with reference to
said application should on or before
March 14, 1975, file with the Federal
Power Commission, Washington, D.C.
20426, petitions'to intervene or protests
in accordance with the requirements of
the Comnilssion's rules of practice and
procedure (18 CFR 1.8 or 1.10). All pro-
tests filed with the Commission will be
considered by it in determining the ap-
propriate action to be taken but will not
serve to make the protestants parties to
the proceeding. Persons wishing to be-
come parties to a proceeding or to'par-
ticipate as a party in any hearing there-
In must file ,petitions to intervene in
accordance with the Commission's rules.
The application is on file with the Com-
mission and available for public
Inspection.

KENETH F. PLUM,
Secretary.

[PP Doc.75-5636 Piled 3:3--75;8:45 am]

[Docket No. ID-16761

JAMES E. GRIFFIN
Supplemental Application

FEBRUARY 25, 1975.
Take notice that on December 4, 1974,

James E. Griffin, (Applicant) filed a sup-
plemental application with the Federal
Power Commission, pursuant to Section
305(b) of the Federal Power Act, seeking
authority to hold the following position:

Chairman, Vermont Electric Power Com-
pany Inc., public utility.

The prineijal business of the Company
is the operation of a transmission system
which interconnects the electric utilities
in the. State of Vermont. It is also en-
gaged in the business of purchasing bulk
power for resale to Central Vermont
Public Service Corporation and the other
electric utilities in the State.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 14,
1975 file with the Federal Power Com-
mission. Washington, D.C. 20426. peti-
tions to intervene or protests in accord-
ance with the requirements of the Com-
mission's rules of practice and proQe-
dure (18 CFR 1.8 or 1.10). All protests
filed with the Commission will be con-
sidered by it indetermining the appro-
priate action to be taken but will not
serve to make the protestants parties to
the proceeding. Persons wishing to be-
come parties to a proceeding or to par-
ticipate as a party in any hearing therein
must file petitions to intervene in ac-
cordance with the Commission's rules.
The application Is on file with the Com-
mission and available for public inspec-
tion.

K]tm=Ts F, PLUMB,
Secretary.

[FR Doo.75-5639 Piled $,3-75;8:45 am]

[Docket No. G-4866, etc.]

H. L HUNT
- Petition To Amend

FEB uARY 18. 1975.
Take notice that on February 6. 1975,

the Estate of H. L. Hunt (Petitioner),
1401 Elm Street,. Dallas, Texas 75202,
filed in Docket No. G-4866. et al., a pe-
tition to amend the orders issuing cer-
tificates of public convenience and ne-
cessity pursuant to section 7(c) of the
Natural Gas Act In said dockets by au-
thorizing Petitioner to continue sales
for resale and deliveries of natural gas
in interstate commerce in lieu of H. L.
Hunt who died on November 29, 1974, all
as more fully set forth In the appendix
hereto and in the petition to amend
which is on file with the Commission
and open td public inspection.

Any person desiring to be heard or to
make any protest with reference to said
petition to amend should on or before
March 4, 1975, file with the Federal
Power Commission, Washington, D.C.
20426, a petition to intervene or a protest
in accordance with the requirements of

the Commission's rules of practice and
procedure (18 CFR 1.8 or 1.10). All pro-
tests filed with. the Commission will be
considered by it In determining the ap-
propriate action to be taken but will not
serve to make the protestants parties to
the proceeding. Any person wishing to
become a party to a proceeding or to par-
ticipate as a party in any hearing therein
must file a petition to intervene in ac-
cordance with the Commission's rules.

XKENNTH F. PLUMB,
Secretaryj.

Aprrhwx

FP
DockotNo. gas rate Parch=c

schedulo

G-486 ... 5 United Gas Pipe Line Co.
G-4691 ..... 6 El Paso Natural Gas Co.

-2G-9 11 Park Plpellno Co.
-10335 .... 13 Trunkllno Gaa Co.

G-10714 .... 14 Arkansas Louisiana Gw Co.
0-11800 .... 15 El Paso Natural Gas Co.
0-11800 .... 10 Do.
0-14450 .... 17 Jeorgn & Morgan Tranmlsjloa

Co.
G-17837 .... 22 El Paso Nattral Gas Co.
0-18 8 .... 20 Florida Gas Transmlsslon Co,
0-19328 27 El Paso Natural Gas Co.
6-19328 23 Do.
G-20490 .... 31 Texas Gas Transmission Corp.
C160-152... 32 United Gas P1ip LIne Co.
0-19110 .... 33 Natural Gas fipe Lino Co. of

America
CI01-1221.. Do.
C0161-1282.. 35 Do.
C163-182- - 3 Michigan W asconsn Pipe Liu*

Co.
C16-117. 37 Arkansas Louisiana Ga3 Co.
C167-1518.-- 33 Trunkllno Gas Co.
C170-477 39 Mhihgan WscoAsln Plpo Lino

Co.
CI74-3 .... 40 Montana Dakota Ullltlea Co,

[FR Doa.76-5580 Filed 3-3-75;8:40 amI

[Docket No. E-8843]
HOLYOKE WATER POWER CO. AND

HOLYOKE POWER AND SLECTRIC CO,
Further Extension of Procedural Dates

FEBRUARY 18, 1975.
On February 13, 1975, Chigopo Elec-

tric Light Department filed a motion to
extend the procedural dates fixed by or-
der issued August 9, 1974, as most re-
cently modified by notice issued Jan.
uary 14, 1974. In the above-designated
matter. The motion states that the par-
ties have been notified and have no
objection.

Upon consideration, notice is hereby
given that the procedural dates in the
above matter are modified as follows:

Service of Intervenor's testimony, March 20,
1975.

Service of company -rebuttal, March 81,
19'75.

Hearing, April 8, 1975 (10 anm. o.d.t.).
KENNETH F. PLUMB,

Secretary.
[FR Doc.75-5679 Flied 3-3-75;8:46 amI

[Docket No. E-92081
INTERSTATE POWER CO.

Amendment to Transmission Utilization
Agreement

FEBRIARy 25, 1975.
Take notice that on February 18, 1975,

Interstate Power Company (Interstate)
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tendered for filing certain amendments
to the'Transmission 'Utilization Agree-
ment (Agreement) between Interstate
-and - Cooperative Po*er Association
(CPA) of Minneapolis, Minnesota. Said
Agreement is designated "Interstate
Power Company, Rate Schedule FPC
No. 88. The -tendered amendments are
Sixth Revised Exhibit C, Sixth Revised
Exhibit E, and Sixth Revised Exhibit F.

Interstate states that the revisions
that have been made -in the aforemen-
tioned exhibits are: (1) The replacement
of the Jackson point of metering with
the Middletown point of metering; (2)
the relocation and change in voltage' of
the Jeffers point of delivery and point
of-metering; and (3) the addition of
theRushmore point of delivery and point
of metering.

Interstate states that-a copy of this
filing has been sent to CPA.

Any person desiring to be heard or to
- protest said application should Me a pe-
tition to intervene or protest with the

-Federal Power Commission, 825 North
Capitol'Street, N.E., Washington, D.C.
20426, in accordance with §§ 1.8 and 1.10
of the Commissioii's rules of practice and
procedure (18 CFR 1.8, 1.10). All such
petitions or prot6sts'should be filed on

-or before March 10, 1975. Protests will
be considered by the Commission in de-
termining the appropriate action to-be
taken, but will not' serve to make pro-
testants parties to the proceeding. Any
person wishing to become a party must

.fle a petition to intervene. Copieg of this
application are on file with the Commis-
sion , and are available for public
inspection.

-KENNETR F..PLUMB,
Secretary.

[PFP Doc.75-5641 Filed 3-3-75;8:45 am]

IDocket No. E-92631
KANSAS CITY POWER AND LIGHT

Filing of Change in Rate Schedule
FEBRUARY 25, 1975.

Take'notice that on February 13, 1975
Kansas City Power and Light (KCP&L)
tendered for filing a change in the rate
schedule set forth In an Order issued
September 4, 1974 in Docket No. -E-8365.
The aforementioned change is rendered
In the following format: "
M U =CAL WHOLEAL MEM POVWE COMRACT

(dated January 28,-975.)
between

kaiisas City Power & Light Company

and

City of Higginsville, MI-sour (Higginsvlle)

KCP&L states that this contratt is ap-
plicable to wholesale power delivered by
it to Higginsville. KCP&L further states
that the rate schedule has been changed
-to provide for the delivery by KCP&L of
electric power and energy to augment
Bigginsville's own municipal generation
and other power resources.

The proposed rate schedule is alleged
to be satisfactory to Higginsville as evi-

denced by a letter dated February 3,
1975, submitted with this filing.

KCP&L states that copies of this filing
have been served upon Hlgglnsvllle and
the Missouri Public Service Commission.

KCP&L requests an effective date of
March 15, 1975.

Any person desiring to be heard or to
protest said filing should Me a petition
to intervene or protest with the Federal
Power Commission, 825 North Capitol
Street, N.E., Washington, D.C. 20426, In
accordance with §§ 1.8 and 1.10 of the
Commission's rules of practice and pro-
cedure (18 CFR 1.8. 1.10). All such peti-
tions or'protests should be fled on or
before March 11, 1975, Protests will be
considered by the Commission In deter-
mining the appropriate action to be
taken, but will not serve to make protes-
tants parties to the proceeding. Any per-
son wishing to become a party must Me
a petition to intervene. Copies of this
filing are on file with the Commisslon
and are available for public Inspection.

KEMWEMH F. PLuMB,
Secretary.

[FR Doc.75-5642 Filed 3-3-75;8:45 am]

[Docket No. E-92641

KANSAS CITY POWER AND .LIGHT
Filing of Change in Rate Schedule

'FEBnRuARy 25, 1975.
Take notice that on February 13, 1975

Kansas City Power and light (KCP&L)
tendered for filing a change In the rate
schedule set forth n an Order Issued
September 4, 1974 n Docket No. E-8365.
The aforementioned change is rendered
in'the following format:

WHoL Pa -r Powni Acni=.-rr
(dated September 27, 1974)

between
Kansas City Power & Light Company

and
Missouri Power & Light Company (MFL)

KCP&L states that this contract is ap-
plicable to wholesale power delivered by
It to MIPL KCP&L further states that
this agreement supersedes the Agree-
ment " dated February 14, 1964, as
amended, which was cancelled as of May
31, 1974, so that the proposed rates in
Docket No. E-8365 could be put into ef-
fect as of June 1, 1974.

-The proposed iate schedule is alleged
to be satisfactory to AMPL as evidenced
by MPL's signature on the Agreement.
' KCP&L states that copies of this filing

have been served upon MPC and the Mis-
souri Public Service Commission.

KCP&L requests an effective date of
March 15, 1975.

Any person desiring to be heard or to
protest said filing should file a petition
to intervene or protest with the Federal
Power Commission. 825 North Capitol
Street, NE., Washington, D.C. 20426, In
accordance with § 1.8 and 1.10 of the
Commission's rules of practice and pro-
cedure (18 CFR 1.8, 1.10). All such peti-
tions or protests should be filed on or

S995

before March 11, 1975-Protests wiI- be
considered by the Commission in deter-
mining the appropriate action to be
taken, but will not serve to make protest-
ants parties to the proceeding. Any per-
son wishing to become a party must file
a petition to Intervene. Copies of this
filing are on file with the Cdmmission
and are available for public inspection.

Kin= =m F. PLMM,
Secretary.

[FR Doc.75-5643 Filed 3-3- 5;8:45 am]

IDocket No. E-75301
LONG ISLAND LIGHTING CO.

Notice of Application
FEBU ARY 14, 1975.

Take notice that on February 6, 1975,
Long Island Lighting Company (Appli-
cant) filed an application seeking an-
thority pursuant to section 204 of the
Federal Power Act to Issue through and
including December 31, 1976 its unse-
cured promissory notes In a principal
amount not to exceed $175,000,000 andits
commercial paper in a principal amount
not to exceed $25,000.000. together ag-
gregating more than 5 percent of the sum

* of the par value of the outstanding se-
curities of the Applicant having a par
value, both promissory notes and com-
mercial paper to have maturity dates not
later than September 30, 197, and for a
further order, continuing the exemption
of the proposed issuance of short-term
securities from the competitive bidding
requirements of § 34.1a (b) and (c) of
the regulations under the Federal Power
Act, It deemed applicable.

Applicant, incorporated under the laws
of the State of New York, with Its prin-
cipal business office at 250 Old Country
Road, Mineola, New York 11501, is au-
thorized to do business In the State of
New York.

The interest rate applicable to the
promissory notes will generally be at an
annual rate equal to the prime rate of
each lending bank to substantial and re-
sponsible commercial borrowers. The in-
terest rate applicable to the commercial
paper will be the rate in effect at the time
of Issuance, to be determined In the man-
ner customary for commercial paper. The
promissory notes will each mature not
more than nine months from the date of
issuance. The maturity of the commer-
cial paper will vary but in no event will
any of the commercial paper mature
more than nine months after Issuance.

The proceeds will be used to reimburse
the treasury of the Applicant to finance
expenditures against which other securi-
ties have not as yet been issued and for
construction purposes.

The Commission had, by Its Order in
Docket No. F-7530 issued May 7, 1970,
found the proposed issuance of similar se-
curities aggregating $65,000,000 to be ex-
empt from the competitive bidding re-
quirements of §34.1a of the Federal
Power Commission's regulations under.
the Federal Power Act and authorized the
issuance of the securities expressly con-
ditioned upon their final maturity not
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being later than June 30, 1971. The Com-
mission, by Supplemental Orders in
Docket No. E-7530 issued June 29, 1971,
June 29, 1972, June 25, 1973. August 29,
1973, May 31, 1974, July 3, 1974 and Au-
gust 30, 1974, has continued-the exemp-
tion from the competitive* bidding re-
quirements of § 34.1a of the Federal
Power Commission's regulations under
the Federal Power Act, has authorized
the issuance of securities in increased
amounts and has extended the final ma-
turity dates of the securities authorized
to be issued. The Applicant Is presently
-authorized to issue, through and in-
cluding December 31, 1975, $125,000,000
principal amount of short-term promis-
sory notes and commercial paper, con-
sisting of $100,000,000 principal amount
of unsecured promissory notes to com-
mercial banks and $25,000,000 principal
amount of commercial paper to commer-
cial paper dealers, with final maturity
dates of all notes being not later than
September 30, 1975 and with the total
aggregate amount of all notes issued in
the form of commercial paper outstand-
ing at any one time limited to not more
than 25 percent of Applicant's gross op-
erating revenues during the preceding
twelve-month period.

Any person desiring to be heard or to
make any' protest with reference to said
application should on or before March 10,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20426, peti-
tions to Intervene or protests in accord-
ance with the requirements of the Com-
mission's rules of practice and procedure

* (18 CER 1.8 or 1.10). All protests filed
with the Commission will be considered
by it in determining the appropriate ac-
tion to be taken but will not serve to
make the protestants parties to the pro-
ceeding. Persons wishing to become par-
ties to a proceeding or to participate as a
party In any hearing therein must file
petitions to intervene in accordance with
the Commission's Rules. The application
is on file with the Commission and Is
available for public inspection.

KENNETH F. PLUMB,
Secretary.

[FR Doc.76-5581 Filed 3-3-75;8:45 am]

[Docket No. RP73-43]

MID LOUISIANA GAS CO.
Proposed Change in Rates

FEBRUARY 14, 1975.
Take notice that Mid Louisiana Gas

Company (Mid Louisiana), on February
10, 1975, tendered for filing as a part of
First Revised Volume No. 1 of its FPC
Gas Tariff, Substitute Eleventh Revised
Sheet No. 3a and Twelfth Revised Sheet
No. 3a.

Mid Louisiana states that the purpose
of the filing is to reflect a Purchased Gas
Cost Current Adjustment to Mid Louisi-
ala's Rate Schedules G-1, SG-1, I-1 and
E-1 to be effective February 1, 1975 and
February % 1975, pursuant to Commis-
sion Orders dated January 31, 1975 in
this docket and in United Gas Pipe Line
Company Docket No. RP72-133. Mid

Louisiana further states that copies of
the-fling were served on interested cus-
tomers and state commissions.

Any person desiring to be heard or to
protest said application should file a peti-
tion to intervene or protest with the Fed-
eral Power Commission, 825 North Capi-
tol Street NE., Washington, D.C. 20426,
in accordance with §§ 1.8 and 1.10 of the
Commission's rules of practice and pro-
cedure (18 CFR 1.8, 1.10). All such peti-
tions or protests should be filed on or be-
fore February 27, 1975. Protests will be
considered by the Commission in deter-
mining the appropriate action to be
taken, but will not serve to make pro-
testants parties to the proceeding. Any
person wishing to become a party must
file a petition to intervene. Copies of this
application are on file with the Com-
mission and are available for public
inspection.

KENNETH F. PLUMB,
Secretary.

[E'R Doc.75-5582 ried 3-3-75;8:45 am]

[Docket No. E-90631

MISSOURI POWER & LIGHT CO.

Extension of Procedural Dates
FEBRUARY 25, 1975.

On February 24, X975, Staff Counsel
filed a motion to extend the procedural
dates fixed by order Issued December 31,
1974, in the above-designated matter.

Upon consideration, notice Is hereby
given that the procedural dates in the
above matter are modified as follows:

Service of Staff's Testimony, March 24,
1975.

Service of Intervenor's Testimony, April
11, 1975.

Service of Company Rebuttal, April 25,19!l5.'
:earing, May 6, 1975 (10 am., e.d.t.).

KENNETH F. PLUMB,
Secretary.

[FR Doc.75--5644 Filed 3-3-75;8:45 am]

[Docket Nos. G-18475, RP70-10 and nP71-45]

NATIONAL FUEL GAS DISTRIBUTION
CORP.

Filing of Refund Report

FEBRUARY 25, 1975.
Take notice that on February 3, 1975,

National Fuel Gas Distribution Corpora-
tion (National) tendered for filing a Re-
port of Compliance and a Release of
North East Heat and Light Company
(North East) in connection with a re-
fund made to North East in the amount
of $6,555.32.

Any person desiring to be heard or to
protest said filing should file a petition
to intervene or protest with the Federal
Power Commission, 825 North Capitol
Street, NE., Washington, D.C. 20426, in
accordance with §§ 1.8 and 1.10 of the
Commission's rules of practice and proce-
dure (18 CFR 1.8, 1.10). All such petitions
or protests should be filed on or before
March 3,1975. Protests will be considered
by the Commission in determining the
appropriate action to be taken, but will

not serve to make protestants parties to
the proceeding. Any person wishing to
become a party must file a petition to In-
tervene. Copies of this filing are on file
with the Commission and are available
for public inspection.

KEuNETH F. PLUMB,
Secretary.

[FR Doc.75-5645 Filed 3-3-75;8:45 ami

[Docket No. EP76-571
PACIFIC GAS TRANSMISSION CO.

Proposed Rate Increase, Granting
Intervention, and Establishing Procedure

FEBRUARY 26, 1975.
On January 27, 1975, Pacific Gas

Transmission Company (POT) tendered
for filing proposed revisions to its FPC
Gas Tariff, Original Volume No. 1.' The
proposed revisions provide for an in-
crease in jurisdictional revenues of $2,-
487,487 based on twelve months of ac-
tual experience ended September 30,
1974, as adjusted for changes which are
known and measurable through Juno 30,
1975.

Notice of the proposed increase was
issued January 31, 1975, with protests or
petitions to Intervene due on or before
February 18, 1975. Timely petitions to
intervene were received by Pacific Gas
& Electric Company (PG&E) and North-
west Pipeline Company (Northwest). A
timely notice of intervention was filed by
the Public Utilities Commission of the,
State of California and by the Washing-
ton Utilities and Transportation Com-
mission.

PG-T states that this filing consistl
solely of an increase In its rate of return
from 7.875 percent to 10 percent. POT
states that this increase Is necessary to
enable it to attract additional capital to
finance expansions of its gas transmis-
sion facilities and to compensate it for
an increase in risk occasioned by the
Commission's requirement that it file
under section 4 of the Natural Gas Act
for increases in the price it must pay for
gas from Canada.

Our review of the proposed Increase
in rates indicates that it has not been
shown to be Just and reasonable and may
be unjust, unreasonable, unduly discrin-
inatory or preferential or otherwise un-
lawful. We shall therefore accept the
proposed rate increase for filing and sus-
pend it for five months, when it will be
permitted to become effective, subject to
refund, pending hearing and decision as
to the lawfulness of the proposed in-
crease.

The Commission finds. (1) The pro-
pdsed change in POT's FPC Gas Tariff,
Original Volume No. 1 should be accepted
for filing and suspended for five months
when it will be permitted to become ef-
fective, subject to refund.

(2) It is necessary and proper in the
public interest and to aid in the enforce-
ment of the Natural Gas Act that the

I Sixth evised Sheet No. 6 and sLxth Re-
vised Sheet No. 13.
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Commission enter upon a hearing con-
cerning the lawfulness of the proposed
rates -and charges In PGT's FPC Gas
Tariff, Originar-Volume No. 1, as pro-
posedto be amended in this docket.

(3) Good cause exists to permit the
intervention of the above mentioned
petitioners.

The Commission orders. (A) Pending
hearing and decision as to the justness
and reasonableness of the rates and
charges contained therein, the proposed
tariff sheets filed herein are accepted for
filing and suspended for five months, and
until such time as they are made effec-
tive in'the manner provided in the Nat-
ural Gas Act, when they will be per-
mitted to become effective, subject to
refund.

(B) Pursuant to the authority of the
Natural Gas Act, particularly sections 4
and 5 thereof, the Commission's rules of
practice and procedure (18 CFR, Chap-
ter 1), a public hearing shall be held
commencing July-22, 1975, at 10 a.m., in
a hearing room of the Federal Power
Commission, 825 North Capitol Street
NE.;-Washington, D.C. 20426, concerning
the lawfulness of the rates and charges
contained in PGT's FPC Gas Tariff,
Original Volume No. 1, as proposed to be
amended.

(C) On or before June 3,. 1975, the
Commission Staff shall ser.e its prepared
testimony and exhibits. Intervenor testi-
mony and exhibits, if any, shall be served
on or before June 17, 1975. PGT shall
serve its rebuttal testimony and exhibits
on or before July 1, 1975. •

(D) A-Presiding Administrative Law
Judge to be designated by the Chief Ad-
ministrative Law Judge for that pur-
pose (See delegation of authorty, 18 CFR
(3.5(d)), shall preside at the hearing in
this proceeding, shall prescribe relevant
procedural matters not herein provided
and shall control this pioceeding in ac-
cordance with the policies expressed in

- 1 2.59 of the Commission's rules of prad-
tice and procedure.

(E) The above mentioned petitioners
to intervene are hereby permitted to in-
tervene in this proceeding, subjeft to the
rules and redulations of the Commission:
Provided, Aowever, That the participa-
tion of such intervenors shall be limited
to matters affecting the rights and in-
terests specifically set forth in the re-
spective petitions to intervene, and Pro-
vided, urth r&. That the admissIon of
such intervenors shall not be construed
as recognition that they or any of them
might, be aggrieved because of. any order
or orders issued by the. Commission In
this proceeding. .

(F) Nothing contained herein shall be
construed as limiting the rights of the
parties to this proceeding regarding the
convening of conferences or offers of
settlement pursuant to § 1.18 of the Com-
mission's rules of practice and procedure,

(G) The Secretary shall cause prompt
publication of this order in the FEDERAL
REGISTER.

By the Commission.

ESEAL)- KENETH F. PLUMB,
Secretary.

IFR Doc.75-5646 Filed 3-3-75;8:45 am]

[Docket No. E-027'2]
PACIFIC POWER & LIGHT CO.

Initial Rate Filing
FBRuARY 25, 1975.

Take notice that Pacific Power & Light
Company (Pacific) on February 18, 1975,
-tendered for filing, in accordance with
§ 35.12 of the Commisslon's regulations,
a new rate schedule for emergency
standby servicebetween Pacific and Mid-
state Electric Cooperative,-Inc. (Mid-
state). This agreement supersedes
Pacific's Supplement No. 16 to Rate
Schedule FPC No. 28, Contract No. 14-
03-001-11584 dated June 10, 1955 which
terminated under Its own provisions oil
January 22, 1973.

The proposed rate schedule required
the installation of switching facilities at
a cost of approximately $5,000. This work
was completed by Pacific and billed to
Midstate.

Pacific states that no estimate of
quantities of energy to be delivered or
revenues to be derived therefrom can
be made.

Pacific requests the rate schedule to
become effective March 1, 1975.

A copy of the agreement was supplied
to the Oregon Public Utility Commis-
sioner.

Any person desiring to be heard or to
protest said application should file a pe-
tition to intervene or protest with the
Federal Power Commission, 825 North
Capitol Street, NE., Washington, D.C.
10426, in accordance with §§ 1.8 and 1.10
of the Commission's rules of practice and
procedure (18 CFR 1.8, 1.10). All such
petitions or protests should be fled on
or before March 12, 1975. Protests will be

-considered by the Commission In de-
termining the appropriate action to be
taken, but will not serve to make protes-
tants parties to the proceeding. Any per-
son wishing to become a party must file
a petition to intervene. Copies of this
application are on file with the Com-
mission and are available for public
inspection.

XErnNE F. PLUM,
Seoretarv.

[F3 Doc.74--647 Filed 3-3-75;8:64 am]

[Docket No. ,-92701
PACIFIC'POWER & LIGHT CO.

Change In Rate Schedule
FEBRUARY 25, 1975.

Take notice that Pacific Power & Light
Company (Pacific) on February 18, 1975,
tendered for filing, in accordance with
§ 35.13 of the Commission's regulations,
a revised rate schedule for energy ex-
change with the Bonneville Power Ad-
ministration (Bonneville), which super-
sedes Contract Ibp-7410V According to
Pacific this agreement was entered Into
to provide an updating of the points of
delivery and points of connection for
emergency exchange of electric energy
and energy breakdown relief which was
to terminate on August 31, 1973 pursu-
ant t- Supplement No. 34 to the super-
seded rate schedule.

Pacific states that the exchange ac-
count and settlement provisions under
this agreement are similar to those desig-
nated in SupplementlNo. 30 to the super-
seded rite schedule 1 and that no new
facilities have been installed to supply
service under the revised agreement.
Pacific also states that no estimate of
transactions of energy or of revenues to
be derived therefrom can be made.

Pacific requests waiver of the Commis-
slon's notice requirements to permit the
rate schedule to become -effective Au-
gust 9, 1973, whicli It claims is the date
of commencement of service. Pacific
states that the waiver, if granted will
have no effect upon purchasers under
other rate schedules.

A copy of the filing was supplied to the
Oregon Public Utility Commissioner,
Salem, Oregon.

Any person desiring'to be'heard or to
protest said application sh:ould file a peti-
tion to intervene or protest with the Fed-
eral Power Commission, 825 North
Capitol Street, NE., Washington, D.C.
20426, in accordance with §§ 1.8 and 1.10
of the Commission's rules of practice and
procedure (18 CFR 1.8, 1.1.0). All such
petitions or protests should be filed on or
before March 12, 1975. Protests will be
considered by the Commission In deter--
mining the appropriate action to be
taken, but will not serve to make protest-
ants parties to the proceeding. Any per-
son wishing to become a party mustflle a
petition to intervene. Copies of this ap-
plication are on file with the Commission
and are available for public inspection.

KENN= P. PLUMB,
Secretary.

[tR Doc.75-5648 Filed 3-3-75;8:45 anl

[Projects No. 2149]
PUBLIC UTILITY DISTRICT NO. 1 OF

DOUGLAS COUNTY, WASHINGTON
Certification of Settlement Agreement

F quuARY 25, 1975.
Public notice is hereby given that on

January 6, 1975 the presiding Adminis-
trative Law Judge certified to the Com-
mission a proposed settlement agreement
concerning a wildlife mitigation program
to be implemented by the Washington
State Department of Game (Game) and
financed by Licensee in satisfaction of
ithe provisions of Articles 41 and 43 of the
license for the Wells Hydroelectric Proj-
ect No. 2149.

Under the proposed settlement agree-
ment Licensee would provide a cash pay-
ment of $1,250,000 to Game for Initial
capital expenses and for annual opera-
tional expenses. Licensee would also con-
vey several parcels of land In fee to Game
as well as other lands with appropriate
easements upon which Game would man-
age a program to improve the wildlife
habitat. All lands are located In the
vicinity of the project.

1 Deagnated Pacfic Power & Light Co=-
pany FPP Rate Schedule NTo. 28 and Supple-
ment N s. 30 and 34.
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The fully executed settlement agree-
ment would resolve all outstanding issues
in this proceeding which resulted from a
hearing ordered by the Commission and
held from August 15, 1972 to August 25,
1972.

Any person desiring to protest or com-
ment on said settlement agreement
should file comments with the Federal
Power Commission, 825 North Capitol
Street, NE., Washington, D.C. 20426 on
or before March 15. 1975. Comments will
be considered by the Commission in
determining the appropriate action to be
taken. A copy of this settlement agree-
ment is on file with the Commission and
is available for public Inspection.

KEqNETH F. PLUMB,
Secretary.

[FR Doc.75-5650 Filed 3-3-75:8:45 am]

[Docket No. ID-1691"

PAUL J. SULLIVAN
Supplemental Application

FEBRUARY 25. 1975.
Take notice that on January 23, 1975,

Paul J. Sullivan, (Applicant) filed a
supplemental application with the Fed-
eral Power Commission, pursuant to sec-
tion 305(b) of the Federal Power Act,
seeking authority to hold the following
positions:

Director, Massachusetts Electric Co., public
utility.

Director, the Narragansett Electric Co,
public utility.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 14,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20426, peti-
tions to Intervene or protests in accord-
ance with the requirements of the Com-
mission's rules of practice and procedure
(18 CFR 1.8 or 1.10). All protests filed
with the Commission will be considered
by it in determining the appropriate
action to be taken but will not serve to
make the protestants parties to the
proceeding. Persons wishing to become
parties to a proceeding or to participate
as a party in any hearing therein must
file petitions to intervene in accordance
with the Commission's rules. The appli-
cation is on file with the Commission and
available for public inspection.

KENNETH F. PLUMB,
Secretary.

[Fr Doc.75-5651 Filed 3-3-75;845 am]

[Docket No. ID-17571

PETER R. GROOME
Initial Application

FEBRUARY 25, 1975.
Take notice that on February 18, 1975,

Peter R. Groome, (Applicant) filed an
initial application with the Federal
Power Commission. Pursuant to section
305(b) of the Federal Power Act, Appli-
cant seeks authority to hold the follow-
ing positions:

Vice President, Blackstone Valley Electric
Co., public utility.

Director, 1.iontaup Electric Co, public
utility.

The Company is engaged in the gen-
eration, purchase and transmission of
electric energy and its distribution and
sale for light, heat and power purposes
(and the incidental sale of electric ap-
pliances) throughout the entire Black-
stone Valley district of Rhode Island
consisting of the cities of Pawtucket,

-Woonsocket, Central Falls and the Towns
of Cumberland, Lincoln and other adja-
cent towns. The entire operations of the
Corporation are confined within the

.State of Rhode Island.
The Company also owns approximately

33.33 percent of the voting control of
Montaup Electric Company, a Massachu-
setts electric generating company, from
which it purchases'a major portion of its
electric requirements.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 14,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20426, peti-
tions to intervene or protests in accord-
ance with the requirements of the Com-
mission's rules of practice and procedure
(18 CFR 1.8 or 1.10). All protests filed
with the Commission will be considered
by it in determining the appropriate ac-
tion to be taken but will not serve to
make the protestants parties to the pro-
ceeding. Person wishing to become par-
ties to a proceeding or to participate as
a party in any hearing therein must file
petitions to intervene in accordance with
the Commission's rules..The application
is on file with the Commission and avail-
able for public inspection.

KENNETH F. PLUMB,
Secretary.

[FR Doc.75-5640 Filed 3-3-75;8:45 amj

[Docket No. E-89531

SIERRA PACIFIC POWER CO.
Compliance Filing

FEBRUARY 14, 1975.
Take notice that on January 20, 1975,

Sierra Pacific Power' Company (Appli-
cant) tendered for filing pursuant to
section 205 of the.Federal Power Act and
Part 35 of the Regulations issued there-
under, and in compliance with the Com-
mission request of December 10, 1974 in
Docket No. E-8958, a Fifth Revised Sheet
No. 15 to its FPC Electric Tariff Original
Volume No. 1. The submittal, which can-
cels Fourth Revised Sheet No. 15, serves
to update Applicant's Index of Pur-
chasers, and is requested to become ef-
fective upon the date of filing.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 7,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20426, peti-
tions to intervene or protests in accord-
ance with the requirements of the
Commission's rules of practice and pro-
cedure (18 CFR 1.8 or 1.10). All protests

filed with the Commission will be con-
sidered by it in determining the appro-
priate action to be taken but will not
serve to make the protestants parties to
the proceeding. Persons wishing to be-
come parties to a proceeding or to par-
ticipate as a party in any hearing
therein must file petitions to Intervene
in accordance with the Commission's
rules. The application Is on file with the
Commission and Is available for public
inspection.

KnEiNi F. PLUMB,
Secretary.

[FR Doc.75-5583 Filed 3-3-75;8:45 am]

[Docket No. CP 75-2301

SOUTHERN NATURAL GAS CO.
Notice of Application

FEB U nY 19, 1975.
Take notice that on February 11, 1975,

Southern Natural Gas Company (Appli-
cant), P.O. Box 2563, Birmingham,
Alabama 35202, filed in Docket. No.
CP75-230 an application pursuant to sec-
tion 7(b) of the Natural Gas Act for per-
mission and approval to abandon servico
to Phillips Petroleum Company (Phil-
lips) and facilities related to such serv-
ice in Adams County, Mississippi, all as
more fully set forth in the application
which is on file with the Commission
and open to public inspection.

Applicant proposes to abandon the do-
livery of natural gas to Phillips as a
result of the cancellation by Phillips of
the contract of sale between the two
parties. The application indicates that
Applicant's delivery of gas, certificated
in Docket No. CP67-96, to Phillips was
used to operate a gas lift compressor on
Phillip's Pearline Lease in Adams
County. Applicant states that Phillips
has sold its lease to Coastal Pipe and
Equipment Company, Inc., which does
not wish to have the gas sales contract
assigned to it. The application further
indicates that the subject service has not
been rendered since July 1, 1974, and
that the proposed abandonment will have
no effect on Applicant's pipeline system
operation.

Applicant also proposes to abandon
the metering facilities used for the sub-
ject service. Applicant states that it will
survey the facilities to be abandoned to
determine if they will be salvaged or
retired.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 6,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20420, a peti-
tion to intervene or a protest in accord-
ance with the requirements of the Com-
mission's rules of practice and procedure
(18 CPR 1.8 or 1.10) and the regulations
under the Natural Gas Act (18 CFR 157.-
'10). All protests filed with the Commis-
sion will be considered by It in determin-
Ing the appropriate action to be taken
but will not serve to make the protest-
ants parties to the proceeding. Any per-
son wishing to become a party to a pro-
ceeding or to participate as a party in
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any hearing therein must file a petitior
to intervene in accordance with, the Comi-
mission's rules.

Take further notice that, pursuant tc
the authority contained in and subject tc
the jurisdiction conferred upon the Fed-
eral Power Commission by sections 7 and
15 of the Natural Gas Act and the Com-
mission's rules of practice and procedure,
a hearing will be held without furthex
notice before the Commission on this ap-
plication if -no petition tor intervene I
filed- within the time required herein,
if the Commission on Its own review of
the matter finds that permission and ap-
proval for the proposed abandonment are
required by the public cbnvenience and
necessity. If a petition for ledve to inter-
-vene is timely filed, or if the Commission
on its own motion believes that a formal
hearing Is required, further notice of
such hearing will be duly given.

Under the procedure herein provided
for, unless otherwise advisdd, It will. be
unnecessary for Applicant to appear or
be represented at the hearing.

KEIMETH F. PLUMIB,
Secretary.

'[FR Doc.75-5584 Filed 3-3-75;8:45 am]

[Docket 'No. np74-3g.-81
TEXAS- EASTERN TRANSMISSION CORP.

Order Granting Extraordinary Relief after
Further Consideration

FEBRUARY 26, 1975.
Now before us for further considera-

tion is an application for extraordinary
relief froni curtailment imposed by Texas
Eastern Transmission Corporation
(TETCO) filed b the North Alabama
Gas District (North Alabama) on behalf
of the Cherokee Alabama plant of
United. States Steel's Agri-Chemical DI-
vision (USS or Ag-Chem). North Ala-
bama requests that we issue an order di-
recting TETCO to deliver to North Ala-
bama, for resale to Ag-Chem, volumes of
extraordinary relief gas for feedstock and
process Useswhich are sufficient to permit
maximum production of anhydrous am-
monia, a basic ingredient in nitrogen
fertilizer. After review of the reopened
record, whlch has been greatly expanded
and improved by the- addition of new
evidence introduced at a, second hearing,
we have determined that extraordinary
relief should be provided to meet Ag-
Chem's feedstock gas requirements, but
that relief for process gas use should
be granted only for a limited time and
ripon condition that Ag-Chem agrees,
after August 1976, to take natural gas
only for feedback use

North Alabama, on February 13, 1974,
petitioned for extraordinary relief and
requested exemption from TETCO's cur-
tailment and delivery of its full firm
contract entitlement, 14.800 Mf/d. In
an order issued March 25, 1974, we
granted temporary relief and set the
petition for hearing. We also specifically
ordered North Alabdma to "present, evi-
dence to substantiate the technical In-
feasibility of utilizing alternate fuels In
the Ag-Chem Cherokee plant." After a

NOTICES

L hearlng had been held on My 7-10,
1974. Administrative Law Judge Samuel
Hanell released an Initial decision on
July 23. 1974. which granted partial
extraordinary relief subject to certain
conditions. By order Issued November

1 26. 1974. we denied permanent relief and
terminated the delivery of temporary
relief gas to Ag-Chera through North
Alabarnn.Which action was based upon-
our conclusion that the petitioner, which
has the burden of proof in an extraor-
dinary relief proceeding, had relied al-
most exclusively on general evidence of
the national fertilizer shortage and had
not made a sufficient showing of the
specific individualized "extraordinary
circumstances" that are required to sup-
port the grant of relief.'

On December 20, 191"4, we granted re-
hearing, reopened this record, set a fur-
ther evidentlary hearing and denied
stay of our previous order and temporary
extraordinary relief. In light of both the
changed circumstances alleged in North
Alabama's application for rehearing, and
our continued awareness of the need for
increased food production through the
proper application of fertilizer, we con-
cluded that North Alabama should havo
another opportunity to justify relief;
and we requested further evidence re-
lating to these five Issues:

(1) The technical feasibility of con-
version of Ag-Chem's plant to use fuel
oil instead of process gas, and particu-
larly, the ability of Ag-Chen to acquire
No. 2 fuel oil with a suficiently low
metallic content;

(2) The use of Ag-Chem's end prod-
uct: where Is the fertilizer used and
for what specific agcultural purposes,
how much is exported, how and where is
the non-agricultural production used;

(3) The degree of' severity of the
fertilizer shortage and particularly, the
curent supply and demand projections
of the Department of Agriculture;

(4) The current and projected future
ability of Ag-Chem's two other gas sup-
pliers to provide gas to Ag-Chem;

(5) The technical feasibility of con-
struction or lease of storage facilities,
negotiation of exchange agreements, or
production or purchase of LNG or SNG.I After this hearing had been concluded
on January 24, 1975, the completed rec-
ord was certified to us without initial
decision. Initial briefs were filed on Feb-
ruary 3, 1975, by North Alabama, USSo
General Motors Corporation (GM),
Algonquin Gas Transmission Corpora-
tion (Algonquin). Bay State Gas Com- r
pany, et al., Consolidated Edison Corn- I
pany of New York (Con Edison). and the
Commission Staff. On February 1o, 1975, j
reply briefs were submitted by the same t
parties with the exception of Con Edison f
Paind with the addition of a reply brief by cTETCO.'

Adjudication of North Alabama's peti- '
tion requires a two part analysis. First,
we must determine if any amount of ex- j
traordinary relief should be awarded by c

' 1In an order Issued December 10. 1974. we
denied North Alabamals petition for a tern- dporary stay pending Its submission and our iiconsideratIon of Its application on rehearing. A

SJ9
focusing upon the current supply and
demand projections for ramonia fertIl-
izer, the regional impact of curtailment
on fertilizer and food production, the
specific uses to which Ag-Chem's end
products are put, and Ag-Chem's ability
to acquire other gas supplies. We must;
then consider whether the actual vol-
umes of relief provided to North Ala-
bama and Ag-Chem should be reduced to
reflect the effect of achievable gas con-
cervation measures. Here. the question
of the "technical feasibility" of conver-
sion of process fuel applications from.
natural gas to oil Is paramount.

North Alabamn and USS. the undi-
puted real party in Interest, contend that
the need for relief has been proven, and
that process conversion is not "feasille"
according to an engineer's common un-
derstanding of that term- GM and Staff
support relief for the full volumes needed
for feedstock use, but suggest that proc-
ess gas relief should be ordered onlY
until process conversion to fuel oil can
be achieved and upon condition that
the conversion work is undertaken. Al-
gonquin, Bay State, et al. and Con Edison
oppose relief in any form. Con Edison
specifically questions the accuracy of the
estimates of the fertilizer shortage;
while Algonquin emphasizes that North
Alabama has not proven the infeasibilitY
of process conversion. Bay State, el aL,
takes the position that evidence pre-
sented upon rehearing Is Insufficient to
alter our previous conclusions.

L The Alleged Need for Relief. At the
original hearing held In May 1974. esti-
mates of the 1974 anticipated fertilizer
supply shortage ranged from 5,000.000
tons of nitrogen or 5 percent of the pre-
dicted demand, the estimate of the De-
partment of Agriculture (Agriculturel
given by its staff economist, Dawson
Ahalt. to a maximum of 2 mllion tons of
nitrogen or 20 percent, Ag-Chem's pro-
jection. At the reopened hearing the two
expert witnesses stated their belief that
the actual 1974 shortage was more severe
than had been predicted by Agriculture,
and that the shortage will continue or
worsen in 1975. Dr. Douglas. a staff econ-
omist for the Tennessee Valley Authority,
appearing for North Alabama. testified
that the indicated minimum 1S74 short-
age of nitrogen fertilizers for use on corn
and wheat acreage was 578.000 tons of
nitrogen (Tr. 569). Witness Douglas also
predicted that in excess of 1.3 milion
tons of grain prices remain high !Tr.
70). This should be compared to cor-

:E-ponding predictions of a 1975 supply
ncrease of 2 percent to 6 percent or
200,000 to 600.000 tons. The higher supply
Prediction was made by Witness A halt on
be assumption that supplies of natural
,as for fertilizer production would not be
urtalled (Tr. 541); the lower estimate
rom. the Fertfl Institute seems to be

nore realistic. (Tr. 570)
Con Edison alone questions these pro-

ections. It notes than a 6 perbent in-
rease in fertilizer production would be

21y order IL-ued February 13. 1975, wa
enled a request for temporary relief pend-
ng Isiuance of tbhs decision filed by Horth
labama in which USS joined.
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sufficient to offset a 1975 supply short-
age at the 1974 level, 5 or 6 percent. Con
Edison argues that Dr. Douglas' estimate
oft a 750,000 ton increase In demand dur-
ing 1975, to be added to the 1974 short-
fail of 500,000 to 600,000 tons, is deficient
or even completely incorrect because
sufficient consideration was not given to
the elastic nature of fertilizer demand
and the possible effect, in reducing de-
mand, bf rising fertilizer costs and de-
clining market prices for crops. We are
not persuaded by this line of argument
for it Ignores other evidence, including
the negative impact of curtailment on
fertilizer supply, the positive impact on
grain prices of the fact that grain stocks
are at their lowest level in the last thirty
years, and the growth In fertilizer usage
which is occurring as farmers are edu-
cated about the efficiencies that can be
achieved with modern agricultural tech-
nology. Additionally, Witness Ahalt testi-
fied that decreases in commodity prices
will not bring about massive reductions
In fertilizer demand so long as farmers
can continue to recover the variable costs
of full production (Tr. 501). The diffi-
culty of the present situation is under-
scored by predictions that the United
States may become a net importer of fer-
tilizer during the 1975 fiscal year; despite
the fact that fertilizer selling on the
world market is approximately twice as
expensive.

Even if these projections are over-
stated, any degree of shortage could
cause substantial harm to farmers in a
particular, region or to consumers. Fer-
tilizer production is concentrated in the
Southwest near the major natural gas
producing areas, but away from the ma-
jor agricultural regions, the East, South-
east and Upper Midwest. Loss of 100,000
tons of nitrogen, 1 percent of the net
nitrogen fertilizer production expected in
the 1975 fiscal year could be significant
on a regional basis, for that amount is
equal to 10 percent of, the Southeast's
fertilizer usage in 1974 and can be trans-
lated into a 23 percent reduction in the
area's corn production and a 2 percent
loss of cotton and tobacco. Ag-Chem as-
serts that, without extraordinary relief,
its output of anhydrous ammonia in the
first eight months of 1975 will be reduced
from 124,000 tons to approximately 90,-
000 tons, a loss of 34,000 tons of am-
monia or 27,880 tons of nitrogen. Simi-
larly, a small decrease-in fertilizer could
have disproportionate inflationary effects
on the food prices, since it has been sug-
gested that minor changes in the already
tight supplies of farm commodities can
trigger major price changes.

In response to the second question
posed in our order granting rehearing,
Ag-Chem has supplied an estimated anal-
ysis of the uses to Which its ammonia
products are put (Exhibit 9). Ag-Chem
had originally planned on production of
175,000 tons of ammonia in 1974; as a
result of the curtailment of Its gas sup-
plies, the actual 1974 output was only
163,800 tons. With the addition of-2,255
tons taken from the existing inventory,
the total volume of ammonia shipped

NOTICES

from the Cherokee plant, either directly
or after further processing into various
end products, was 165,015 tons. From this
total, 151,612 tons (91.9 percent) were
sold as agricultftral fertilizer; 7638 tons
(4.5 percent) were shipped for various
industrial chemical uses including the
manufacture of refrigeration solutions,
ore processing, and metal treatment;
5,300 tons (3.2%) were exported; and 715
tons (0.4 percent) were utilized as turf
and garden fertilizer. An estimate of the"
percentage applications of the total agri-
cultural fertilizer tonnage (151,612 tons)
by crop type was also introduced: 46 per-
cent was applied to corn acreage; 14 per-
cent to pasture and hay fields; 6 percent
to wheat fields; and 6 percent to cotton
acreage.

n order to operate at full daily ca-
pacity, 530 tons of ammonia, the Chero-
kee plant must receive 17,623 Mcf Of gas
per day for feedstock and process uses.
The manufacture of one ton of ammonia.
requires 33.25 Mcf of gas. Full produc-
tion can be achieved on approximately
30 days during the winter when the air
density is greatest and the water drawn
from the Tennessee River is at the lowest
temperature. At all other times the
plant's output and its gas supply require-
ment are somewhat smaller. Ag-Chem
has a firm contract with North Alabama
providing for delivery of 16,800 Mcf/d
obtained from TETCO, 14,800 Mcf/d
and Tennessee Gas Pipeline Company,
(Tennessee) 2,000 Mcf/d. Ag-Chem has
also contracted with Alabama-Tennessee
Natural Gas Company (Alabama Ten-
nessee) for direct delivery of 1,500 Mcf/d
of firm gas and 3,500 Mcf/d of inter-
ruptible gas.

Since it is possible that Ag-Chem could
receive up to 4,177 Mcf/d of gas above its
maximum feedstock and process require-
ments which would be burnt in its dual
fueled boilers and phosphate dryers, Ag-
Chem has agreed to take from TETCO
only the minimum amount of relief gas
that is actually needed as feedstock and
for process use. However the evidence of
projected curtailment levels indicates
that Ag-Chem's highest total curtailed
entitlements, 17,530 Mcf/d in July and
17,729 Mcf/d in August, will be approxi-
mately equal to its "indispensible" feed-
stock and process gas needs. Without
extraordinary relief, in February and
March of this year, Ag-Chem can expect
to receive a total gas supply of 6,054
Mcf/d and 8,481 Mcf/d, respectively, or
roughly 35 percent to 50 percent of its
variable daily minimum gas requirement.
The Cherokee plant, which is currently
producing slightly more than 150 tons of
ammonia per day, is now operating at
or near the minimum sustainable level
of production. Ag-Chem believes that it
can maintain production but fears that
it will be unable to generate sufficient
heat to restore operations if production
is halted by a malfunction or for normal
maintenance.

During the 1973-74 winter heating sea-
son TETCO's curtailment of Ag-Chem's
firm contract volume did not exceed 51
percent; and Ag-Chem continued to re-

ceive its full entitlement from Its two ad-
ditional suppliers. AlabamaTennesee al-
so provided excess interruptible gas on
occasion. From December 1974 through
March 1975 Ag-Chem's actual or pro-
jected entitlement from TETCO ranges
from 2,400 Mcf/d to 7,222 Mcf/d, a our-
talment of 51 percent to 84 percent.
Tennessee is presently curtailing Ag-
Chem, through North Alabama, by 28.45
percent of its firm contract volume,
Alabama Tennessee has cut off inter-
ruptible service through March, and
from April through August, will provide
between 731 Mcf/d and 821 Mcf/d out
of Ag-Chem's full interruptible contract
volume, 3,500 Mcf/d. In addition, Ala-
bama-Tennessee will continue Its cur-
tailment of Ag-Chem's firm service vol-
ume, 1,500 Mcf/d, by 16 percent to 24
percent until April.

In the order of November 26, 1974, we
concluded that the general conclusoiy
evidence on which North Alabama had
chiefly relied did not provide sufficient
justification for an award of extraor-
dinary relief absent a more compelling
showing of Ag-Chem's particular "ex-
traordinary circumstances". After fur-
ther review, we now have determined
that the grant of some form of relief Is
justified on this expanded record, and
particularly, by the above discussed evi-
dence. While It may be impossible to
state with precision the exact extent of
the fertilizer shortage, given the number
of interrelated factors affecting supply
and demand, the evidence available to us
indicates that there is a severe shortage
of agricultural fertilizer which will re-
sult in decreased food production, pos-
sibly in higher consumer prices.

Furthermore, the loss of production at
the Cherokee plant due to curtailment
will not only contribute to the national
fertilizer shortage but may also have dis-
proportionately harmful effects on food
production in the southeast region and
on consumer prices over an even wider
area. Ag-Chem has also shown that near-
ly all of its ammonia production is used to
fertilize food producing acreage; only a
small percentage of the total Is exported,

•and almost none Is wasted on ornamental
uses. Since its two alternate suppliers
have now instituted curtailment at sig-
nificant levels, the Cherokee plant is now
operating ineffclently, at or near the
absolute minimum level, and will appar-
ently be able to produce at full cipacity
only during July and August.

Previously we have hesitated to grant
relief on the basis of end product social
utility. Our reluctance is based upon
basic considerations of administrative
convenience and more Importantly, upon
an awareness of the near Impossibility
of fairly deciding a number of requests
based on conflicting estimations of social
utility. Yet, we are willing to consider
the social utility of a particular end prod-
uct when a particularly exemplary show-
ing of compelling public interest is mado;
and we believe that this record presents
such a situation. However, this decision
should not be interpreted as a preceden-
tial deviation from our prior policy or as
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an invitation to petitioners for extraordi-
nary relief to engage in protracted dis-
cussions of the- comparative social value
of varlous products. -

IL Conversion and Conservation Issues.
A showing of extraordinary need does
not automatically entitle a curtailed cus-
tomer to a grant of relief. The petitioner
is also required to show that all available
sources of natural gas and alternate fuels
have been exhausted, and that due dili-
gence has been exercised in converting
gas processes to other fuels. In our order
granting rehearing we specifically or-
dered North Alabama to introduce fur-
ther evidence proving both its inability
to store or exchange gas or purchase
LNG and SNG, as well as the technical
infeasibility of modifying its Ag-Chem's
facilities to use fuel oil in place of process
gas,
- North Alabama has demonstrated that

Ag-Chem cannot reasonably acquire neri
supplies of gaseous fuels. Construction of
storage or liquefaction facilities at the
Cherokee site is not feasible since Ag-
Chem will not receive significant
amounts of excess gas above its feedstock
and process requirements during the
summer months. North Alabama states
that storage of all available summer ex-
cess gas would permit Ag-Chem to meet
its process and feedstock needs during
three days of the ensuing winter. Ag-
Chem has also shown that it has at--
tempted in good faith to arrange ex-
changes an4 to buy SNG or LNG with-
out sucess,- although we would suggest
that Ag-Chem continue- to investigate
further the possibility of purchasing and
storing SNG or LNG on a seasonal basls.'
Finally, it would be counterproductive to
require Ag-Chen to use propane as feed-
stock or process fuel, since the Cherokee,
facility does not now have a propane use
capability and Ag-Chem may not be able
to obtain.- sufficient quantities of pro-
pane! .
IThe question of the feasibility of con-
version of the Cherokee plant's process
gas applications to-oil use cannot be an-
swered as quickly and as conclusively. At
the Cherokee plant feedstock gas is fed in-
special catalyst tubes through a primary

Milssippl River Transmission Corpora-
tion (Georgia-Pacific Corporation) order
issued November 15. 1974. in Docket No.
RP74-62-1; Texas Eastern TransmLsslon Cor-
poration- (Carnegie Natural Gas- Corpora-
tion), Opinion No. 716. Issued December 16,
1974, In-Docket No. RP74-39-3. rehearing
-denied. Opinion No. 716--A issued January
9,1975.

'In its reply brief Algonquin states that It
has informed Ag-Chem that SNG from its fa-
cilities will be available from April through
September 1975. Since Algonquin appirently
did not make this, offer during prior contacts
,before the hearing and failed to develop this
point on the record, we will not modify our
decision on the basis of this single allegation.

S See Mississippi River Transmission Cor-
poration- (Georgia-Pacific Corporation).
sup'ra. Where the petitioner had an existing
abUlty to use propane and had. in fact, used
substantial amounts of propane during the
preylous winter to avoid shutdown during
complete curtailment of Its gas supply.

reformer in which the tubes and the
feedstock gas Inside are heated by flue
gas flowing down from top fired burners
fueled with process gas. A chemical re-
action occurs and the feedstock gas Is
broken down into compounds which be-
come anhydrous ammonia. As part of the
plants' waste heat recovery system, the
flue gas is channeled through a bank of
metal heat coils containing water at an
initial temperature of 2000 P. The flue
gas heats the water to 3500 F. The heat
energy equivalent of 800 Mcf/d of gas Is
thereby transferred from the waste gas
to the now superheated water. This
energy is then used to fuel other produc-
tion steps in which the basic ammonia
is processed into-numerous end products.

The basic conversion, permitting the
use of fuel oil to fire the burners in the
primary reformer, would require the sub-
stitution of 92 dual fired burner units in
place of the existing 7X gas burners. the
replacement of some refractory tiles, and
the installationof oil distribution equip-
ment above the burners connected to a
100,000 barrel storage tank. The neces-
sary work can probably be best accom-
plished by the use of a crane after tem-
porary removal of the plant's corrugated
metal or asbestos roof. Ag-Chem esti-
mates the cost of conversion to be
$1,000,000 currently or $1,300,000 In
eighteen months, allowing for the com-
pounded effect of inflation at a rate of
1.5% per month.

If No. 2 fuel oil containing a normal
amount of sulphur is used to fire the
primary reformer burners, the sulphur
trioxide present in the flue gas will con-
dense on the relatively cold surface of
the heat recovery coils, which are cooled
by the water flowing inside at'an Initial
temperature of 2000 P. and will form sul-
phurlc acic Corrosion of these coils will
occur within one day and will result In
shutdown of the plant There are three'
technically possible solutions to this
problem: fuel oil with a maximum sul-
phur content of 0.1 percent can be used-
the heat recovery system can be scrapped
and a separate oil heating system re-
quiring the equivalent of 800 Mcf/d of
gas, can be substituted; or the water
inside the heat recovery cols could, be
preheated to 300' F below It filos into
,the convection bank with the use of an.
oil heating system requiring the equiva-
lent of 550 Mcf/d of gas.

North Alabama's expert witness.
James Finneran has conceded that proc-
ess conversion to oil use is "technically
possible" (Tr. 784) but North Alabama
and Ag-Chem suggest that conversion is
not "technically feasible" as that term
would be understood by the engineering
profession. They argue that conversion of
the primary reformer's gas heating sys-
tem is infeasible because it would require
the total reconstruction of an old plant,
with a remaining useful life of 6 or 7
years, which was originally designed, un-
like some newer plants, to use natural
gas exclusively. Also. since guaranteed
low sulfur oil is assertedly not available,
it would be necessary to modify the heat
recovern'system with the result that op-

eration of the Cherokee plant would be
extremely Inefilclent, Inconsistent with.
good engineering practice, and unnec-
essarily wasteful of energy.

Staff. GAL and Algonquin respond that
North Alabama has not met its burden.
of proving Infeasibility and suggest
that the various Impediments noted by
the petitioners do not form a sufficiently
significant bar to conversion, when.
weighed against the severity of the gas
shortage and the fact that any relief:
gas for process use would be provided
at the expense of other high priority
cLstomers. Their contentions can be sum-
marzed In the following points First.
in determining feasibility we should
either Ignore economic considerations or
conclude that North Alabama has not
Proven that conversion is. economically
Infeasible. Second. the work to be under-
taken and the costs to- be incurred In
converting the primary reformer are pri-
marily those normally requirec in any
conversion to oll use. Third, Ag-Chenm
either has not made a sufficiently dM-
gent effort to acquire low sulphur oil. or-
can remedy the problem by testing each
oil delivery and rejecting unacceptable
loads, Finally, the negative impact of
inefciencles or energy loss resulting from.
modification of the heat recovery system
are insignificant in comparison to the
positive benefits from elimination of Ag-
Chem's need for process gas.

Ideally, we should now attempt to de-
fine feasibility and establish a firm
standard for resolution of the conversio
Issues in this and similar cases; but
realistically, a workable definition is not
possible at this time. Algonquin suggests
that the dictionary definition of feasible,
"capable of being done", should be ap-
plied- This suggestion is attractively
simpl% but it Ignores necessary economi a
limitations on theoretical possibilities. A
petitioner for extraordinary relief should
not be required to undertake conversion
measures which have been proven pos-
sible only under laboratory conditions.
or which would eventually Imperil the
financial Integrity of the business if at-
tempted. The alternative definition used
by North Alabama's witness Finneran-
would eliminate as infeasible conversion.
techniques which are possible to accom-
pllsh, but which are either not consistent
with sound, firmly established, engineer-
ing principles, or not within the limits
of practical constraints, e.g., economie
factors or the availablity of materials-
This suggestion is also deficient in two
areas: first, it Ignores the impact of the
current gas shortage upon sound en-
gineering principles previously estab-
lhlied when a seemingly limitIess supply
of gas was available, and when high vol-
ume gas usage was actively encouraged:
and second, it does not establish the
degree of economic injury which would.
be suficiently compelling constraint upon.
a technically possible conversion pro-
posal. An industrial concern, currently
burdened with a curtailment of its gas
supply shared by other high priority-
users, may properly- be required to take
steps which previously would not have
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been considered due to substantial tech-
nical problems or a foreseeably negative
effect on profits, when the only alterna-
tive is an additional award of extraor-
dinary relief at the expense of similarly
situated customers or higher priority
users.

Instead we shall determine the feasi-
bility of gas conservation measures on
the facts of each particular case, without
a standard definition, just as the rea-
sonableness of a particular rate-is estab-
lished. However, two important policy
considerations can be generally noted.
First, the burden of proof in these
equitable proceedings is properly on the
petitioner, who alone has full access to
the facts, rather than on the pipeline
or the numerous affected customers.
When the record is deficient, it would be
unjust to speculate too broadly at the
expense of those from whom the re-
quested relief will be taken. Second, in
determining economic feasibility, great
weight must be given to noneconomic
factors, including the general gas short-
age, the existing level of curtailment on
the particular pipeline, and the end use
priority of the customers to be affected
by a grant of relief that does not re-
quire conversion of processes fueled by
gas. Also, increased costs, resulting di-
rectly from the current disparity between
the prices of oil and gas, must be stricken
from this economic evaluation.

In this case, we affirm our previous
finding that process conversion is
feasible. The required modifications of
the primary reformer are substantial;
but we do not agree that they amount to
a "total reconstruction". The estimated
cost is reasonable in relation to the exist-
ing total investment. Many of the neces-
sary steps, such as installation of an oil
tank and a piping system, would be re-
quired as part of any conversion to oil
use. We will accept Ag-Chem's asser-
tions that it has been unable to obtain a
sufficient supply of -low sulphur oil after
a reasonably diligent effort, although we
are not convinced that a satisfactory ar-
rangement is completely beyond Ag-
Chem's abilities.

However, the sulphur condensation
problem can be solved by preheating the
water flowing into the convection coils or
by eliminating the use of the heat coils
entirely. North Alabama and Ag-Chem
contend that these solutions should be
rejected because the conversion process
will be further complicated and the end
result will be energy waste and inefficient
operation. This contention is unpersua-
sive when balanced against the gas con-
servation which will be achieved, and the
fact that the production of fertilizer will
continue without the diversion of gas for
process relief. Furthermore, witness Fin-
neran's retort that modification of the
waste heat recovery system "* * * would
make this poor old ammonia plant the
most inefficient one I have ever heard
of", although entitled to significant con-
sideration as an expert opinion, is not
based on a specific review of the ;ffect
of increasing curtailment on the ammo-

nia fertilizer industry or on a detailed
engineering study of the Cherokee facil-
ity.

In our analysis the only significant po.;
tential impediments to conversion are
economic rather than technical; but the
r ecord on economic factors versus tech-
nical issues Is'not particularly detailed.
For example, North Alabama suggests
that economic injury is not an issue here;
but its definition of feasibility includes
economic- constraints' and subsumes an
economic evaluation of Ag-Chem's abil-
ity to bear the costs of conversion. It is
stated that conversion is infeasible be-
cause the remaining useful life of the
Cherokee plant is 6 or 7 years. But this
figure is not an individual estimate; it is
based on the general proposition that
economic competition from newly con-
structed, more efficient plants, producing
ammonia at higher capacities will even-
tually force the closure of the older
Cherokee plant. Yet, it is conceded that
maintenance of the currently higher
price of fertilizer will extend the useful
life of this plant.

Similarly, Witness Henderson testified
that he did not "think" that Ag-Chem
could inbrease its prices above the going
market price because its customers would
be angered and would refuse to buy from
Ag-Chem when the fertilizer market be-
comes competitive again. Yet, if we as-
sume arguendo that this testimony is
correct, and that competition in the mar-
keting of fertilizer will resume shortly,
it is quite possible that Ag-Chem's profit
margins are sufficiently large and its
variable costs are correspondingly low so
-that the additional expenditures neces-
sitated by 'process conversion can be
absorbed without the addition of a con-
version cost surcharge. Furthermore, the
price of ammonia fertilizer has tripled
since controls were removed in 1972. The
recent profits earned from operation of
the Cherokee facility may have been suf-
ficiently high to support the Immediate
initial costs of process conversion.

Based on the record now before us, we
cannot conclude that Ag-Chem has
shown that conversion of its process gas
applications to the use of fuel oil is in-
feasible on technical or economic
grdunds. The available evidence indicates
that conversion is feasible. To the extent
that the record is incomplete, par-
ticularly in its discussion of economic
considerations, we will not modify that
finding on the basis of speculation on
the past or future financial condition or
the economic viability of the Cherokee
lacility, when the alternative result is
concretely clear, the diversion of gas
from other high priority curtailed cus-
tomers of TETCO.

III. Form of Relief. In light of the
preceding conclusion we will grant per-
manent extraordinary relief only for
feedstock use. However, given the undis-
putedly substantial character of the steps
required to convert the process gas ap-
plications at the Cherokee plant to oil
use, limited additional volumes of relief
gas should also be provided, for process

use.0 The evidence indicates that conver-
sion can be accomplished within thirteen
months or by March 31, 1976. Since the
expiration of this time period coincides
with the end of the winter heating
season, the period of heaviest curtail-
ment, we can also make a reasonable al-
lowance for unexpected delays and-prob-
lems without causing significant harm to
TETCO's other customers, by extending
our deadline for conversion through
August 1976. Ag-Chem has already
agreed to use all available interruptible
gas only for feedstock or process fuel and
to reduce its takes from TETCO when
the total volume of available gas exceeds
its feedstock and process needs. After
August 31, 1976, relief will be provided
on condition that gas received from any
source is to be used only as feedstock
and not for process fuel.

North Alabama and Ag-Chem request
that the total amount of gas to be pro-
vided by TETCO, including relief vol-
umes and the basic curtailed entitlement,
should be limited only by North Ala-
bama's firm contract volume, 14,800 Mel/
d. This limitation would be unjust for it
would require TETCO and Its other cus-
tomers to replace the volumes of gas
which Ag-Chem lost as a result of cur-
tailments imposed by Its other two sup-
pliers, up to a maximum daily total of
4,177 Mcf. If Tennessee and Alabama-
Tennessee were not in curtailment Ag-
Chem would never need more than 10,-
623 Mcf/d from TETCO to achieve full
production. To remedy this inequity,
Staff suggests that the maximum daily
volume of relief to be provided by TETCO
should be calculAted by subtracting the
total volume curtailed by the other sup-
pliers from 14,800 Mcf/d, the TETCO
contract volume. This proposal also
seems unjust since It would doubly penal-
ize Ag-Chem when all three suppliers
severely curtail their deliveries.

Instead, we have concluded that the
maximum daily volume delivered by
TETCO to North Alabama should not
exceed 11,964 Mcf/d. This figure was
derived by calculating the ratio, of Ag-
Chem's total firm and interruptible con-
tract volume (21,800 Mcf/d) to the vol-
ume Ag-Chem requires for feedstock and
process use at maximum production (17,-
623 Mcf/d), and by applying that ratio to
the TETCO contract volume of 14,800
Mcf/d7 Imposition of this limitation
should insure that relief gas diverted
from other TETCO customers will not
be used to remedy curtailments imposed
by other suppliers and also should en-
courage Ag-Chem to seek any necessary
additional gas by petitioning separately
for relief from Alabama-Tennessee and
Tennessee, which are not parties to this
proceeding. However, we will delay the

0 For the same reason this decision should
not be read as support for a conclusion that
Ag-Chem's firm process gas volumes should
be classified in category three rather than
category two in determining Ag-Chem's basic
entitlement under a curtailment plan fol-
lowing the priorities set forth in Order No,
467-B.
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imposition of this volumetric limitation
until May 1, 1975, in order to give Ag-
Chem'sufficient time to file those peti-
tions and to prevent a severe loss in pro-
duction during March wben Ag-Chem
will not receive any gas from Tennessee.

Finally, no one disputes that a condi-
tion should- be attached to protect cate-
gory one service; but certain anomalies
in the operation of TETCO's effective
interim, curtailment plan have given rise
to a dispute over the form of this con-
dition. TETCO has been calculating cur-
tailment intb category one since Decem-
ber 1974 but, in actual fact, has been
delivering gas to priority two customers
during this period. In implementing its
curtailment plan TETCO curtails on the
basis of its customers' total annual en-
titlements shown in its tariff sheets,
1,027, 928. 425 dekatherms; but its level
of curtailment, the Order No. 467-B serv-
ice priority into which curtailment ex-
tends, has been calculated on the basis
of-a'lower figure shown in -Exhibit No.
5G in Docket No. RP71-130, et aL, in
which 94,766,930 dekatherms per year or
259,635 dekatherms per day are ex-
clided and are not classified in any serv-
ice priority.' Staff proposes that we
" ... . place the burden on TETCO to
show when it is actually curtailing into
priority one. . . ". or alternatively that
we order TETCO to either file a curtail-
ment Impact study or implement its cur-
tatlment plan on the basis of new data
being collected in the proceeding that
concerns TETCO's proposed permanent
curtailment plan, Docket No. RP71-130
et al Incorporation of this proposal in
t1"iiYrder Would unduly and unneces-
sarily'complicate this case by injecting
Issues which should be addressed in that
other -proceeding. Instead, we will in-
clude a condition that extraordinary re-
lief shall not be provided whenever the
provision of extraordinair relief would
cause TETCO to implement actual cur-
talmenit into priority one volumes."The Commission further finds. Good
cause exists and it is in the public inter-
est to modify our order of November 26,
1974, in this docket, and to grant extra-
ordinary r:elief to North Alabama for the
benefit of Ag-Chem, subject to the con-
ditions and limitations previously dis-
cussed and hereafter ordered.

The Commission orders. (A) The or-
'der of November 26, 1974. In this docket,
is hereby amended as follows."

(B) The petition for extraordinary
relief filed by the North Alabama Gas
District is hereby grantid subject to the
volumetric limitation and to the condi-
tions hereafter ordered.

On or after September 1, 1976, this limit
will be reduced to 7.179 Mcf/d to reflect the
elimination of relief for process use..

ain January and February. Ag-Chem has
maintained production by borrowing addl-
tibnal gas from Tennessee against Its total
wintir entitlment: as aresult Tennessee wll'
cut off deliveries to Ag-Chem through North
Alabama during March.

*These figures are set forth and explained
In a stipulation between TETCO and North
Alabama appearing in the record at page 555.

(C) The total daily volume of gas
delivered by TETCO to North Alabama
for redelivery to Ag-Chem shall not ex-!
ceed these limits:

(1) From February26,1975 to April 30,
1975-14,800 Mcf/d;

(2) From May 1, 1975 to August 31,
1976-11,964 Mcf/d;

(3) On and after September 1, 1976-
7,179 Mcf/d.

(D) Extraordinary relict Is granted
upon condition that:

.(l) Before September 1, 1974, Ag-
Chem agrees to use gas received from
any source only as feedstock and for'
process fuel in firing Its primary re-
former burners, and to take the absolute
minimum volume of gas from TETCO
through North Alabama necessary for
use as feedstock and as process fuel to
produce the maximum output of am-
monia achievable on that particular day;

(2) On and after September 1, 1976.
Ag-Chem agrees to use gas received from
any source only as feedstock, and to take
the absolute minimum volume of .gas
from TETCO through North Alabama
necessary for use as feedstock to produce
the maximum output of ammonia
achievable on that day;

(3) TETCO shall not deliver any ex-
traordinary relief volumes to North Ala-
bama for Ag-Chem whenever provision
of extraordinary relief would cause
TETCO to implement actual curtailment
into priority one volumes.

(4) If, at any time, Ag-Chea or
North Alabama takes or uses gas from
any source in a manner inconsistent
with' the terms of this order, then TET
CO shall cease delivery of all gas to
North Alabama and North Alabama shall
cease delivery of all gas to Ag-Chem until
such time when Ag-Chem has ceased to
take or use gas in a manner inconsistent

.with the terms of this order and has paid
back to TETCO through North Alabama
any volumes of gas from TETCO that
may have been taken or used in a man-
ner inconsistent with the terms of this
order.

(5) Within thirty days after Issuance
of this order, North Alabama shall file
with this Commission notorized state-
ments signed by the chief executive offi-
cers of North Alabama and Ag-Chem
which set forth the conditions and liml-
tations contained in this order and the
agreement of North Alabama and Ag-
Chem to abide by the terms of these con-
ditions and limitations.

• By the Commission.
[SEAL] KzMrnra F. PuM,

Secretary.
[FR Doc.75-552 Filcd 3-3-75;8:45 am]

[Docket No. RP75-191
TEXAS GAS TRANSMISSION CORP.

Extension of Procedural Dates
FE3nuAuY 18, 1975.

On February 12, 1975, Staff Counsel
filed a motion to extend the procedural
dates fixed by order issued October 30,
1974, in the above-designated matter.

The motion states that the parties have
been notified and have no objection.

Upon consideration, notice Is hereby
given that the procedural dates in the
above matter are modified as follows:

Servico of stairs teatlmony, March 26.1975.
ServIco of Intervenor's te3timony, April 16.

1975r.
Service of company rebuttal, May 6. 1975.
Hearing, May 21, 1975 (10 an. edt.).

Kz1INETH F. PLUMsE,
Secretary.

[PR Doc.75-55B5 Filed 3-3-75;8:45 am]

(Docket No. I-17561
THEODORE S. FETTER

Initial Application
FPERuARa 25, 1975.

Take notice that on February 4. 1974,
Theodoic S. Fetter (Applicant) filed an
Initial application with the Federal
Power Commission. Pursuant to Sec-
tion 305(b) of the Federal Power Act,
Applicant seeks authority to hold the
following positions:

Secretary. Philadelphia Electric Co., public
utility.

Secretary. Philadelphia Electric Power Co.,
public utility.

Secretary. the Susquehanna Power Co,
pubtlc utility.

Secretary, the Susquehanna Electri Co ,
public utility.

Philadelphia Electric Company
(PECo)-a Pennsylvania corporation,
supplies electric service in the City and
County of Philadelphia and in Adjacent
Bucks, Chester, Delaware and Mont-
gomery Counties and in a portion of York
County in southeastern Pennsylvania.
It also supplies most of the electric re-
quIrements of its wholly owned subsidi-
ary, Conowingo Power Company
(CPCo), a Maryland corporation which
furnishes electric service to the public
in a portion of northern Maryland ad-
Joining to the electric territory of PECo.
PECo. also transmits and sells electric
energy in interstate commerce. The elec-
tric territory served by PECo. and its sub-
sidiaries covers an area'of 2,340 square
miles with a population of about
3,800.000.

PEPCo. supplies gas service in an area
of 1,475 square miles in southeastern
Pennsylvania, adjacent to, but not in the
City of Philadelphia. with a population
of approximately 1,800,000.

PECo. supplies steam heating service
principally in the central Philadelphia
area.

Philadelphia Electric Power Company
(PEPCo.) is a Pennsylvania corporation.

The Susquehanna Power Co (SPCo)
Is a Mai.uand corporation. PEPCo. and
its wholly owned subsidiary, SPCo,
owned respectively, the Pennsylvania and
Maryland portions of the Conowingo
Hydro-Electric "Project (Project). The
Project is leased to and operated by
The Susquehanna Electric Company.
Transmission lines connect the Project
with Companies in the PECo. system but
SPCo. does not- furnish service directly
to the public.
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The Susquehanna Electric Company
'(SECo) is a Maryland corporation which
leases and operates the Project, the en-
tire electrical output thereof being used
by PECo. and CPCo.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 14,
1975, file with the Federal Power Com-
mission, Washington, D.C. 20426, peti-
tions to intervene or protests in accord-
ance with the requirements of the
Commission's rules of practice and pro-
cedure (1& CFR 1.8 or 1.10). All protests
filed with the Conunlssipn will be con-
sidered by It in determining the appro-
priate action to be taken but will not
serve to make the protestants parties to
the proceeding. Persons. wishing to be-
come parties to a proceeding or to par-
ticipate as a party in any hearing there-
in must file petitions to intervene in
accordance with the Commission's rules.
The application Is on file with the
Commission and available for public
inspection.

KENNETH F. PLUIMB,
Secretary.

IFR Doc.75-5637 Filed 3-3-75;8:45 am]

[Docket No. E-92081

UNION ELECTRIC CO.
Filing of Interconnection and Facility Use

Agreement Appendices
FEBRUARY 25, 1975.

Take notice that on January 6, 1975,
Union, Electric Company tendered for
filing pursuant to the Interconnection
Agreement between Central Illinois
Public Service Company, Illinois Power
Company, and Union Electric Company
new "Connection Points", designated
CIPS-IP Connection 30-North Jack-
sonville, CIPS-IP Connection 31-South
Mt. Vernon, and IP-UE Connection 17-
Fxey, plus a new Appendix N dated
October 24, 1974 to the Facility Use
Agreement between Union Electric Com-
pany and Illinois Power Company.

Said "Connection Points" provide for
new connections between the parties and
Appendix N establishes charges to be
paid by Union Electric-to Illinois Power.

Any person desiring to be heard or to
make any protest with reference to said
application should om or before
March 17, 1975, file with the Federal
Power Commission, Washington, D.C.
20426, petitions to intervene or protests
in accordance with the requirements of
the Commission's rules of practice and
procedure (18 CFR 1.8 or 1.10). All pro-
tests filed with the Commission will be
considered by it in determining the ap-
propriate action to be taken but will not
serve to make the protestants parties to
the proceeding. Persons wishing to
become parties to a proceeding or to par-
ticipate as a party in any hearing therein
must file petitions to intervene in ac-
cord with the Commission's rules. The
application Is on file with the Commis-
sion and Is available for public Inspec-
tion.

KIIENNETH F. PLUMB,
Secretary.

[M Doc.75-5653 Filed 3-3-75;8:45 am]

[Docket No. RP74-85]
WESTERN GAS INTERSTATE CO.

Compliance Filing
FEBRUARY 14, 1975.

Take notice that on January 28, 1975,
Western Gas Interstate Company filed.
herein substitute original sheet No. 3A
to Its FPC Gas Tariff, Original Volume
No. 1. Western states the effect of the
subject taiiff sheet is to reduce its rates
of 0.7 cent per Mcf as required by
Article I of the settlement agreement ap-
proved by the Comiffission in this docket
on January 13, 1975. Western requests
waiver of the applicable notice xequlre-
ments to permit the tariff sheet to
become effective on June 16, 1974.

Any person desiring to be heard and to
miiake any protest with reference to said
filing should file a petition to intervene
or protest with the Federal Power Com-
mission, 825 North Capitol Street NE.,
Washington, D.C. 20426, in accordance
with the requirements of the Commis-
slon's rules of practice and procedure (18
CFR, 1.8 or 1.10). All such petitions or
protests should be filed on or before
March 12, 1975. Protests will be con-
sidered by the Coibmission in determin-
ing the appropriate action to be taken,
but will not serve to make the protes-
tants -parties to the proceeding. Any per-
son wishing to become a party must file
a petition to intervene. Western's filing
Is on file with the Commission and avail-
able for public inspection.

KXNNETH F. PLUMB,
Secretary.

[IPR Doc.75-5686 Piled 3-3-75;8:45 am]

ipocket No. D-l350
WILLIAM H. ZIMMER, JR.
Supplemental Application

FEBRUARY 25, 1975.
Take notice that on January 17, 1975,

William H. Zimmer, Jr. (Applicant) filed
a supplemental application with the Fed-
eral Power Commission, pursuant to Sec-
tion 305(b) of the Federal Power Act,
seeking authority to hold the following
positions:

Secretary-treasurer, the Cincinnati Gas &
Electric Co., public utility.

Secretary-treasurer, the Union Light, Heat
and Power Co., public utility.

Secretary-treasurer. MA- Power Corp.,
public utility.

Any person desiring to be heard or to
make any protest with reference to said
application should on or before March 14,
1975, file with the Federal Power Com-
mission, Washington, D.C..20426, peti-
tions to intervene or protests in accord-
ance with the requirements of the
Commission's rules of practice and pro-
cedure (18 CFR 1.8 or 1.10). All protests
filed with the Commission will be con-
sidered by.it in determining the appro-
priate action to be taken but will not
serve to make the protestants parties to
the proceeding. Persons wishing to be-
come parties to a proceeding or to par-
ticipate as a party in any hearing
therein must file petitions to intervene in
accordance with the Commission's rules.

The application Is on file with the Com-
mission and available for public inspec-
tion.

KENNETH F. PLUrM,
Scecretary.

[I, Doc.75-5654 Filed 3-3-75:8:45 am]

FEDERAL RESERVE SYSTEM
ALABAMA BANCORPORATION

Order Approving Acquisition of Bank
Alabama Bancorporation, Birming-

ham, Alabama, a bank holding company
within the meaning of the Bank Holding
Company Act, has applied for the
Board's approval under section 3(a) (3)
of the Act (12 U.S.C. 1842(a)(3)) to
acquire 100 percent (less directors' quali-
fying shares) of the voting shares of the
successor by merger to The Bank of
Arab, Arab, Alabama ("Bank"). The
bank into which Bank is to be merged has
no significance except as a means to
facilitate the acquisition of the voting
shares of Bank., Accordingly, the pro-
posed acquisition of shares of the suc-
cessor organization is treated herein as
the proposed acquisition of the shares of
Bank.

Notice of application, affording op-
portunity for interested persons to sub-
mit comments and views, has been given
in accordance with section 3(b) of the
act. The time for filing comments and
views has expired, and the Board has
considered the application and all com-
ments received In light of the factors set
forth in section 3 (c) of the act (12 U.S.C.
1842(c)).

Applicant, the largest banking organi-
zation in Alabama, controls 11 bantks
with aggregate deposits of about $1.3 bil-
lion, representing approximately 16.0
percent of the total deposits in commer-
cial banks in the State Acquisition of
Bank, with deposits of about $12.0 ail-*
lion, would increase Applicant's share of
commercial bank deposits by approxi-
mately 0.2 percent.

Bank is the sixth largest organization
among 10 banks in the relevant banking
.market? and controls approximately 8.3
percent of market deposits. The second,
third, and fourth largest multlbank hold-
Ing companies in Alabama are already
represented in the market. Applicant's
nearest banking subsidiary Is located 30
miles north of Bank In another banking
market. Engel Mortgage Company, a
nonbanking subsidiary wholly owned by
Applicant's lead bank, does some mort-
gage banking business in the relevant
banking market; however, the amount of
existing competition that would be elim-
inated between this subsidiary and
Bank Is not significant. Furthermore, It
does not appear that any significant
competition between Applicant's banks
and Bank Is likely to develop due to Ala-
bama's restrictive branching laws. Nor
does It appear likely that Applicant
would enter this market de novo since it
is not particularly attractive for such en-
try. Therefore, on the basis of the facts

All banking data are as of Juno 30, 1974.
*The revelant banking markot Is opprox-

Imated by Marshall County.
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of record, the Board concludes that con-
summation of the proposal would not
have significant adverse effects on exist-
ing or potential competition in any rele-
vant area, and that the competitive con-
siderations are consistent with approval
of the application.

The financial and managerial
resources and future prospects of Appli-
cant, Its subsidiaries and Bank are con-
sidered generally satisfactory, partic-
ularly in view of Applicant's commit-
ment to inject ani additional $265,000 in
capital into Bank. Thus, the considera-
tions relating to the banking factors are
consistent with approval of the applica-
tion. Applicant's injection of new capi-
tal will allow Bank to begin operations
i a new branch, construction of which
is nearly completed. In addition. Appli-
cant proposes to initiate trust services at
Bank an!d will provide Bank with a ready
source fdr loan participations to accom-
modate larger loan requests from Bank's
commercial customers. These considera-
tions relating to convenience and needs
lend "weight toward approval of the ap-
plication. It is the Board's judgment that
the proposed transaction ivould be in the
public interest and that the application
should be approved.

On the basis ofthe record, the applica-
tion is approved for the reasons sum-
marized above. The transaction shall not
be made (a) before the thirtieth calendar
day following the effective date of this
Order or (b) later than three months af-
ter the effective date of this Order, un-
less such period is extended for -good
cause by the Board, or by the Federal Re-
serve Bank of Atlanta pursuant to .dele-
gated authority.

By order of the Board of Governors,2
effective February 21, 1975.

[sEAL] THEODORE E. ALrjso',
Secretary of the Board.

[F Doc.75-5588 Fied 3-3-75;8:45 am]

CLINTON BANCSHARES

Formation of Bank Holding Company
Clinton Bancshares, Clinton. Okla-

homa, has applied foi, the Board's ap-
proval under section 3(a)(1) of the
Bank Holding Company Act (12 U.S.C.
1842(a) (1)) to become a bank holding
company through acquisltion of 88 per
cent or more of the voting shares of
First National Bank of Clinton, Clinton,
Oklahoma. The factors that are con-
sidered in acting on the application are
set forth in section 3(c) of the Act (12
U.S.C. 1842 (c)).

The application may be inspected at
the office of the Board of Governors or
at the Federal Reserve Bank of Kansas
City. Any person wishing to comment
on the application should submit views

3Votlng for this action: Vice Chairman
Mitchell and Governors Sheehan. Bucher,
and Wallich. Absent'and not voting: Chair-
manBurns and Governors Holland and Cold-
wel-

in writing to the Secretary, Board of
Governors of the Federal Reserve Sys-
tem. Washington. D.C. 20551 to be re-
ceived not later than Mrch 25, 1975.

Board of Governors of the Federal Re-
serve System, February 21.1975.

(sraLl GRnIFF T. GanwooD,
Assistant Secretary of the Board.

[FR Doc.75-5589 Filed 3-3-75;8:45 am]

FIRST CITY BANCORPORATION OF
TEXAS, INC.

Order Approving Acquisition of First City
Life Insurance Company

Pinst City Bancorporation of Texas,
Inc., Houston, Texas, a bank holding
company within the meaning of the
Bank Holding Company Act, has applied
for the Board's approval, under section
4(c) (8) of the Act and § 225A(b) (2) of
the Board's Regulation Y. to acquire all
of the voting shares of First City Life
Insurance Company ("Company"),
Houston, Texas, a company that would
engage de novo In the activity of under-
writing credit life and credit accidefit
and health insurance directly related
to extensions of credit by AppUcant's
credit-granting subsidiaries. Such ac-
tivity. has been determined by the Board
to be closely related to banking (12 CFR
225.4(a) (10)).

Notice of the application, affording
opportunity for interested persons to
submit comments and views on the pub-
lic interest factors, has been duly pub-
lished (39 FR 43671 (1974)). The time
for filing comments and views has ex-
pired, and the Board has considered all
comments received in the light of the
public interest factors set forth In sec-
tion 4(c) (8) of the Act (12 U.S.C. 1843
(c) (8)).

Applicant, the second largest banking
organization in Texas, controls 23 banks
with aggregate deposits of approximately
$2.7 billion, representing approxlmately
7.0 percent of the total deposits In com-
mercial banks In the State.'

Company would act de novo as an un-
derwrlter of credit life and credit acci-
dent and health insurance directly re-
lated to extensions of consumer credit by
all but one of Applicant's banking subsid-
Iaries located in seven metropolitan
banking markets and two rural counties
In Texas Credit life and credit accident
and health Insurance Is generally made
available by banks and other lenders,
and such Insurance Is designed to assureo

'Anl banking data are aa of June 30. 1074,
and reflect holding company formations and
acquisitions approved through December 31.
1974.

2The metropolitan banking markets are ap-
proximated by the Standard Metropolitan
Statistical Areas of Houston. Corpus Christi.
Beaumont-Port Arthur-Orange. San Angelo.
MIdland, and El Paso and the Ranally Metro-
politan Area of Dallas. In addition. Appli-
cant's subsidiaries in lomnr County and Aus-
tin County would also subscribe to com-
pany's policies.

repayment of a loanin the event of death
or disability of the borrower. Since this
proposal contemplates no more than a
de novo acquisition, consummation of
the transaction would not have any ad-
verse effects on actual or potential com-
petition in any relevant market.

Applicant has stated that, following
consummation of the acquisition, Com-
pany will offer Its credit insurance cus-
tomert reduced premiums and provide
credit accident and health Insurance-for
customers of six existing subsidiaries
where it is not currently available. Appli-
cant would offer level term credit life
insurance on single payment loans at a
premium rate 3.7 percent below the sta-
tutory maximum, decreasing term credit
life insurance at a rate 3A percent below'
the statutory maximum, and credit ac--
cident and health insurance at a rate 5.0
percent below the statutory maximum. In
addition, Applicant would replace 30 day
nonretroactive with 14-day retroactive
policies, thus increasing the amount paid
In claims and reducing delays in paying
claims. Consummation of the proposal
also would apparently enable six of Ap-
plicant's subsidiary banks not currently
offering credit accident and health in-
surance to Its customers to do so.

The Texas Board of Insurance recently
adopted a new regulation governing
credit life and credit accident and health
Insurance.! In essence, the new regulation
requires a significant reduction In the
maximum prima faie premium rates
that may be charged for credit insurance.
In view of the premium rate reductions
required by Texas law. Applcant's addl-
tional premium reductions and proposed
increase in policy coverage are procom-
petitive and In the public interest

Based upon the foregoing and other
considerations reflected In the record. the
Board has determined, In accordance
with section 4(c) (8) of the Act.that con-
summation of this proposal can reason-
ably be expected to result in benefits to
the public that outweigh possible adverse
effects. Accordingly. the application is
hereby approved. This determination is
subject to the conditions set. forth In
225A(c) of Regulation Y and to the
Board's authority to require such modi-
fication or termination of the activities
of a holding company or any of its sub-
sidlarles as the Board finds necessary to
assure compliance with the provisions
and purposes of the'Act and the Board's
regulations and orders issued thereunder,
or to prevent evasion thereof.

This transaction shall be made not
later than three months after the effec-
tive date of this Order, unless such pe-
rnod is extended for good cause by the
Board or by theFederal Reserve Bank of
Dallas, pursuant to authority delegated
hereby.

=Under the authority of Article 3.53 of the
Texas Insurance Code, the State Board
adopted, on December 5. 1973. the rules and
regulations contained In Order No. 2526, ef-
fective March A, 1974.

FEDERAL REGISTER, VOL 40, NO. 43.-TUSDAY, MARCH 4, 1975

9005



NOTICES

By ordei of the Board of Governors,
effective February 21, 1975.

ESEALJ THEODORE E. ALLisoN,
Secretary of the Board.

[FR Doc.75-590 Filed 3-3-75;8:45 am]

FIRST NATIONAL CHARTER
CORPORATION

Acquisition of Bank
First National Charter Corporation,

Kansas City, Missouri, has applied for
the Board's approval under section 3 ()
(3) of the Bank Holding Company Act
f12 U.S.C. 1842(a) (3)) to acquire 80 per-
cent or more of the voting shares of The
Aurora Bank, Aurora, Missouri. The fac-
tors that are considered in acting on the
application are set forth in section 3(c)
of the Act (12 U.S.C. 1842(c) ).

The application may be inspected at
the office of the Board of Governors or
at the Federal Reserve Bank of Kansas
City. Any person wishing to comment on
the application should submit views in
writing to the Reserve Bank to be re-
celved not later than March 21, 1975.

Board of Governors of the Federal Re-
serve System, February 24, 1975.

rSEALI GRIFFITH L. GARWOOD,
Assistant Secretary of the Board.

[FR Doc.75-5591 Filed 3-3-75;8:45 am]

CROSS TIMBERS BANCSHARES, INC.
Formation of Bank Holding Company
Cross Timbers Bancshares, Inc., Gor-

man, Texas, has applied for the Board's
approval under section 3(a) (1) of the
Bank Holding Company Act (12 U.S.C.
1842 (a) (1)) to become a bank holding
company through acquisition of 96 per
cent or more of the voting shares of The
First National Bank of Gorman, Gor-
man, Texas. The factors that are con-
sidered in acting on the application are
set forth in section 3(c) of the Act (12
U.S.C. 1842(c)).

The application may be inspected at
the office of the Board of Governors or
at the Federal Reserve Bank of Dallas.
Any person wishing to comment on the
application should submit views in writ-
Ing to the Secretary, Board of Governors
of the Federal Reserve System, Wash-
ington, D.C. 20551 to be received not later
than March 27, 1975.

Board of Governors of the Federal Re-
serve System, February 24, 1975.

[SEAL] Gxrrnu L. GARWOOD,
Assistant Secretary of the Board.

[FR Doc.75-5091 Filed 8-3-75;8:45 am]

DETROITBANK CORP.
Acquisition of Bank

Detroitbank Corporation, Detroit,
Michigan, has applied for the Board's

'Voting for this action: Vice Chairman
Mitchell and Governors Sheehan, Bucher,
and Wallich. Absent and not voting: Chair-
man Burns and Governors Holland and Cold-
well.

approval under section 3(a) (3) of the
Bank Holding Company Act (12 U.S.C.
1842(a) (3) to acquire 100 per cent of the
voting shares (less directors' qualifying
shares) of The First National Bank of
Warren, Warren, Michigan. The factors
that are considered in acting on the ap-
plication are set forth in section 3(c) of
the Act (12 U.S.C. 1842(c)).

The application may be inspected at
the office of the Board of Governors or
at the Federal Reserve Bank of Chicago.
Any person wishing to comment on the
application should submit views in writ-
ing to the Secretary, Board of Governors
of the Federal Reserve System, Wash-
ington, D.C. 20551, to be received not,
later than March 27, 1975.

Board of Governors of the Federal Re-
serve System, February 24, 1975.

[SEAL] GFFIr L. GARWOOD,
Assistant Secretary of the Board.

[FR Doc.75-5690 Filed 3-3-75;8:45 am]

STUARCO OIL CO., INC.,
'Order Denying Acquisition of Bank and
Engaging in Insurance Agency Activities
Stuarco Oil Company, Inc., Denver,

Colorado; a bank holding company
within the meaning of the Bank Holding
Company Act,1 has applied for the
Board's approval under section 3(a) (3)
of the Act (12 U.S.C. 1842(a) (3)) to ac-
quire 80 percent or more of the voting
shares of Alameda National Bank
("Bank"), Lakewood, Colorado.

At the same time, Applicant has
applied for the Board's approval under
section 4(c) (8) of the Act (12 U.S.C.
1843(c) (8)) and § 225.4(b) (2) of the
Board's regulation Y, to engage de
novo in certain insurAnce agency ac-
tivities in connection with Its proposed
acquisition of Bank. Such activities have
been determined by the Board to be
closely related to banking (12 CFR 225.4
(a) (9)).

Notice of the receipt of the applica-
tions, affording opportunity for in-
terested persons to submit comments and
views, has been given in accordance with
sections 3 and 4 of the Act (39 F.R.
37830). The time for filing comments and
views has expired, and all comments and
views received have been considered by
the Board in light of the factors set forth
in section 3(c) of the Act (12 U.S.C.
1842(c)) and section 4(c) (8) of the Act
(12 U.S.C. 1843(c)).

Applicant, presently a one-bank hold-
ing company, controls Union Bank and
Trust, Denver, Colorado, the fifteenth
largest of 70 banks in the Denver bank-
ing market,2 with deposits of $38.8 mil-
lion, representing approximately 1 per
cent of the total deposits in commercial
banks in the market. The acquisition of
Bank would result in Applicant's becom-
ing the ninth largest of 11 multi-bank
holding companies in the State and the

Applicant was formerly engaged in oil and
gas exploration activities, but has ceased all
such activities and disposed of all assets re-
lated thereto.

tenth largest banking organization in
the Denver banking market, with Appli-
cant controlling less than 1 per cent of
the total commercial bank deposits in
the State and about 1.5 per cent of the
total deposits in commercial banks in the"market.

Bank (deposits of $20.3 million) is
the twenty-fourth largest of 70 commer-
cial banks in the Denver banking market
and controls approximately 0.5 per cent
of the total deposits In commercial banks
in the market. Since both Bank and Ap-
plicant's present subsidiary bank operate
in the Denver banking market, consum-
mation of this proposal would eliminate
some existing competition between these
institutions. However, there Is evidence
in the record showing that the competi-
tion between these banks Is minimal in
view of the relatively small market shares
of both banks and the presence of some
65 competing banks located within the
areas served by the two banks. Further-
more, on balance, the Board Is of the
view that this proposal could have a
positive effect on competition by creat-
ing an additional multi-bank holding
company to compete in the Denver bank-
ing market. Accordingly, the Board con-
cludes that competitive considerations
lend some weight toward approval of the
application.

Under the Bank Holding Company Act,
the Board is required to consider the
financial and managerial resources and
future prospects of the holding company
and its subsidiary banks. In the exercise
of that responsibility, the Board finds
that considerations relating to the finan-
cial resources of Applicant warrant
denial of the application. The Board has
lpreviously stated- that less restrictive
debt-equity standards can appropriately
be applied to prospective one-bank hold-
ing companies if the adverse effects as-
soclated with leverage are outweighed by
public benefits deriving from the facili-
tation of the otherwise difficult task of
transferring ownership of small rural
banks. However, the Board also has pre-
viously stated its view that the financial
structure of a multi-bank holding com-
pany should meet higher standards of
financial soundness than are applied to
one-bank holding companies In apply-
ing this policy, the Board finds that Ap-
plicant, in this proposed transition from
a one-bank holding company to a multi-
bank holding company, should 'not be
permitted to incur the proposed amount
of debt to acquire a second bank. Appli-
cant proposes to borrow an additional
$2.2 million to finance the purchase of
Bank, with the result that Applicant
would have an outstanding long-term

sThe Denver banking market is the rele-
vant market for this application and is ap-
proximated by Denver, Adam , Arapahoe,
and' Jefferson Counties, and a portion of
Boulder county which includcs the City of
Broomfield.

All banking data are as of December 01,
1973.

' see the Board's Order of January 15, 1974,
denying the application of BHCo, Inc., Ilar-
din, Montana, to become a bank holding
company (00 Bulletin 123).
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-debt of $5.2 million. Applicant's earnings
would" be heavily dependent upon the
earnings of its subsidiary banks, and Ap-
plicant is proposing to service this long-
term debt over an 11-year period pri-
marily through dividends from Its slib-
sidiary banks. Applicant's proposal for
retirement of the debt is contingent upor

-the banks' maintaining. an average
dividend payout ratio of 52 per cent
throughout the 11-year period. In the
Board's view, the projected earnings of
Applicant would not provide Applicant
with the necessary financial flexibility to
meet its annual debt servicing require-
ments as well as any unaxpected problem

- that might arise at the subsidiary banks.
This factor strongly suggests that the;
financial requirements of Applicant's
proposal could place an undue strain on
the financial conditions of the subsidiary
banks and thereby Impair their ability
to remain viable banking organizations

-in meeting the banking needs of the
community which they serve. Such con-
siderations relating to the financial con-
dition and prospects of Applicant, in ad-
dition to other facts of record, lend
substantial weight toward denial of the
application and outweigh any procom-
petitive effects that might result from
approval of the application.

Applicant states that affiliation with
Applicant would enable Bank to draw
upon the resources and expertise of Ap-
plicant and Its present subsidiary bank,
and to increase the services and the vol-
ume of -loans which Bank offers to Its
customers. However, since the Board has
found that consummation of this pro-
posal could place an undue strain upon
Applicant's financial resources, the Board
believes that It is doubtful that any ap-
preclable benefits to the public would re-
sult from this proposal. Accordingly, con-
siderations relating to the convenience
and needs of the community to be served
lend no weight toward approval of the
application.

On the basis of all the facts of record,
andin light of the factors set forth in
section 3(c) of the Act. It is the Board's
judgment that the proposed acquisition
would result in Applicant's financial re-
sources being. inadequate to service Its
,debt while maintaining Its subsidiary
banks' capital accounts at a desirable
level and that such condition could Im-
pair the ability of the banks to meet the
needs of the community which they servt
Accordingly. the Board concludes that
consummation of this proposal would not
be in the public interest and that the
application to acquire Bank should be
denied.

Incident to this proposal, ApplIcant has
also applied pursuant to section 4(c) (8)
of the Abt to ehgage de novo in the
activities of an insurance agent or
broker with respect to insurance for the
holding company and its subsidiarles;and
also with respect to credit life and criedit
accident and health insurance directly
related to extensions of credit by Ala-
meda Natioihal Bank. Approval of this
proposal would permit Applicant to offer

NOTICES

Bank's customers the convenience of
obtaining banking and Insurance serv-
ices in conjunction with each other.
However, in view of the Board's finding
'that the application to acquire Bank
must be denied, the Board's considera-
tion of the application to conduct Insur-
ance agency activities on the premises of
Bank hereby becomes moot.
* By order of the Board of Governors,'
effective February 24. 1975.

[sEAL] Tax0Don B, ALxIsorz,
Secretary of the Board,

[FR, Doc.75-5692 Fled 3-3-75;8:45-nml

UNITED MICHIGAN CORP.
Order Approving Acquisition of Bank

United Michigan Corporation. Flint,
Michigan, a bank holding company with-
in the meaning of the Bank Holding
Company Act, has applied for the
Board's approval under section 3(a) (3)
of the Act (12 U.S.C. 1842(a) (3)) to ac-
quire 100 percent of the voting shares
Uess directors' qualifying shares) of the
successor by merger to Gaylord State
Bank, Gaylord. Michigan ("Bank"). The
bank into which Bank is to be merged
has no significance except as a means
to facilitate the acquisition of the voting
shares of Bank. Accordingly, the pro-
posed acquisition of the shares of the
successor organization is treated herein
as the proposed acquisition of shares of
Bank.

Notice of the application. affording
opportunity forinterested persons to sub-
mit comments and views has been given
in accordance with section 3(b) of the
Act. The time for filing comments and
views has expired, and the Board has
considered the application and all com-
ments received In light of the factors set
forth in section 3 (c) of the Act (12 U.S.C.
1842(c)).

Applicant is a one-bank holding com-
pany controlling Genesee Merchants
Bank & Trust Co. ("Genesee") whose
deposits of approximately $505, million
represent 1.8 percent of the total com-
mercial bank deposits In the State and
rank Applicant' as the ninth largest
banking organization In Michlgan.' Ac-
quisition of Bank, with $34.4 million In
deposits, would increase Applicant's
share of commercial bank deposits by .1
of a percentage point and would not
result In any significant Increase in the
concentration of banking resources In
Michigan.

Bank is the largest of two banks In Its
market area (which Is approximated by
Otsego County and the western three-
fourths of Montmorency County) and
holds approximately 75 percent of the
total commercial bank deposits in the
market. Applicant's nearest banking of-
,flce is located 170 miles southeast of

$Voting for this actlon: Vee Chatrman
Mitchell and Governom Sheehan. Bucher.
Holland and Coldwell. Absent and not vot-
Ing: Charian Burns and Governor Wallich.

SOOT

Bank. No sinificant compatition exists
between Bank and Applican's'subsid!ary
bank, and it Is unlikely that any will de-
velop In the future due to distances in-
volved and Michigan branching restric-
tions. Population, per banking office In
Bank's market is substantially less than
the State average: therefore, prospects
for de novo entry do not seem favorable.
Accordingly. competitive considerations
are consistent with approval of the ap-
plication.

The financial and managerial re-
sources and future prospects of Appli-
cant, its subsidiaries, and Bank are all
regarded as satisfactory and-qonsistent
with approval of the application. As a
result of the affiliation, Applicant will
assist Ban in restructuring its loan port-
folio to include more commercial and
personal loans and train Bank's person-
nel to solicit extended maturity mortgage
loans. Further, Applicant would effec-
tively extend Bank's lending limit. Con-
siderations relating to the convenience
and needs of the community are con-
sistent with approval of the application.
It is the Board's judgment that the pro-
posed acquisition would be In the public
interest and that the application should
be approved.

On the'basis of the record, the alopl-
cation is approved for the reasons sum-
marized above. The transaction shall not,
be made (a) before the thirtieth calendar
day following the effective date of this
Order or (b) later than three months
after the effective date of this Order
unless such period Is extended for good
cause by the Board or by the Federal
Reserve Bank of Chicago pursuant to
delegated authority.

By order of the Board of Governors,'
effective February 24, 1975.

[Sr ] TzoaDorn E. ALLasoN,
Secretary of the Board&

[MR Doc.75-5693 Filed 3-3-75;8:45 am

GENERAL ACCOUNTING OFFICE
REGULATORY REiORTS REVIEW

Receipt and Approval of Report Proposals
The following requests for clearance

of reportz intended for use in collecting
Information from the public were re-
ceived by the Regulatory Reports Re-
view Staff, GAO, on February 20, 1975.
See 44 U.S.C. 3512 (c) & (d). The purpose
of publishing this notice in the FtnmtAr,
RP sr= Is to inform the public of such
receipt and the action taken by GAO.

PFERA E=S Gr Apm=Ta0x=o

Request was made for approval of re-
vised FEA Form P-10--S-0 (formerly
PEA 20). "Application to State for
Petroleum Product Hardship or Emer-
gency Relief. and P-107-S-0 (formerly
FM 21), "State Action on Application
for Hardship or Emergency Relief."

'Anl deposit data are as of June 30. 1974.
SVoting for this action: Vice Chairman

Mitchell and Governors Sheehan. Bucher.
Hrolland. and. Coldwell. Absent and not vot-
Ing: Chairman Burn and. Governor walch.
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The revisionS include format changes
and elimination of the permanent-
adjustment-to-Supply function of the
forms. P-106-S-0 has an added question
concerning prior assignments.

Based on the nature of the revisions,
and the fact that these forms' are for
State use to authorize a benefit in con-
Junction with a Federal Program, GAO
has provided clearance of revised forms
P-106-S-0 and P-107-S-0 under num-
bers B-181254(R0159) and B-181254
(RO160) respectively. These clearances
expire June 30, 1976.

Noni=s F. HEYL,
Regulatory Reports Review Officer.

[FR Doc.75-5711 Filed 3-3-75;8:45 am]

REGULATORY REPORTS REVIEW
Receipt of Report Proposals

The following request for clearance of
a report intended for use In collecting in-
formation from the public was received
by the Regulatory Reports Review Staff,
GAO, on February 25, 1975. See 44 U.S.C.
3512(c) & (d). The purpose of publishing
this notice In the FEDERAL REGISTER iS
to Inform the public of such receipt.-"

The notice includes the title of the re-
quest received, the name of the agency
sponsoring the proposed collection of in-
formation, the agency form number, and
the frequency with which the informa-
tion- Is proposed to be collected.

Written comnents on the~proposed
PFC form are invited from all interested
persons, organizations, public interest
groups, and affected businesses. Because
of the limited amount of time GAO has
to review the proposed form, comments
must be received on or before March 24,
1975, and should be addressed to Mr.
Monte Canfield, Jr., Director, Office of
Special Programs, United States Gen-
eral Accounting Office, 425 1 Street, NW.,
Washington, D.C. 20548.

Further Information about the FPC
form may be obtained from the Regula-
tory Reports Review Officer, 202-376-
5425.

FEDERAL PowEi COsnussIoN
The Federal Power Commission has

adopted procedures and proposes to in-
stitute an annual company filing of uni-
form information on proved domestic
natural gas reserves. Such informa-
tion shall be collected from natural
gas companies as defined in the Nat-
ural Gas Act (68 Stat. 36; 15
U.S.C. 717(c), et seq. (1970)). Rela-
tive to this proposed action, the
Commission issued, on April 15, 1974, a
Notice of Proposed Rulemaking in Dock-
et No. RM74-16, 39 FR 14233 (1974). The
information sought is to be filed in a new
FPC report form, FPC Form No. 40, Nat-
ural Gas Companies-Annual Report of
Proved Domestic Gas Reserves. The Re-
port consists of four schedules: Sched-
ule A-Summary of. Company Owned
Proved Domestic Dry Natural Gas Re-
serves-By Natural Gas Company;
Schedule B-Proved Domestic Natu-
ral Gas Reserves By Natural Gas
Company-Field and Reservoir; Sched-

ule C-Annual Changes In Domes-
tic Proved Dry Natural Gas Re-
serves by Natural Gas Company,
State, Sub-Region and District; and
Schedule D-Annual Reserves Report
Footnotes. Each person found by the
Commission to be a "natural-gas com-
pang" within the meaning of the Natural
Gas Act shall file annually Schedules A,
B. C, and Schedule D as necessary. A
Natural Gas Company which has year-
end company-owned proved dry gas re-
serves of 10 billion cubic feet, or less, at
14.73 Psia and 60* Fahrenheit is not re-
quired to file Schedule B. For the first
reporting year, all natural gas companies
are exempted from filing Schedule C. The
report for the calendar year ending De-
cember 31, 1974, shall be filed by July 1,
1975, and thereafter the report for each
calendar year ending December 31 shall
be filed by April 1 of the following year.
It is expected -that there will be up to
6,000 respondents, and that the estimated
average number of man-hours required
per field reported on will range from 2
to 20 for the first reporting year. Sched-
ule A of Form 40 is to be put in the
public reference files bf the Commission.
Schedules B, C, and D (where appro-
priate) will be held confidential,

NoRM=w F. HE=,
Regulatory Reports Review Officer.

[IF- Doc.75-5712 lled 3-3-75;8:45 am]

NATIONAL COMMISSION FOR THE
REVIEW OF FEDERAL AND STATE
LAWS' RELATING TO WIRETAP-
PING AND ELECTRONIC SURVEIL-
LANCE

Meeting
Pursuant to the provisions of the Fed-

eral Advisory Committee Act (Pub. L.
92-463, 85 Stat. 770), notice hereby is
given that the National Commission for
the Reyiew of Federal and State Laws
Ielating to Wiretapping and Electronic
Surveillance, established under the au-
thority of section 804 of Pub. L. 90-351,
June 19, 1968, as amended by section 20
of Pub. L. 91-644, January 2, 1971, and
as further amended by Pub. L. 93-609,
will meet in -Washington, D.C. at 9:30
a:m. on March 18, 19 and 20, 1975. The
meetings" will be held in the New Execu-
tive Office Building (17th and Pennsyl-
vania Avenue) on March 18 in Room
2010 and the New Executive Office Build-
ing on March 19 in Room 2008 and the
Rayburn Building on March 20 in Room
2168 (Gold Room).

The purpose of the meeting is to re-
ceive evidence and to hear testimony
from the chief and assistant prosecutors
of various metropolitan Jurisdictions in
New York, New Jersey, Pennsylvania and
Connecticut, concerning the use of wire-
tapping and electronic surveillance in
law enforcement, as authorized by ap-
plicable state statutes in conformity with
Chapter 119 of Title 18, United States
Code.. The meeting of the Commission will
be open to the public, and interested per-
sons are invited to attend. Under the
rules of the Commission, copies of which

may be obtained from Its'offices, any per-
son desiring to present any matter to the
Commission shall request authorization
therefor by filing a written request with
the Offices of the Commission at 1875
Connecticut Avenue, NW., Washington,
D.C. 20009, not later than seven days
prior to the meeting. The request shall
include a concise description of the ma-
terial to be presented. Within three days
of receipt of such a request, the Chair-
man will notify the requesting person of
his decision on the request,

KENETH J. HODSON,
Executive Director.

[FR Doc.75-5875 Filed 3-3-75;10:09 am]

NATIONAL FOUNDATION ON THE
ARTS AND THE HUMANITIES
FEDERAL GRAPHICS EVALUATION

ADVISORY PANEL
Meeting

Pursuant to section 10(a) (2) of the
Federal Advisory Committee Act (Pub,
L. 92-463), notice is hereby given that a
meeting of the Federal Graphics Evalua-
tion Advisory Panel to the National
Council on the Arts will be held on March
21,1975 from 9:15 a.m.-5:30 p.m. In room
1100, 806 15th Street, NW., Washington,
D.C.

The purpose of this meeting Is for eval-
uation of graphic material from the Jus-
tice Department. The meeting will be
open to the public on a space avallablo
basis. Accommodations are limited. Fur-
ther information can be obtained from
Mrs. Luna Diamond, Advisory Commit-
tee Management Officer, National En-
dowment for the Arts, Washington, D.C.
20506, or call (202) 634-7144.

EDWARD M. WOLr,
Administrative Officer, National

Endowment for the Arts, Na-
tional Foundation on the Arts
and the Humanities.

IR Doc.75-5608 Filed 3-3-756;8:45 am]

MUSEUM ADVISORY PANEL
Meeting

Pursuant to section 10(a) (2) of the
Federal Advisory Committee Act (Pub.
L. 92-463), notice is hereby given that a
closed meeting of the Museum Advisory
Panel to the National Council on the
Arts will be held on March 24, 25, 1975
from 9 am.-5 pam. at the Hirshhorn
Museum, Washington, D.C.

This meeting is for the purpose of
Panel review, discussion, evaluation, and
recommendation on applications for fi-
nancial assistance under the National
Foundation on the Arts and the Humani-
ties Act of 1965, as amended, ncluding
discussion of information given in con-
fidence to the agency by grant appli-
cants. In accordance with the determi-
nation of the Chairmarl published In the
FEDERAL REGISTER of January 10, 1073,
this meeting, which Involves matters ex-
empt from the requirements of publio
disclosure under the provisions of the
Freedom of Information- Act (5 U.S.C.
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552(b) (4). (5))-, will not be open to the
public.

Further information with reference to
this meeting can be obtained from Mrs.
Luna Diamond. Advisory Committee
Management Officer, National Endow-
ment for the Arts, Washington, D.C.
20506, or call (202) 634-7144.

EDWARD M. WOLFE,
Administrative Officer, NaUional

Endowment for the Arts, Na-"
tional Foundation on the Arts
and the Humanities.

[Pn Doc.75-5609 Filed 3-3-75;8:45 am]

SPECIAL PROJECTS ADVISORY PANEL
Meeting

Pursuant to section 10(a)(2) of the
FederalAdvisory Committee Act (Pub. L.
92-463), notice is hereby given that a
closed meeting of the Special Projects
Advisory Panel to the National Council
on the Arts will be held on March 20, 21,
22, 23, 1975 from 9 an.-5:30 i.m. In the
14th Floor conference room, Columbia
Plaza Office Building, 2401 E Street, NW.,
Washington. D.C.

This meeting is for the purpose, df
Panel review, discussion, evaluation, and
recommendation on applications for fi-
nancial assistance under the National
Foundation on the Arts and the Humani-
ties Act of 1965,'as amended. including
discussion of information given in con-
fidence to the agency by grant applicants.
In accordance with the determination of
the Chairm4n published in the FEDERAL
REGIsTER of January 10, 1973. this meet,
Ing, which involves matters exempt from
the requirements of public disclosure un-
der the provisions of the Freedom of In-
-formation-Act (5 U.S.C. 552(b) (4), (5)),
will not be open to th& public.

Farther information with reference
to this meeting can be obtained from
Mrs. Luna Diamond, Advisory Committee
Management Officer, National Endow-
ment for the Arts, Washington, D.C.

_ 0506, or call (202) 634-7144.
EDWARD M. WOLFE,

Administrative Officer, National
Endowment for the Arts, Na-
tional Foundation on the Arts
and the Humanities.

[FR Doc.75-5610 Flied 3-3-75;8:45 am]

THEATRE ADVISORY PANEL
Meeting

Pursuant to section 10(a) (2) of the
Federal Advisory Committee Act (Pub.
L. 92-463) notice is hereby giten that a
closed meeting of the Theatre Advisory
Panel to the National Council on the
Arts will be held on March 29, 30, 1975
from 9 a.m.-5:30 p.m. in the 14th floor
conference room, Columbia Plaza Office
Building, 2401 E Street, NW., Washing-
ton, D.C.

Vbis meetif-g is for the purpose of
Panel review, discussion, evaluation, and
recommendation on applications for fi-
nancial assistance under the National
Foundation on the Arts and the Humani-

ties Act of 1965. as amended, Including
discussion of information given in con-
fidence to the agency by grant appli-
cants. In accordance with the determi-
nation of the Chairman published In the
FEDERAL REGISTER of January 10, 1973,
this meeting, which involves matters ex-
empt from the requirements of public
disclosure under the provisions of the
Freedom of Information Act (5 U.S.C.
552(b) (4), (5)), will notbe open to the
public.

Further Information with reference to
this neeting can be obtained from Mrs.
Luna Diamond. Advisory Committee
Management Officer, National Endow-
ment for the Arts, Washington, D.C.
20506, or call (202) 634-6110.

EDWARD M. WOLFE,
Administrative Officer, National

Endowment for the Arts, Na-
tional Foundation on the Arts
and the Humanities.

FR Doc.75-5611 Filed 3-3-75:8:45 am]

THEATRE ADVISORY PANEL
Meeting

Pursuant to section 10(a) (2) of the
Federal Advisory Committee Act (Pub.
L. 92-463). notice is hereby given that a
closed meeting of the Theatre Advisory
Panel to the National Council on the
Arts will be held on April 21, 22. 1975
from 9 a.m.-5:30 p.m. in the Essex House,
New York City.

This meeting is -for the purpose of
Panel review, discussion, evaluation, and
recommendation on applications for fi-
nancial assistance under the National
Foundation on the Arts and the Humani-
ties Act of 1965, as amended, including
discussion of Information given In con-
fidence to the agency by grant applicants.
In accordance with the determination of
-the Chairman published in the FEDERAL
REGISTER of January 10, 1973, this meet-
ing, which involves matters exempt from
the requirements of public disclosure un-
der the provisions of the Freedom of In-
formation Act (5 U.S.C. 552 (b) (4),
(5)), will not be open to the public.

Further information with reference to
this meeting can be obtained from Mrs.
Luna Diamond, Advisory Committee
Management Offleer, National Endow-
ment for the Arts, Washington, D.C.
20506, or call (202) 634-7144.

EDWARD M.L WOLFE,
Administrative Officer, National

Endowment for the Arts, Na-
tional Foundation on the Arts
and the Humanities.

[FR Doc.75-612 PlIed 3-3-75;8:45 am1

PUBLIC PROGRAMS PANEL
Meeting

FEBnuARy 18, 1975.
Pursuant to the provisiqns of the Fed-

eral Advisory Committee Act (Pub. L.
92-463) notice Is hereby given that a
meeting of the Public Programs Panel
will meet at Washington, D.C. on March
20 and 21, 1975.

The purpose of thenmeeting is to review
Humanities Museums and Historical Or-
ganizations Grant proposals that have
been submitted to the Endowment for
possible grant funding.

Because the proposed meeting will
consider financial information and per-
sonnel and similar files the disclosure of
which would constitute a clearly unwar-
ranted invasion of personal privacy, pur-
suant to authority granted me by the
Chairman's Delegation of -Authority to
Close Advisory Committee Meetings,
dated August 13, 1973.1 have determined
that the meeting would fall within ex-
emptions (4) and (6) of 5 US.C. 552(b)
and that It is essential to close the meet-
ing to protect the free exchange of In-
ternal views and" to avoid interference
with operation of the Committee. &

It is suggested that those desiringmore
speciflc information contact the Advisory
Committee Management Officer. Mr.
John W. Jordan. 806 15th Street NW.,
Washington. D.C. 20506, or call Area
Code 202-382-2031.

Jorn W. JORDAN.,
Advisory Committee

Management Officer.
[FR Doc.75-5877 Piled 3-3-75;8:45 ami

PUBLIC PROGRAMS PANEL
Meeting

JANUARY 28, 1975.
Pursuant to the provisions of the Fed-

eral Advisory Committee Act (Pub. L.
92-463) notice is hereby given that a
meeting of the Public Programs Panel

'will meet at Washington, D.C. on March
'27 and 28.1975.

The purpose of the meeting is to re-
view Humanities Media Grant proposals
that have been submitted to the En-

'dowment for possible grant funding.
Because the proposed meeting- will

consider financial Information and per-
sonnel and similar files the disclosure of
which would constitute a clearly unwar-
ranted Invatslon of personal privacy, pur-
suant to authority granted me by the
Chairman's Delegation of Authority to
Close Advisory Committee Meetings,
dated August 13, 1973, 1 have determined
that the meeting would fall within ex-
emptions (4) and (6) of 5 U.S.C. 552(b)
and that it is essential to close the meet-
ing to protect the free exchange of in-
ternal views and to avoid interference
with operation of the Committee.

It is suggested that those desiring more
specific information contact the Advi-
sory Committee Management Officer. lmr.
John W. Jordan. .806 15th Street, NW.,
Washington. D.C. 20506, or call Area
Code 202-382-2031.

JOHN W. JORDAN,
Advisory Committee

Management Officer.
[I'R Doc.75-4678 Filed 3-b-75;8:45 m]

RESEARCH PANEL
Meeting

Msncn 3, 1975.
Pursuant to the provisions of the Fed-

eral Advisory Committee Act (Pub. I. 92-
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463) notice is hereby given that a meet-
lg of the Research Panel will meet at
Washington, D.C. on March 20-21, 1975.

The purpose of the meeting is to re-
view research grant applications on Gen-
eral Research on History submitted to
the National Endowment for the Hu-
manities for possible grant funding.

Because the proposed meeting will con-
sider financial information and per-
sonnel and similar files the disclosure of
which would constitute a clearly unwar-
ranted invasion of personal privacy, pur-
suant to authority granted me by the
Chairman's Delegation of Authority to
Close Advisory Committee Meetings,
dated August 13, 1973, I have determined
that the meeting would fall within ex-
emptions (4) and (6) of 5 U.S.C. 552 (b)
and that It is essential to close the meet-
ing to protect the free exchange of-in-
ternal views and to avoid interference
with operation of the Committee.

It is suggested that those desiring
more specific Information contact the
Advisory Committee Management Offi-
cer. Mr. John W. Jordan, 806 15th Street,
NW., Washington, D.C. 20506, or call
area code 202 382-2031.

JoMr" W. JORDAw,
Advisory Committee
Management Officer.

IPR Doc.75-5679 .iled 3-3-75;8-45 am]

RESEARCH PANEL
Meeting

MARCH 3, 1975.
Pursuant to the provisions of the Fed-

eral Advisory Committee Act (Pub. L 92-
463) notice is hereby given that a meet--
Ing of the Research Panel will meet at
Washington, D.C. on March 24, 1975.

The purpose of the meeting is to re-
view research grant applications on Gen-
eral Research on Literature and Lan-
guage submitted to the National Endow-
ment for the Humanities for possible
grant funding.

Because the proposed meeting will 6on-
sider financial information and per-
sonnel and similar files the disclosure of
which would constitute a clearly unwar-
ranted invasion of personal privacy, pur-
suant to authority granted me by the
Chairman's Delegation of .Authority to
Close Advisory Committee Meetings,
dated August 13, 1973, 1 have determined
that the meeting would fall within ex-
emptions (4) and (6) of 5 U.S.C. 552 (b)
and that it Is essential to close the meet-
Ing to protect the free exchange of in-
ternal views and to avoid interference
with operation of the Committee.

It is suggested that those desiring
more specific information contact the
Advisory Committee Management Offi-.
cer, Mr. John W. Jordan, 806 15th Street,
NW., Washington, D.C. 20506, or call
area code 202 382-2031.

JOHN W. JORDAN,
Advisory Committee

Management Officer.
[PR Doc.75-680 Piled 3-3-75;8:45 am]

RESEARCH PANEL

Meeting
MarcH 3,1975.

Pursant to the provisions of the Fed-
eral Advisory Committee Act (Pub. L.
92-463) notice is hereby given that a
meeting of the Research Panel will meet
at Washington, D.C. on March 25, 1975.

The'purpose of the meeting is to re-
view research grant applications on
General Research on Social Science sub-
mitted to the National Endowment for
the Humanities for possible grant fund-
ing.

Because the proposed meeting will
consider financial information and per-
sonnel and similar files the disclosure
of which would constitute a clearly un-
warranted Invasion of personal privacy,
pursuant to authority granted me by the
Chairman's Delegation of Authority to
Close Advisory Committee Meetings,
dated August 13, 1973, I have determined
that 'the meeting would fall within ex-
emptions (4) and (6) of 5 U.S.C. 552(b)
and that it Is essential to close the meet-
ing to protect the free exchange of in-
-ternal views and to avoid interference
with operation of the Committee.

It Is suggested that those desiring more
specific Information contact the Advisory
Committee Management Officer, Mr.
Johil W. Jordan, 806 15th Street, NW
Washington, D.C. 20506, or call area code
202 382-2031.

JonN W. JORDAN,
Advisory Committee

Management Officer.
[IS Doc.15-5681 Filed 3-3-75;8:45 am]

RESEARCH PANEL

Meeting
MARcH 3,1975.

Pursuant to the provisions of the Fed-
eral Advisory Committee Acd (Pub. L.
92-463) notice is hereby given that a
meeting of the Research Panel will meet
at Washington, D.C. on March 27-28,
1975.

The purpose of the meeting Is to re-
view research grant applications on Re-
search Resources on History and Litera-
ture submitted to the National Efidow-
ment for the Humanities for possible
grant funding.
. Because the proposed meeting will
consider financial -information and per-
sonnel and similar files the disclosure of
which would constitute a clearly un-
warranted invasion of personal privacy,
pursuant to authority granted me by
the Chairman's Delegation of Authority
to Close Advisory Committee Meetings,
dated August 13, 1973, 1 have determined
that the meeting would fall within ex-
emptions (4) and (6) of 5 U.S.C. 552(b)
and that it is essential to close the meet-
ing to protect the free exchange of in-
ternal views and to avoid interference
with operation of the Committee.

It is suggested that those desiring
more specific information contact the
Advisory Committee Management OiS-

car, Mr. John W. Jordan, 806 15th Street,
NW, Washington, D.C. 20506, or call
area code 202 382-2031.

JomT W. JoRAr,
Advisory Committeo

Management Officcr.
F(R Doc.76-5682 Pcld 3-3-75;8:45 am]

RESEARCH PANEL
Meeting

MARCH 3, 1975.
Pursuant to the provisions of the PFed-

eral Advisory Committee Act (Pub. L. 92-
463) notice is hereby given that a meet-
ing of the Research Panel will meet at
Washington, D.C. on March 31-April 1,
1975.

The purpose of the meeting Is to review
research grant applications on Research
Resources on Linguistics, Social Science
and Archives submitted to the National
Endowment for the Humanities for pos-

'sible grant funding.
Because the proposed meeting will con-

sider financial information and person-
'nel and similar files the disclosures of
which would constitute a clearly unwar-
ranted Invasion of personal privacy, pur-
suant to authority granted me by the
Chairman's Delegation of Authority to
Close Advisory Committee Meetings,
'dated August 13, 1973, I have determined
that the meeting would fall within ex-
emptions (4) and (6) of 5 U.S.C. 552(b)
and that It s essential to close the meet-
ing to protect the free exchange of Inter-
nal views and to avoid Interference with
operation of the Committee.

It is suggested that those desiring more
specific Information contact the Advisory
Committee Management Officer, Mr.
John W. Jordan, 806 15th Street, NW.,
Washington,D.C. 20506, or call area code
202-382-2031.

JoIN W. JORDAN,
Advisory Committee

Management Officer.
[PR Doc.'76-5683 Piled 3-3-75;8:46 an]

NUCLEAR REGULATORY
COMMISSION

ADVISORY COMMITTEEON REACTOR
SAFEGUARDS

Meeting
In accordance with the purposes of sec-

tions 29 and 182b of the Atomic Energy
Act (42 U.S.C. 2039, 2232b), the Advisory
Committee on Reactor Safeguards' Sub-
committee on the Clinton Station, Unito
1 and 2, will hold a meeting on March 10,
1975 In the Howard Johnson Motor
Lodge, Box 387, Highway t45, Urbana,
Illinois.

The purpose of the meeting will be to
discuss the application by the Illinois
Power Company for construction permiti
for the Clinton Station, Units 1 and 2.

The following constitutes that portion
of the Subcommittee's agenda for the
above meeting which will be open to the
public:
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W nxsnAy, ITfnci 19. 1975-11:30 Am.
UTh . mm CoNcLUSION OF Bus~nss

The Subcommittee will hear presentations
by representatives of the Nuclear Regulatory
Commission Staff and the Ilnois Power
Company, and will hold discussions 'with
these groups pertinent to its review of the
application of the I11nois Power Company
for permits -to construct Clinton Station,
Units I and 2.

n connection with the above agenda,
the Subcommittee will hold executive
sessions prior to, and at the close of the
day's public session, which will involve a
discussion of -its preliminary views, an
exchange of opinions of the Subcommit-
tee members and !nternalr deliberations
and formulation of recommendations to
the ACRS. In addition, the Subcommit-
tee may hold a closed session with the
NRC Staff and representatives of the Il-
linois -Power Company to discuss
privileged information relating'to the
proposed design features.

Ihave determined, in'accordance with
section 10(d) of Pub. L. 92-463, that the
executive sessions-at the beginning and
-end of the day's session will consist of an
exchange of opinions and formulation of
recommendations, the discussion ot
which, if written, would fall within ex-
emption (5) of 5 U.S.C. 552(b) and that
a closed session maybe held, if necessary,
to discuss certain documents and infor-
mation which -are privileged and fall

'within exemption (4) of 5 U.S.C. 552(b).
Further, any non-exempt material that
will be discussed during the above closed
sessions will be inextricably Intertwined
with exempt material, and no further
separation of this material is considered
practical. It is essential to close such por-
tions of the meeting to protect such
privileged Information and protect the
free interchange of internal views and to
avoid undue interference with agency or
Committee operation.

Practical considerations may dictate
alterations in the above -agenda or
schedule.-

The Chairman of the Subcommittee Is
empowered to conduct the maeeting in a
manner that, in his judgment, will facili-
tate the orderly conduct of business, in-
cluding provisions to carry over an in-
completed open session from one day to
the next.

With respect to public participation In
the-open portion of the meeting, the fol-
lowing requirements shall apply:

(a) Persons wishing to submit written
statements regarding the agenda. Item may
.do so by mailing 25 copies thereof, post-
-marked no later than March 12, 1975, to the
Executive Secretary, Advisory Committee on
Reactor -Safeguards, Nuclear Regulatory
Commission, Washington. D.C.. 20555. Such
comments shall be based upon documents
which are on file and available for public

* inspection at the Nuclear Regulatory Com-
miL ssion's Public Document Rom. -1717 H
Street, NW. Washington, D.C. 20555 and the
Vespasian Warner Public Lbiary, 120 W.
Johnson Street, Clinton. Illnois 61727.

(b) Those persons submitting a written
statement In accordance with paragraph (a)
above may request an~opportunity to make
oral statements concerning the written state-
ment. Such requests shall accompany the
vritten statement and shall set forth

reasons justifying the need for such oral
statement nd Its usefulnems to the Ssbcom-
mrittee. To the extent that the time available
for the meeting permits, the Subcommittee
will receive oral statements during a period
of no more than 30 minutes at an approprl-
ate time, chosen by the Chairman of the
Subcommittee, between the hours of
1:30 p.m. and 3:30 p.m. on March 10, 1976.

(c) Requests for the opportunity to mako
oral statements shall be ruled on by the
Chairman of the Subcommittee who Is em-
powered to apportion the time available
among those selected by him to make oral
statements.

(d) Information as to whether the meet-
lag has been cancelled or recheduled and In
regard to the Chairman's ruling on requests
for the opportunity to pre ent oral state-
ments, and the time allotted, can be obtained
by a prepaid telephone call on March 17,1975
to the Advisory Committee on Reactor Safe-
guards (telephone 202-634-1371) between
8:15 nan. and 5 pm., Eastern Time.

(e) Questions may be propounded only
by members of the Subcommittee and Ito
consultants.

(f) Seating for the public will be avail-
able on a first-come. firat-cerved basis.

(g) The use of still, motion picture, end
television cameras, the physical Installation
and presence of which will not Interfere
with the conduct of the meeting, will be per-
mitted both before and after the meeting
and during any recess. The use of such equip-
meat will not. however, be allowed while
the meeting is In cession.

(h) Persons desiring to attend portions of
the meeting where proprietary Information
other than plant security Information Is to
be discussed may do co by providing to the
Executive Secretary, Advisory Committeo on
Reactor Safeguards, 1717 H Street. IW,
Washington, D.C. 20555, 7 days prior to the
meeting, a copy of an executed agrement
with the owner of the proprietary Informa-
tion to safeguard this material.

(i) A copy of the tranrJpt of the open
portions of the moeting will be available
for inspection on or after March 2Z, 1075
at the Nuclear Regulator CommLion's
Public Document Room, 1717 H Street. IW,
Washington, D.C. 20555: Copies of the tran-
script may be reproduced In the Public
Document Room or may be obtained from
Ace Federal Reporters, Inc.,-415 Second
Street, NE. Washington, D.C. 20002 (tele-
phone 202-547-6222) upon payment of ap-
propriate charges.

(j) On request copies of the minutes of
the meeting will be made available for n-
spection at the Nuclear Regulatory Com-
misslon's Public Document Room. 1717 H
Street, NW, Washington, D.C. 20555 after
June 20, 1075. Copies may be obtained upon
payment of appropriate chargea.

. JoM C. HOm.P,
Acting Advisory Committee

Management Officer.
Peaumy 27,1975.

[FIR Doo.754-23 Filed 3-3-75;8:45 am]

[Docket Nos. 0-440, 50-441]

CLEVELAND ELECTRIC ILLUMINATING
CO. ET AL

Order for Evidentry Hesring
Before the Atomic Safety and Licens-

ing board, In the matter of Cleveland
Electric Illuminating Company, et aL
(Perry Nuclear Power Plant, Units 1 and
2).

9011

Please take notice, by agreement of
the parties, approved by the Board and
pursuant to the Joint Stipulation of the
parties' with respect to the Order to
Show Cause dated January 20, 1975 and
several motions recently submitted In
this proceeding, an evidentlary hearing
thereon will be held on March 13, 1975
In Painesville, Ohio.

Any person wishing to make - limited
appearance statement pursuant to -
§ 2.715 will be permitted to do so on the
first day of the evidentlary session, pro-
vided a request for same Is submitted to
the Board before the commencement of
the evidentlary hearing.

The evidentiary hearing will com-
mence at 9:30 am. local time at the
Lake County Courthouse, Courtroom No.
3, Painesvlle, Ohio 44077.

Dated at Bethesda, Maryland, this
26th day of February 1975.

It s so ordered.
AromIC S.PF AND Licus-

ING BOARD,
Jom B. FRMuA=Es,

Czairman.
[FR Doc.7-5619 Filed 3-3-75;8:45 am]

[Docket 21os. 50-269, 50-270,.and 50-287]
DUKE POWER CO.

Issuance of Amendments to Facility
Operating Licenses

Notice Is hereby given that the US.
Nuclear Regulatory Commission (the
Commisson) has Issued Amendments
No. 7, 7, and 4 to Facility Operating Id-
censes No. DPR-38, DPR-47, and DPR-
55, respectively, Issued to Duke Power
Company which revised Technical Spec-
Ifleations for operation of the Oconee
Nuclear Station, Units 1, 2, and 3, lo-
cated in Oconee County, South Carolina.
The amendments are effective as of the
date of lzsuance.

These amendments specify the number
of pressutr relief valves in the pres-
surlzer and main steam line to be
checked each surveillance period, a spec-
ification inadvertently omitted in a pre-
vious license amendment.

The application for the amendments
complies with the standards and re-
quirements of the Atomic Energy Act of
1954, as amended (the Act), and the
Commission's rules and regulations. he
Commission has made appropriate find-
ings as required by the Act and the Com-
mLons rules and regulations In 10 CFR
Chapter I, whic# are set forth in the
license amendments.

For further details with-respect to this
action, see (1) the application for
amendments dated December 31, 197L
(2) Amendments No. 7, 7, and 4 to Li-
censes No. DPR-38, DPI-48, and DPR-
55, with any attachments, and (3) the
Commisslon's related Safety Evaluation.
All of these Items are available for public
Inspection at the Commison's Public
Document Room, 1717 H Street, NW.,

2 Approved by3oard In Prehearing Confer-
ence Order to be Issued separately.
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Washington, D.C. and at the Oconee
County Library, 201 South Spring Street,
Walhalla, South Carolina 29691.

A copy of items (2) and (3) may be
obtained upon request addressed to the
U.S. Nuclear Regulatory Commission,
Washington, D.C. 20555, Attention: Di-
rector, Division of Reactor Licensing.

Dated at Bethesda, Maryland, this
25th day of February 1975.

For the Nuclear Regulatory Commis-
sion.

ROBERT A. PURPLE,
Chief, Operating Reactors

Branch No. 1, Division of
Reactor Licensing.

[FR Doc.75-5621 Filed 3-3-75;8:45 am]

[Docket No. 50-3821

LOUISIANA POWER & LIGHT CO., WATER-
FORD STEAM ELECTRIC STATION,
UNIT 3

Amendment to Construction Permit
Notice is hereby given that, pur-

suant to a Decision (ALAB-258). dated
February 3, 1975, by the Atomic Safety
and Licensing Appeal Board, the Nuclear
Regulatory Commission has issued
Amendment No. 1 to Construction Permit
No. CPPR-103 issued to Louisiana Power
& Light Company for construction of the
Waterford Steam Electric Station, Unit
3, located in St. Charles Parish, Louisi-
ana.

The amendment clarifies the condi-
tions under which joint ownership in a
nuclear generating plant must be offered
to other entities by the permit holder.

A copy of the Decision dated February
3, 1975, Amendment No. 1 to Construc-
tion Permit No. CPPR-103, and other
related documents are available for pub-
lic inspection at the Commission's Public
Document Room, 1717 H Street, NW.,
Washington, D.C., and at the Boutee
Branch of the St. Charles Parish Library,
St. Anthony Street, Luling, Louisiana
70070. Single copies of the Decision and
Amendment No. 1 to CPPR-103 may be
obtained by writing the U.S. Nuclear
Regulatory Commission, Washington,
D.C. 20555, AttentioA: Director, Division
of Reactor Licensing.

Dated at Bethesda, Maryland, this 25th
day of February 1975.

For the Nuclear- Regulatory Commis-
slon.

KARL KIEL,
Chief, Light Water Reactors

Branch 2-2, Division of Reac-
tor Licensing.

[FR Doc.75-5702 Filed 3-3-75;8:45 am]

[Docket Nos. STN 50-522 and STN 50-5231

PUGET SOUND POWER AND LIGHT CO.
ET AL

Availability of the Full Preliminary Safety
Analysis Report

In the matter of Puget Sound Power
and Light Co.; Pacific Power and Light
Co.; The Washington Water Power Co.;
Idaho Power Co. and Washington Public
Power Supply System (Skagit Nuclear
Power Project, Units 1 and 2).

Please take notice that the Puget
Sound Power and Light Company has
submitted to the Nuclear Regulatory
Commission (the Commission) pursuant
to section 103 of the Atomic Energy Act
of 1954, as amended, and § 2.101 of 10
CFR Part 2, the full Preliminary Safety
Analysis Report (PSAR) for a detailed
review. Following a preliminary review
for completeness, the PSAR, which was
tendered on November 27, 1974, was
found acceptable for a detailed review on
January 7,1975.

The PSAR relates to the proposed nu-
clear facilities designated as the Skagit
Nuclear Power Project, Units 1 and 2,
which are to be located in Skagit County,
Washington, approximately 5 miles
northeast of Sedro Woolley. Each unit Is
designed for initial operation at approx-
imately 3800 megawatts (thermal), with
a net electrical output of approximately
1300 megawatts.

A notice relating to the receipt of the
application and the environmental re-
port and certain site suitability infor-
mation was published in the FEDERAL
REGIsTER on December 20, 1974 (39 FR
44064). A notice of hearing was also pub-
lished in the FEDERAL RE-ISTER on De-
.cember 20, 1974 (39 FR 44065). A dead-
line for fling of contentions related to
the matter covered by- the full PSAR
will be established by the Atomic Safety
and Licensing Board.

A copy of the full Preliminary Safety
Analysis Report and other related docu-
ments are available for public inspec-
tion at the Commission's Public Docu-
ment Room, 1717 H Street, NW., Wash-
ington, D.C. 20555, and at the Sedro
Woolley Library, 802 Ball Avenue, Sedro
Woolley, Washington 98284.

Dated at Bethesda, Maryland, this
25th day of February, 1975.

For the' Nuclear Regulatory Commis-
sion.

JOHN F. STOLZ,
Chief, Light Water Reactors

Project Branch 2-1, Division
of Reactor Licensing.

[FR Doc.76-5622 Filed 3-3-75;8:45 am]

REGULATORY GUIDES
Issuance and Availability

The Nuclear Regulatory Commission
has issued four new guides in its Regu-
latory Guide Series. This series has been
developed to describe and make avail-
able to the public methods acceptable
to the NRC staff of inplementing spe-
cifc7 parts of the Commission's regula-
tions, and, in some cases, to delineate
techniques used by the staff In evaluat-
ing specific problems or postulated acci-
dents and to provide guidance to appli-
cants concerning certain of the infor-
mation needed by the staff in its review
of applications for permits and licensei.

Regulatory Guide 1.70,22, "Informa-
tion for Safety Analysis Reports--In-
strumentation and Controls;" Regula-
tory Guide 1.70.23, "Information for
Safety Analysis Reports-Seismic Qual-
ification of Instrumentation and Elec-
trical Equipment;" Regulatory Guide
1.70.24, "Information for Safety Analy-
sis Reports-Environmental Design of
Mechanical and Electrical Equipment,
Qualification Tests and Analyses:" and
Regulatory Guide 1.70.25, "Information
for Safety Analysis Reports-Inservce
Inspection of ASME Code Class 2 and 3
Components," identify information that
Is needed in safety analysis reports at
the construction permit and operating
license stages of review.

These guides are four of a number
being issued in the 1.70.X series to
identify information that has often
been missing from applicants' safety
analysis reports or to present revisions
necessary to make a portion of the
"Standard Format and Content of Safe-
ty Analysis Reports for Nuclear Power
Plants," Revision 1, October 1972 (Regu-
latory Guide 1.70), consistent with the
appropriate Standard Review Plan,
Standard Review Plans (SRPs) are be-
ing prepared by the NRC staff for the
guidance of staff reviewers who perform
the detailed safety review of applica-
tions to construct or operate nuclear
power plants. A primary purpose of
SRPs is to improve the quality and uni-
formity of staff reviews and to prvoido
a well-defined base from which to
evaluate proposed changes In the scope
and requirements of reviews. A complete
Revision 2 of the Standard Format in-
corporating the changes presented in
this 1.70 X series will be issued follow-
Ing completion of publication of the
SRPs.

Comments and suggestions in connec-
tion with improvements in all published
guides are encouraged at any time,
Public comments on Regulatory Guidos
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1.70.22, 1.70.23, 1.70.24, and 1.70.25 will,
however, be particularly useful in de-
.veloping the. forthcoming revision of the
_Standard Format if received by May 1,
1975.

tomments should be sent to the
Secretary of, the Cdmmlssfon, U.S.
'NucIear Regulatory Commission; Wash--
.ington; D.C. 20555, Attention:'Docketing -
and Service Section.I Regulatory Guides are available for
inspection at the Commisslon's Public
)Document Room, 1717 H Street NW.,
.Waslfington, D.C. Requests for single
copies of issued guides (which may be re-
produced) or for placement on an auto-
matic distribution list for single copies
,of future guides should be made in writ-
ing to'the Director, Office of Standards
Development, U.S. Nuclear Regulatory
Commission, Washington, D.C. 20555.
Telephone requite cannot be accom-
modated. Regulatory Guides are not
copyrighted and Commission approval is
not required to reproduce them.
(5 S.C. -522 (a))

. Dated at Rockvlle, Maryland this 24th
day of February 19.75. ,
.. Fr the Nticltr Regulatory Commi-
sion-

ROBa B. MnioMu,
Acting Director,.- Offlce of

Standards Development.
IMR. Doo.75-5703 PFled. 3-8-75;8:45 am]

-Docket No. 50-2851
*Qrt"A PJJBLIC POWER 'DISTRICT

lssance of Amendment to Facility

Operating License
The Nuclear Regulatory Commission

(the Commission) is considering issu-
ence of an amendment to Facility Op-
erating License No. DPR-40 issued to
the Omaha Public Power District, for op--
eration of the Fort Calhoun Station
unit 1, located in Washington County,
Nebraska.

The amendment would revise the pro-
visions in the Technical Specifications
pertaining to the methods of determin-
ing quad-ant power tilt when the reactor
is above 70 percent of power and one ex-
core nuclear channel is out, of service.
The presently allowed method of deter-
mining power tilt by'using core exit ther-
mocouples Would be replaced -by the
method of using the remaining excore
nuclear channels in accordance with the
licensee's application dated December 4,
1974.
'Prior to issuance of the proposed li-

anseS amendment; the Commisslon will
have made the findings required by- the
-Atomic Energy Act of 1954, as amended
.(the.Act), and the Commission's regula-
tions.

By April 3,1975, the licensee may file a
request for a hearing and any person
whose interest may be affected by this
proceeding may file a request for a hear-
ing in the form of a petition for leave to
intervene with respect to the issuance of
the amendment to the subject facility
bperating license. Petitions for leave to
intervene must be filed under oath or
affirmation in accordance with the pro-
visions of § 2.714 of 10 CFR Part 2 of the
Commission's regulations. A petition for
leave to intervene must set forth the In-
terest of the petitioner In the proceed-
ing, and the petitioner's contention with
respect to the proposed licensing action.
Such petitions must be filed in accord-
ance with the provisions of this FPEAL
REIsMra notice and § 2.714, and must be
filed with the Secretary of the Commis-
sion, U.S. Nuclear Regulatory Commis-
sion, Washington, D.C. 20055, Atten-
tion: Docketing and Service Section, by
the above date. A copy of the petition
and/or request for a hearing should be
sent to the Executive Legal Director. U.S.
Nuclear Regulatory Commission, Wash-
ington, D.C. 20555, and to Hope Babcock,
Esquire, LeBoeuf, Lamb, Lelby & Mac-
Rae; 1.757 N Street NW., Washington,
D.C. 20036, the attorney for the appli-
cant.

A petition for leave to intervene must
be accompanied by a supporting affidavit
which identifies the specific aspect or as-
pects of the proceeding as to which in-
tervention is desired and specifles with
particularity the facts on which the pe-
tttioner relies as to both his interest and
his. contentions with regard to each as-
pect on which Intervention is requested.
Petitions stating contentions relating
only to matters outside the Commission's
jurisdiction will be denied.

All petitions will be acted upon by the
Commission or licensing board, desig-
nated by the Commission or by the
Chairman of the Atomic Safety and Li-
censing Board Panel. Timely petitions
will be considered to determine whether
a hearing should be noticed or another
appropriate order Issued regarding the
disposition of the petitions.

In the event that a hearing is held and
a person is permitted to intervene, he be-
comes a party to the proceeding and has
a right to participate fully in the conduct
of the hearing. For example, he may
present evidence and examine and cross-
examine witnesses.

For further details with respect to this
* action, see the application for amend-
ment dated December 4, 1974, which is
afilable for public Inspection at the
Commisson's Public Document Room,
1717 H Street NW., Washington, D.C.
and at the Blair Public Library, 1665
Lincoln Street, Blair, Nebraska 68008.
The license' amendment and the Safety
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Evaluation, when Issued.- may be In-
spected at the-above locations and a copy
may be obtained upon request addressed
to the U.S. Nuclear Regulatory Com-
mission, Washington, D.C. 20555, Atten-
tion: Director, Division of Reactor Li-
censing.

Dated at Bethesda, Maryland, this
21st day of February, 1975.

For the Nuclear Regulatory Commis-
slon.

Groxon Luar
Chief, Operating Reactor

Braneh. #3, Division of Re-
actor Licensing.

IFRDoc.7S5-41G Med3-3--75;8:4,5 amI

[Docket No. 50-1921
UNIVERSITY OF TEAS

Issuance of Amendment to Facility
Operating License

The Nuclear Regulatory Commission
(the Commission) is considering issu-
ance of an amendment to Facility Op-
erating License No. R-92 Issued to The
University-of Texas ("the licensee") for
operation of the TRIGA Mark DI re-
actor, located In Austin, Texas.

The amendment would (1) authorize
an Increase in the steady state power
level from 250 kWt to 500 kWt and (2)
increase the maximum reactivity inser-
tion for pulsed experiments.

Prior to Issuance of the proposed
license amendment, the Commission will
have made the flndlgs required by the
Atomic Energy Act of 1954, as amended
("the Act"), and the Commission's reg-
ulations.

By April 3, 1975. the licensee may file
a request for a hearing and any person
whose interest maybe affected by t .Js
proceeding may file a request for a hear-
ing in the form of a petition for leave to
intervene with respect to the Issuance of
the amendment to the subject facility
operating- license. Petitions for leave to
intervene must be filed under oath or af-
firmation in accordance with the provi-
sions of § 2.714 of 10 CFR Part 2 of the
Commission's regulations. A petition for
leave to Intervene must set forth the in-
terest of the petitioner in the proceeding,
howv that Interest may be affected by the
rLults of the proceeding, and the peti-
tioner's contentions with respect to the
proposed licensing action. Such petitions
must be flled.in accordance with the pro-
visions of this FMmarA Rzci-ma notice
and § 2.714. and must be filed with the
Secretary of, the Commission, -U.S. Nu-
clear Regulatory Commission, Washing-
ton, D.C. 20555, Attention: Dacketing
and Service Section, by the above date.
A copy of the petition and/or request for
a hearing should be sent to the Executive
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-Legal Director, U.S. Nuclear, Regulatory
Commission, Washington, D.C. 20555.

A petition for leave to intervene must
be accompanied by a supporting affidavit
which Identifies the specific aspect or as-
pects of the proceeding as to which inter-
vention is desired and specifies with
particularity the facts on which the peti-
tioner relies as to both his interest and
his contentions with regard to each as-
pect on which intervention is requested:
Petitions stating *contentions relatipg
only to matters outside the Commission's
jurisdiction will be denied.

In the event that a hearing is held and
a person is permitted to intervene, he
becomes a party to the proceeding and
has a right to participate fully in the
conduct of the hearing. For example, he
may present evidence and examine and
cross-examine witnesses.

For further details with respect to this
action, see the application for amend-
ment dated January 14, 1974, which is
available for public inspection at the
Commission's Public Document Room,
1,717 H Street NW., Washington, D.C.-The
license amendment and the Safety
Evaluation, when issued, may be in-
spected at the above location and a copy
may be obtained upon request addressed
to the U.S. Nuclear Regulatory Commis-
sion, Washington, D.C. 20555, Attention:
Director, Division of Reactor Licensing.

Dated at Bethesda, Maryland this 24th
day of February 1975.

For the Nuclear Regulatory Commis-
sion.

GEo1GE LEAR,
Chief, Operating Reactors

Branch #3 Division of Re-
actor Licensing:

[FR DoC.75--5417 Filed 3-3-75,8:45 am]

OFFICE OF MANAGEMENT AND
BUDGET

CLEARANCE REPORTS
List of Requests

The following is a list .of requests for
clearance of reports intended for use in
collecting information from the public
received by the Office of Management
and Budget on February 27, 1975 (44
U.S.C. 3509). The purpose of publishing
this list in the FEbERAL REGISTER is to
inform the public.

The list includes the title of each re-
quest received; the name of the agency
sponsoring the proposed collection of in-
formation; the agency form number(s),
if applicable; the frequency with which
the Information is proposed to be col-
lected; the name of the reviewer or re-
viewing division within- MB, and an
indication of who will be the respondents
to the proposed collection.

Tle symbol (X) Identifies proposals
which appear to raise no significant
issues, and are to be approved after brief
notice through this release..

Furthe information about the Items
on this daily list may be obtained from
the Clearance Office, Office of Manage-
ment and Budget, Washington, D.C.
20503 (202-395-4529), or from the re-
viewer listed.

NEW FORMS

ACTION

Evaluation of the UYA and National Student
Volunteer Prografiis, single-time, students,
faculty, education administrators, Com-
munity and Veterans Affairs Division, 395-
3532.

OVERSEAS PRIVATE INVESTAUUT CORPORATION

TO OPIC Mailing List--OPIC material you
would like to receive, OPIC-64, on occa-
sion, business firms, Lowry, R. L., 395-
3772.

DEPARTMENT OP COMMERCE

Bureau of the Census:
Environmental Quality Control Agency

Compilation Sheet, EQC 1, annually,
large governments (Federal, State, and
local), Weiner, It., 395-4890.

Forms for Evaluation the Coverage of
Mobile Homes and Trailers In the Special
Census of San Bernardino County, SC-
350, SC-351, and SC-352, single-time,
households and owners of mobile home
sates lots, Strasser, A., 395-3880.

DEPARTMENT Or MEALTH, EDUCATION, AND

WEIFARE

Social Security Administration, Data Collec-
tion Instrument, To Support a Study of the
NJ. Prospective Reimbursement Program.
SSA-3108, single-time, hospitals, Human
Resources Division, 395-3532.

Office of Education, Application for Domestic
Mining and Mineral and Mineral Fuel Con-
servation Program, OE 405, annually, insti-
tutions of postsecondary education,
Lowry, n. L., 395-3772.

REVISIoNS
VETERANS ADMINISTRATION

Request for Change of Program or School
(Veterans), 22-1995, on occasion, veteran
students, Caywood, D. P., 395-3443.

EXTENSlONS
DEPARTMENT OF COMMERCE

Bureau of Domestic Commerce, Radial Ball
Bearing 30 MM OD & Under, BDCF-899,
quarterly, bearing manufacturers, Cay-
wood, D. P., 395-3443.

DEPARTMENT O LABOR

Manpower Administration, Report of Claims-
Taking Activities, ES 210. weekly, State
education offices, Strasser, A., 395-3880.

PHnma D. LARSEm,
Budget and Management OfOleer.

[FR DoC.75-5813 Filed 3-3-75; 8:45 am]

PENNSYLVANIA AVENUE
DEVELOPMENT CORPORATION

OWNERS AND TENANTS ADVISORY
BOARD
Meeting'

Pursuant to the provisions of sec-
tion 10 of Pub. L. 92-463, effective Janu-
ary 5, 1973, notice Is hereby given that a
meeting of the Owners and Tenants Ad-

visory Board will be held on Wednesday,
.March -19, 1975 at 2 p.m.

The meeting will be held In the con-
ference room of the Pennsylvania Ave-
nue Development Corporation, Suite
1148, at the Pennsylvania Building, 425
13th Street, Northwest, Washington,
D.C.

The purpose of the meeting will be to
discuss the Congressional review of the
Pennsylvania Avenue Plan.

The meeting will be open to the pub-
lie to the extent that space and facili-
ties will permit.

For further information call M.
Katharine Gresham, Urban Planner,
Pennsylvania Avenue Development Cor-
.poration, Washington, D.C. Area code
202/343-9423.

DAVID W. Binoos;
Legal Assistant to

the General Counsel.
[FR Doc.75-5628 Filed 3-,-75,8:45 am)

SECURITIES AND EXCHANGE
COMMISSION
IRel. No. 80861

AURORA EQUITY FUND, INC.
Filing of Application for an Order Declaring

that Company Has Ceased To Be an In.
vestment Company

FEBRuArtY 25, 1975.
Notice Is hereby given that Aurora

Equity Fund, Inc., 30 Wall Street, New
York, New York 10005 ("Applicant"),
registered under the Investment Com-
pany Act of 1940 ("Act") as an open-end,
nondiversified management investment
company, filed an application on Decem-
ber 26, 1974, and an amendment on
January 23, 1975, pursuant to section 8 (f)
of the Act ,for an order of the Commis-
sion declaring that Applicant has ceased
to be an investxment company as defined
in the Act. All Interested persons are re-
ferred to the application on file with the
Commission for a statement of the repro-
sentations contained therein, which are
summarized below.

At a meeting held on August 2, 1974,
Applicant's Board of Directors adopted
a resolution favoring a proposal to dis-
solve Applicant and wind up Its busi-
ness, and on November 12, 1974, the
holder of a majority of Applicant's out-
standing stock consented to the dissolu-
tion and liquidation of Applicant In ac-
cordance with the General Corporation
Law of the State of Delaware. Notice of
dissolution was then given to the remain-
ing shareholders, and on December 16,
1974, a Certificate of Dissolution was filed
with the Secretary of State of Delaware.
Applicant no longer continues the busi-
ness for which it was organized, but
rather intends that Its existence shall be
terminated subject to final settlement of
Its affairs pursuant to the General Cor-
poration Law of the State of Delaware,

Applicant has distributed, or made
provision for distribution to its share-
holders, all of its assets except for the
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sum of $7,000, representing a reserve es-
tablished for the purpose of meeting the
expenses of dissolution and winding up.
Any assets remaining after payment of
all such expenses will be distributed pro
rata to shareholders of record of Appli-
cant as of August 2, 1974. Any expense In
excess of $7,000 will be borne by Appli-
cant's investment -adviser, Brokaw,
Schaenen, Clancy Management Co., Inc.

Section 8(f) of the Act provides, in
pertinent part, that when the Commis-
sion, -upon application, finds thit a regis-
tered investment company has ceased to
be an, investment company, i'shall so
declare by order, and upon the taking ef-
fect of such order the registration of such
company sh cease to be in effect.

-Notice is further given that any inter-
ested person may, not later than
March 24, 1975,at 5:30 pan., submit to
the Commission-in writing a request for
,a hearing on'the matter accompanied by
a stateihent as to the nature of his in-
terest, the reason for such request, and
-the.issues, if any, of fact or law pro-
posed, to be controverted, or he may re-
quest that he be notified if the Commis-
sion shall order a hearing thereon. Any
such- communication should be ad-
dressed: Secretary, Securities and Ex-
change Commission, Washington, D.C.
20549. A copy of such request shall be
served personally or by mail (air mail
if the person being served is located
more than 500 miles from the point of
-mailing)- upon Applicant at the address
stated above. Proof of such service (by
-affldavit, or in case of an attorney-at-
law, by certificate) shall be filed con-
-temporaneously with the request. As pro-
vided by Rule 0-5 of the rules and regn-
,ations promulgated under- the Act, an
order disposing of the application will
be issued as of course following March 24,
-1975, unless the Commission thereafter
orders a hearing upon request or upon
the Commission's own, motion. Persons
who request a hearing, or advice as to
whether a hearing is orderedwill receive

-any. notices and orders issued in this
matter, including the date of the hearing
(if ordered) and any postponements
thereof. -
-or the Commisslbn, by the Division of

Investment . Management Regulation,
-pursuant to delegated authority.

IsMIl Snnuly E. HOLI,r
Assistant Secretary.

IDoc.75-5638 Piled 3-3-75;8:45 am]

"- - 1ne No. 500-11

EQUITY FUNDING CORPORTION OF
AMERICA

Suspension of Trading
- FEBRUARY 25, 1975.

It appearing to the Securities and Ex-
changef Commission that the summary
suspension of trading in the common
stock, warrants to purchase the stock, 9,
perbent debentures due 1990, 512 per-
cent convertible'subordinated debentures

due 1991, and all other securities of
Equity Funding Corporation of America
being traded'otherwise than on a na-
tional securities exchange Is required in
the public interest and for the protec-
tion of investors;

Therefore, pursuant to section 15(c)
(5) of. the Securities Exchange Act of
1934, trading in such securities otherwise
than on a national secuities exchange
is suspended, for the period from Feb-
ruary 26, 1975 through March 7, 1975.

By the Commission.
[sEA I SMxuny E. Hozx.Ls,

I Assistant Secretary.
IFR Doc.75-5684 Pied 3-3-'6;8:45 am]

IFile No. 500-1]

INDUSTRIES INTERNATIONAL, INC.
Suspension of Trading

FEDuuRny 25, 1975.
It appearing to the Securities and Ex-

change Commission that the summary
Suspension of trading In the common
stock of Industries International, Inc,
.being traded otherwise than on a na-
tional securities exchange Is required In
the public interest and for the protec-
tion of Investors;

Therefore, pursuant to section 15(o)
(5) of the Securities Exchange Act of
1934, trading in such securities other-
wise than on a national securities ex-
change is suspended, for the period from
7ebruary 26, 1975 through Mfarch 7,
1975.

By the Commission.
[sEAL] Sn=LE E. HOLLUs,

Assistant Secretary.
[PR Doc.75-5685 Piled 3-3-75;8:45 am)

[File No. 500-11

WESTGATE CALIFORNIA CORPORATION
Suspenstoil of Trading

FEBRUAy 25, 1975.
It appearing to the Securities and Ex-

change Commission that the summary
suspension of trading in the common
stock (class A and B), the cumulative
preferred stock (5 percent and 6 per-
cent), the 6 percent subordinated de-
bentures due 1979 and the 6% percent
convertible subordinated debentures due
1987 being traded otherwise than on a
national securities exchange is required
In the public Interest and for the pro-
tection of investors;

Therefore, pursuant to section 15(c)
(5) of the Securities Exchange Act of
1934, trading In such securities otherwise
than on a national securities exchange
is suspended, for the period from Feb-
ruary 26, 1975 through Malch 7, 1975.

By the Commission.
• [SEAL] SHnILY E. HoLrts,

Assistant Secretary,
IFR Doc.75-5686 Fied 3-3--75,8:45 am]
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[Pile No. 50-1]
ZENITH DEVELOPMENT CORP.

Suspension of Trading
FmBRuARY 25, 1975.

It appearing to the Securities and EK-
change Commission that the summary
suspension of trading In the common
stock of Zenith Development Corpora-
tion being traded otherwise than on a
national securities exchange is required
in the public Interest and for the protec-
tion of investors;

Therefore, pursuant to section 15(c)
(5) of the Securities Exchange Act of
1934, trading In such securities otherwise
than on a national securities exchange
is suspended, for the period from Feb-
ruary 26, 19-75 through Mrch 7, 1975.

By the Commission.
[sEA 3 SMnLLY E. HoLids,

Assistant Secretary.
IFR Doc.75-5687 Piled 3-3-75;8:45 aml

U.S. RAILWAY ASSOCIATION
PRELIMNARY SYSTEM PLAN

Invitation for Comments
The preliminary system plan, pub-

lished In this issue of the FDERAT. Rxc-
xSTmn, has been prepared by the United
States Railway Association ("Associa-
tion") on the basis of reports and other
information submitted to it by the Secre-
tary of Transportation, the Rail Systems
Planning Office of the Interstate Com-
merce Commission, ("RSPO") and in-
terested persons in accordance with the
Regional Rail Reorganization Act of 1973 -
(Pub. L. 93-236, 87 Stat. 985, 45 USC 701,
et seq.), and on the basis of Its own in-
vestigations- consultations, research,
evaluation, and analysis pursuant to that
Act.

On or before July 26,1975, the Associa-
tion will adopt and submit to the Con-
gress a final system plan, reflecting an
evaluation of all responses received from
Interested persons, testimony at public
hearings to be conducted by the RSPO,
and the results of its own additional
study and review.

The Association Invites all interested
persons to submit comments on the pre-
liminary system plan, for consideration
by the Association, in connection with
Its preparation of the final system plan.
In order to be so considered, comments
must be submitted by.April 27,1975; they
should be addressed to the PSP Coin-
ment Office, United States Railway As-
sociation, 2nd St. SW., Washington, D.C.
20595, and should Identify, by Chapter
and page references, the portions of the
preliminary system plan to which the
comment is addressed.

Dated at Washington, D.C., this 20th
day of February, 1975.

EDwmA G. Jom-som,
Presid'ent, United States

Railway Assoc atin.
IF? Doc.'75-5934 Plied 3-3-715,1:38 pm]j
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INTERSTATE COMMERCE
COMMISSION
[Notice No. 71i

ASSIGNMENT OF HEARINGS
FEBRuAnY 27, 1975.

Cases assigned for hearing, postpone-
ment, cancellation or oral argument ap-
pear below and will be published only
once. This list contains prospective as-
signinents only and does not include
cases previously assigned hearing dates.
The hearings will be on the issues as
presently reflected In the Official Docket
of the Commission. An attempt will be
made to publish notices of cancellation
of hearings as promptly as possible, but
interested parties should take appro-
priate steps to insure that they are noti-
fled of cancellation or postponements of
hearings in which they are interested. No
amendments will be entertained after
the date of this publication.
MO 135732 Sub 7, Aubrey Freight Lines, Inc.,

now assigned March 17, 1975 at New York
City, New York, will be held in Room --
2222,26 Federal Plaza.

MO 136032 Sub 2, Texas Continental Express,
Inc., now assigned March 20, 1975, atNew
York City, New York, will be held In Room
E-2222, 26 Federal Plaza.

M O 140036, Winters Trucking, Inc., now as-
signed March 21, 1975, at New York City,
New York, will be held in Room E-2222, 26
Federal Plaza.

MC 59264 Sub 59, Smith and Solomon Truck-
ing Company, MC 91811 Sub 13, Milton M.
Morris, Inc., now assigned March 18, 1975,
at New York City. New York, will be held in
Room F-2222, 26 Federal Plaza.

7,1C 13900 Sub 18, Midwest Haulers, Inc., now
being assigned April 21, 1975, at the offices
of the Interstate Commerce Commission,
Washington, D.C.

No. AB-71, Baltimore and Annapolis Railroad
Company Abandonment of Operations Be-
tween Clifford Junction, Baltimore City
and Annapolis, in Baltimore and Anne
Arundel Counties, Maryland, now assigned
April 16, 1975 at Baltimore, Maryland; will
be held in Room G30, George H. Fallon
Federal Building, 31 Hopkins Plaza.

No. 36056, Oklahoma Intrastate Freight
Rates and Charges--1974. now assigned
April 1, 1975. at Oklahoma City. Okla., is
postponed to April 3. 1975, at Oklahoma
City, Okla., In a hearing room to be later
designated.

,N-o. 36090, General Environment Corpora-
tion-Petition for Declaratory Order-Ap-
plicability of Tariff Provisions, now as-
signed March 20. 1975, at Dallas, Tex. is
postponed Indefinitely.

[sEAL3 ROBERT L. OSWALD,
SecretarV.

[FR Doc.75-5716 Filed 3-3-75;8:45 am]

[Notice No. 221

MOTOR CARRIER TEMPORARY
AUTHORITY APPLICATIONS

Important Notice
FEBRUARY 25, 1975.

The following are notices of filing of
application, except as otherwise specifi-
cally noted, each applicant states that
there will be no significant effect on the
quality of the human environment re-
sulting from approval of its .application,
for temporary authority under section

NOTICES

210a(a) of the Interstate Commerce Act
provided for under the new rules of Ex
Parte No. MC-67, (49 CFR 1131) pub-
lished in the FEDERAL REGISTER, issue of
April 27, 1965, effective July 1, 1965. These
rules provide that protests to the grant-
ing of an application must be filed with
the field official named in the FEDERAL
REGISTER publication, within 15 calendar
days after the date of notice of the l-
ing of the application is published in the
FEDERAL REGISTER. One copy of such pro-
tests must be served on the applicant, or
its authorized representative, if any, and
the protests must certify that such serv-
ice has been made. The protests must be
specific as to the service which such pro-
testant can and will offer, and must con-
sist of a signed original and, six (6)
copies.

A copy of the application Is on file,
and can be examined at the Office of the
Secretary, Interstate Commerce Com-
mission, Washington, D.C., and also in
field office to which protests are to be
transmitted.

No. MC 6078 (Sub-No. 79TA), filed
February 12, 1975. Applicant: D. F.
BAST, INC., P.O. Box 2288, Allentown,
Pa. 18001. Applicant's representative:
Bert Collins, Suite 6193, 5 World Trade
Center, New York, N.Y. 10048. Authority
sought to operate as a common carrier,
by motor vehicle, over irregular routes,
transporting: Structural and fabricated
steel, from Allentown, Pa., to Norfolk,
Va., for 180 days. Supporting shipper:
Walter C. Heiser, Traffic Mfg., Lehigh
Structural Steel Co., 1 Allen Street, Al-
lentown, Pa. Send protests to: F. W.
Doyle, District Supervisor, Bureau of Op-
erations, Interstate Commerce Commis-
sion, 600 Arch St.,. Room 3238, Philadel-
phia, Pa. 19106.

-No. MC 22195 (Sub-No. 161TA), filed
February 18, 1975. Applicant: DAN DU-
GAN TRANSPORT COMPANY, 41st &
Grange Avenue, Sicux Falls, S. Dak.
57105. Applicant's representative: Fred
Fischer (same address as applicant). Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: Anhydrous ammo-
nia, in bulk, in tank vehicles, from points
in Polk, Red Lake, Pennington, and Mar-
shall Counties, Minn., to points in North
Dakota and South Dakota, for 180 days.
Supporting shipper: Poly Phos Process-
ing Company, P.O. Box 444, Grand Forks,
N. Dak. 58201, Send protests to: J. L.
Hammond, District Supervisor, Bureau
of Operations, Interstate Commerce
Commission, Room -369, Federal Bldg.,
Pierre, S. Dak. 57501.

No. MC 100666 (Sub-No. 293TA), filed
February 14, 1975; Applicant: MELTON
TRUCK LINES, INC., P.O. Box 7666,
Shreveport; La. 71107. Applicant's repre-
sentative; Wilburn L. Williamson, 280
National Foundation Life Bldg., 3535
N.W. 58th Street, Oklahoma City, Okla.
73112. Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Cross-
ties, from Alexandria, La., to points in
Coconino County, Ariz., for 180 days.

- Supporting shipper: Dura-Wood Treat-

ing Company, A )lvlslon of Roy 0. Mar-
tin Lumber Company, P.O. Box 1110,
Alexandria, La, 71301. Send protests to:
Ray C. Armstrong, Jr., District Super-
visor, Bureau of Operations, Interstate
Commerce Commission, T-9038 U.S.
Postal Service Bldg., 701 Loyola Ave.,
New Orleans, La. 70113.

No. MC 106398 (Sub-No. 724TA), filed
February 12, 1975. Applicant: NATION-
AL TRAILER CONVOY, INC., 525 S.
Main, Tulsa, Okla. 74103, Appllcant'a
representative: Irvin Tull (same address
as applicant). Authority sought to op-
erate as a common carrier, by motor ve-
hicle, over irregular routes, transporting:
Portable animal shelters, from the plant-
site of Advance Design Modules, Inc.,
Auburndale, Wis., to points in Iowa, Ne-

- braska, Illinois, and Minnesota, for 180
days. Supporting shipper: Gary Thomp-
son, General Mfg., Advance Design Mod-
ules, Inc., P.O. Box 176, Auburndale, Wis.
54412. Send protests to: C. L. Phillips,
District Supervisor, Bureau of Opera-
tions, Interstate Commerce Commission,
Room 240-Old P.O. Bldg., 215 NW. Third,
Oklahoma City, Okla. 73102.

No. MC 107496 (Sub-No. 990TA), filed
February 14, 1975. Applicant: RUAN
TRANSPORT CORPORATION, Third
and Keosauqua Way, Des Moines, Iowa
50309. Applicant's representative: E.
Check (same address as applicant). Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: (1) Anhydrous am-
monia, in bulk, in tank vehicles, from
Kingsbury, Ind., to points In New York
and Connecticut and (2) chemicals, in
bulk, in tank vehicles, from Kingsbury,
Ind., to points in Michigan, Illinois, Indi-
ana, Iowa, Ohio, Wisconsin, and Ken-
tucky, for 180 days. Supporting shippers:
Midwest Ammonia Corporation, 600 West
41st Street, Chicago, I1. 60609. Fischer-
Calo Chemical & Solvents Corporation,
600 West 41st Street, Chicago, 111. 60609.
Send protests to: Herbert W. Allen, Dis-
trict Supervisor, Bureau of Operations,
Interstate Commerce Commission, 875
Federal Bldg., Des Moines, Iowa 50309.

No. MC 109689 (Sub-No. 283TA), filed
February 18, 1975. Applicant: W. S.
HATCH CO., 643 South 800 West, Wood
Cross, Utah 83087. Applicant's repre-
sentative: Mark X. Boyle, 345 South
State St., Salt Lake City, Utah 84111.
Authority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: Liquid asphalt, (in
bulk, in tank vehicles), from points in
California, to North Salt Lake, Utah and
points within 5 miles thereof, for 180
days. Supporting shipper: Utah Emul-
sions Company, P.O. Box 248, North Salt
Lake, Utah 84054. Send protests to: Lyle
D. Heifer, District Supervisor, Bureau of
Operations, Interstate Commerce Com-
mission, 125 South State St., Salt Lake
City, Utah 84138.,

No. MC 111045 (Sub-No. 122TA), filed
February 12, 1975. Applicant: RED-
WING CARRIERS, INC., P.O. Box 420,
Tampa, Fla. 33601. Applicant's repre-
sentative: J. V. McCoy (same address as
applicant). Authority sought to operate
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as a common carrier, by motoi vehicle,
over irregular routes, transporting: Dry
sand, in bulk, in tank vehicles, from
Plant City, Fla., to Montgomery, Ala., for
180 days. Supporting shipper: Brockway
Glass Co., Inc., P.O. Box 8038, Mont-

- gomery, Ala. 36110. Send protests to:
Joseph B. Teichert, District Supervisor,
Bureau of Operations, Interstate Com-
merce Commission, Palm Coast 3I Bldg.,
Suite 208, 5255 NW. 87th Avenue, Miami,
'Fla. 33178.

No. MC 111401 (Sub-No. 441TA), filed
-February 18, 1975. Applicant: GROEN-
DYKE TRANSPORT, INC., 2510 Rock
Island Blvd., P.O. Box 632, Enid, Okla.
"/3701. Applicant's representative: Victor
R. Comstock (same address as appli-
cant). Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: Phenol

- (Carbolic Acid), in bulk, in tank vehicles,
from Tuscaloosa, Ala., to Brownsville,
Tex., for export into Mexico. Shipments
are in foieign commerce, ,for 180 days.
Supporting shipper: Copechim America,
Inc, Richard C. Musielaki Chem., Mktg.,
Mgr., One Allen Center, Suite 2510,
Houston, Tex. 77002. Send protests to:
C. L. Phillips, District Supervisor, Bu-
reau of Operations, Interstate Commerce
Commission, Room 240, Old Post Ofice
Bldg., 215 NW. Third, Oklahoma City,
Okla. 73102.

No. MC 111401 (Sub-No. 442TA), filed
February 19, 1975. Applicant: GROEN-
DYKE TRANSPORT, INC., P.O. Box 632,
Enid, Okla. 73701. Applicant's represent-
ative- Victor R. Comstock (same ad-
dress as applicafit). Authority sought to
operate as a common carrier, by motor
yehicle, over irregular routes, transport-
Ing: Chemicals, in bulk, in tank vehicles,
from the facilities of Nalco Chemical
Company, at or near Garyville, La., to
points in the United States (except Ala-
bama, Alaska, Arkansas, Florida, Geor-
gia, Hawaii, Louisiana, Mississippi,
Oklahoma, Tennessee and Texas), for
180 days. Supporting shipper: Nalco
Chemical Company, James E. Carr, Cor-
porate T. M., 2901 Butterfield Road, Oak
Brook, II. 60521. Send protests to: C. L.
Phillips, District Supervisor, Bureau of
Operations, Interstate Commerce Com-
mission, Room 240, Old P.O. Bldg., 215
NW. Third, Oklahoma City, Okla. 73102.

No. MC 115691 (Sub-No._32TA), fled
February 19, 1975. Applicant: MURPHY
TRANSPORTATION, INC., 1414 Craw-
ford Ave., Anniston, Ala. 36201. Appli-
cant's representative: John P..Carlton,
903 Fkank. Nelson Bldg., Birmingham,
Ala 35203; Authority sought to operate
as a common carrier, by motor -vehicle,
over irregular routes, transporting:
Treated- and untreated lumber and
treated and -untreated posts, from the
plantsites of Fullco Lumber Company,
Inc,. at or near Haleyville, Ala., Fox
Lumber Company, Inc., at or near Cen-
treville, Ala., and Cottondale Wood Prod-,
ucts Company, Ltd., at or near Tusca-
loosa, Ala., to points in Florida, Georgia,
Ilinos, Indiana, Kentucky, Louisiana,

Maryland, Michigan, Mississippi, Mis-
souri, Ohio, Oklahoma, Pennsylvania.
Tennessee, and West Virginia. for 180
days. Supporting shippers: Fullco Lum-
ber Company, Inc., P.O. Box 672, Haley-
vile, Ala. 35565. Fox Lumber Company,
Centreville, Ala. 35042. Cottondale Wood
Products, Inc., Tuscaloosa, Ala. 35401.
Send protests to: Clifford W. White, Dis-
trict Supervisor, Bureau of Operations,
Interstate Commerce Commission, Room
1616,2121 Bldg., Birmingham, Ala. 35203.

No. MC 116077 (Sub-No. 362TA), filed
February 18,1975. Applicant: ROBERT-
SON TANK LINES, INC., 2000 West
Loop South, Suite 1800, Houston, TeM.
77027. Applicant's representative: J. C.
Browder (same address as applicant).
Authority sought to operate as a common
carrier, by motor vehicle, over Irregular
routes, transporting: Liquid sulphur tri-
oxide, in bulk, in tank vehicles, from
Houston, Tex., to points in Ohio, Mich-
igan, Illinois, Georgia, New Jersey, Penn-
sylvania, and Washington, for 180 days.
Supporting shipper: Stauffer Chemical
Company, Westport, Conn. Send pro-

*tests to: John F. Mensing, District Su-
pervisor, Bureau of Operations, 515
Rusk, 8610 Federal Bldg., Houston, Tex.
77002.

No. MC 118159 (Sub-No. 167TA), filed
February - 18, 1975. -Applicant: NA-
.TIONAL REFRIGERATED TRANS-
PORT, INC., 1931 N. Sheridan Road,
.Tulsa, Okla 74151. Applicant's repre-
sentative: NeLl A. DuJardin, P.O. Box
2298, Green Bay, Wis. 54306. Authority
sought to operate as a common carrier,
by motor vehicle, over irregular routes,
transporting: Cheese, from the plantslte

.and facilities of L. D. Schrelber Cheese
Co., Logan, Utah to Denver, Colo., Dallas
and Ft. Worth, Tex., Chicago, II., To-
ledo, Dayton and Cleveland, Ohio; At-
lanta, Ga., Rocky Mount, N.C., Green-
vilIe, S.C., Baltimore, Md., Oklahoma
City, Okla., and to points within a 50-
mile radius of the above-named points,
for 180 days. Supporting shipper: L. D.
Schrelber Cheese Co., Inc., Robert Buch-
berger, G.T.., 1607 Main Street, Green
Bay, Wis. 54302. Send protests to: C. L.
Phillips, District Supervisor, Bureau of
Operations, Interstate Commerce Com-
mission, poom 240, Old P.O. Bldg., 215
NW. Third, Oklahoma City, Okla. 73102.

No, MC 118402 (Sub-No. 5TA), led
February 18, 1975. Applichnt: HBIZSIDE
MOTOR LINES, INC., 321 Indian River
Road, Orange, Conn. 06477. Applicant's
representative: Thomas W. Murrett,
342 North Main Street, West Hartford,
Conn. 06117. Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting:
Bananas, from points in the New York,

.N.Y. Commercial Zone, to Ipswich, Mass.,
for 180 days. Supporting shipper: Yell-
O-Glow Banana Corp., Mitchell Road,
Ipswich, Mass. 01938. Send protests to:
James D. Perry, Jr., District Supervisor,
Bureau of Operations, Interstate Com-
merce Commission, 135 High St., Room
324, Hartford, Conn. 06101.

No. MC 124212 (Sub-No. 82TA), filed
February 12, 1975. Applicant: MIT-
CHELL TRANSPORT, INC., 6500 Pearl
Road, P.O. Box 30248, Cleveland, Ohio
44130. Applicant'srepresentative: J. A.
Kundtz, 1100 National City Bank Bldg.,
Cleveland, Ohio 44114. Authority sought
to operate as a common carrier, by motor
vehicle, over irregular routes, transport-
ing: Liquid oxygen, In bulk, In shipper-
owned cryogenic trailers, from the plant-
sites of Airco, Inc., at Butler and Na-
trona, Penn., Buffalo, N.Y., and the
plant-ite of Air Products at Creighton,
Penn, to points in Kentucky, Ohio, West
Virginia, points In Pennsylvania on and
west of US. Highway 15, Blacksburg and
Pulaski, Va., and Bristol and Kingsport,
Tenn., liquid argon, In bulk, In shipper-
owned cryogenic trailers, from the plant-
sites of Airco, Inc., at Butler, Penn., and
Warren, Ohio, to points -in Indiana,
Kentucky, Ohio, West Virginia, and the
Lower Peninsula of Michigan, points in
New York on and west of Interstate
Highway 81, points in Pennsylvania on
and west of U.S. Highway 15, and Oak
Ridge, Tenn., for 180 days. Supporting
shipper: Airco Industrial Gases, Divi-
sion of Airco, Inc., 650 Smithfield St.,
Suite 620, Pittsburgh, Pa. 15222. Send
protests to: James Johnson, District
Supervisor, Bureau of Operations, Inter-
state Commerce Commission, I81--Fed-
eral Office Bldg., 1240 East Ninth St.,
Cleveland. Ohio 44199.

No. MC 128375 (Sub-No. 129TA), filed
February 18, 1975. Applicant: CR=
CARRIER CORPORATION, P.O. Box
81228, Lincoln, Nebr. 68501. Applicant's
representative: Ken Adams (same ad-
dress as applicant). Authority sought to
operate as a contract carrier, by motor
vehicle, over irregular routes, transport-
ing: Motor vehicle parts, equipment, and
accessories, (1) from Atlanta, Ca., and
Its Commercial Zone to points in Florida,
North Carolina, South Carolina, Ala-
bama, Mississippi, and Louisana; (2)
from North Kansas City, Mo., and Its
Commercial Zone to points in Colorado,
Utah, Montana, Nebraska, Iowa, Kan-
sas, and Wyoming; (3) from Dallas, Tex.,
and its Commercial Zone to all points in
New Mexico and Oklahoma; (4) from
Columbus, Ohio and Its Commercial
Zone to points in Michigan and Indiana;
(5) from Bensenville, L, and Its Com-
mercial Zone to Iowa, Minnesota, Wis-
consin, South Dakota, North Dakota,
and Michigan; (6) from Leetsdale, Pa.,
and Its Commercial Zone to points in
Maryland, New York, New JerSey, Con-
necticut, Rhode Island, Massachusetts,
Vermont, New Hampshire, and Maine.
Restriction: (A) Totrafflc moving from
facilities of the Maremont Corporation
under a continuing contract with the
Maremont Corporation. CB) To traffic
having a prior movement inbound to said
origins by Contract or Private carriage
from Maremont plants or facilities lo-
cated at Ripley, Nashville, Pulaski, or
Loudon, Tenn. (C) Restricted to ship-
ments stopped to both partially load and
partially unload at the named origins
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operations authorized herein are limited
to a transportation service to be per-
formed under a continuing contract, or
contracts with National Fence Manufac-
turing Company, Inc., Bladensburg, Md.,

'for 180 days. Supporting shipper: Na-
tional Fence Manufacturing Co., Inc.,
4301 46th Street, Bladensburg, Md. 20710.
Send protests to: W. C. Hersman, Dis-

No. MC 140594 (Sub-No. ITA), fled
February 14, 1975. Applicant: ALB3ERT
BELSTRA, doing business as BELSTRA
TRUCKING, R.R. 3, Box 258, Demotte,
Ind. 46310. Applicant's representative:
David Cohen, 3701. Main St., East Chi-
cago, Ind. 46312. Authority sought to
operate as a contract carrier, by motor
vehicle, over irregular routes, transport-

and moving in conjunction with service " trict Supervisor, Bureau of Operations,
already authorized to be performed by Interstate Commerce Commission, Room
applicant for 180 days. Supporting ship- 317, "12th & Constitution Ave. NW.,
per: Arthur L. Comeau. General Traffic Washington, D.C. 20432.
Mfg., Maremont Corporation, 168 North No. MC 139693 (Sub-No. 1TA), filed
Michigan Avenue, Chicago. fli. 60601. February 10, 1975. Applicant: BONNIE
Send protests to: Max H. Johnston, Dis- LEASING, INC., P.O. Box 13, R.R. #4,
trict Supervisor, Bureau of Operations, Loogootee, Ind. 47553. Applicant repre-
Interstate Commerce Commission, 320 sentative: Walter F. Jones, Jr., 601
Federal Bldg., Court House, Lincoln, Chamber of'Commerce Bldg., Indianap-
Nebr. 68508. oils, Ind. 46204. Authority sought to op-

No. MC 129480 (Sub-No. 18 TA), filed erate as a common carrier, by motor ye-
February 12, 1975. Applicant: TRI-LINE *hicle, over irregular routes, transporting:
EXPRESSWAYS. LTD., 550 71 Avenue Beer, Ale and Enpty Containers, between
SE., Calgary, Alberta, Canada T2H'OS6. Detroit, Mich., Cincinnati, Ohio, New-
Applicant's representative: Edward T. port, Ky., Peoria, Ill., St. Louis, Mo., Mil-
Lyons, Jr., 1600 Lincoln Center Bldg. waukee, Wis., on the one hand, and, on
1600 Lincoln Street. Denver, Colo. 80203. the other, Linton, FrQnch Lick, Loogoo-
Authority sought to operate as a common tee, and Edinburg, Ind., for 180 days.
carrier, by motor v~hlcle, over irregular Supporting shippers: Orange County
routes, transporting: Sodium bicar- Beverage Co., Inc., 112-114 Wells Ave.,
bonate, from the plantsite and storage French Lick, Ind. Linton Beer Sales, Inc.,
facilities of Church & Dwight Co., Inc., In- 317 S. Main St., P.O. Box 49, Linton, Inch
Sweetwater County, Wyo., to ports of Johnson County Beverage, Inc., 111 E.
Entry on the International Boundary, Center Cross St., Edinburg, Ind. Loogoo-
between the, United States and Canada, tee-Shoals, Beverage Co., Inc., P.O. Box
located In Montana, restricted to the 135, Ldogootee, Ind. Send protests to:
transportation of traffic moving in James W. Habermehl, District Super-
foreign commerce to points in the visor, Bureau of Operations, Interstate
Province of Alberta, Canada, for 180 Commerce CommissIon, 802 Century
days. Supporting shipper: Church & Bldg. 36 S. Penn. St., Indianapolis, Ind.
Dwight Co., Inc., 1416-1446 Willis Ave- 46204.
nue,Syracuse. N.Y. 13201. Send protests No. MC 140563 (Sub-No. 3TA), filed
to: Paul J. Labane, District Supervisor, February 10, 1975. Applicant: W. T.
Bureau of Operations, Interstate Con- MYLES TRANSPORTATION COM-
merce Commission, Room 222, U.S. PANY P.O. Box 321, Conley, Ga. 30027.
Post Office Bldg., Billings, Mont. 59101. Applicant's 'representative: Archie B.

No. MC 136485 (Sub-No. 6TA), fMled Culbreth, Suite 246, 1252 West Peachtree
February 18, 1975. Applicant: WAL- St. NV., Atlanta, Ga, 30309. Authority
DORF TRANSPORTATION CO., INC., sought to operate as a common carrier,
P.O. Box 353, Waldorf, Md. 20601. Ap- by motor vehicle, over Irregular routes,
plicant's representative: Daniel B. transporting: (1) Newspaper supple-
Johnson, 1123 Munsey Bldg., 1329 . ments, and advertising matter, when
Street NW., Washington, D.C. 20004. moving in the same vehicle with news-
Authority sought to operate -as a-con- paper supplements, from the plantsites
tract carrier, by motor vehicle, over ir- and warehouse facilities of Treasure
regular" routes, transporting: Fence, Chest Advertising Company, Inc., located
fence fittings and accessories, and at or near Dallas, Tex., Hartford, Conn.
materials, supplies, and equipment used Itasca, Ill., Morrow, Ga., and Windsor
In the manufacture of fence and acces- Locks, Conn., to points in that part of the
series, and reinforcing wire mesh, and United States in and east of Minnesota,
materials, supplies and equipment used Nebraska, Iowa, Kansas, Oklahoma, and
In the manufacture of reinforcing wire Texas, (2) Newsprint paper, between the
mesh (except in bulk), between the plantsites and warehouse facilities of
plantsite, warehouse and storage facill- Treasure Chest Advertising Company,
ties of National Fence Manufacturing Inc., located at or near Dallas, Tex.,
Co., Inc. at Bladensburg, Md., on the one Hartford, Conn., Itasca, Ill., Morrow, Ga.,
hand, and, on the other, points in and Windsor Locks, Conn., when moving
Louisiana, Arkansas, Alabama, Con- In the same vehicle ivith newspaper sup-
necticut, Delaware, Florida, Georgia, plements moving under (1) above, for 180
Illinois, Indiana, Kentucky, Maine, days. Supporting shipper: Treasure
Maryland, Massachusetts,1 Michigan, Chest Advertising, Company, Inc., 1259
Mississippi, New Hampshire, New Jersey, - Morrow Industrial Blvd., Morrow, Ga.
New York, North Carolina, Ohio, 30260, Send protests to: William L.
Pennsylvania, Rhode Island, South Scroggs, District Supervisor, Bureau of
Carolina, Tennessee, Vermont, Virginia, Operations, Interstate Commerce Con-
West Virginia, Wisconsin, and the mission, 1252 West Peachtree St. NW,
District of Columbia. Restriction: The Room 546, Atlanta, Ga. 30309.
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ing: Agricultural machinery, implements
and parts, from Clay Center, Kans., Lin-
coln, Kans., Fremont, Nebr., Sioux Falls,
S. Dak., and Demotte, Ind., to points
in Indiana, Illinois, Michigan, Ohio, Wis-
consin, and Missouri, for 180 days. Sup-
porting shipper: De Young & Sons Farm
Equipment, Inc., Demotte, Ind. 46310.
Send protests to: J. H. Gray, DIstrlct
Supervisor, Bureau of Operations, Inter-
state Commerce Commission, 345 W.
Wayne, Room 204, Ft. Wayne, Ind.

No. MC 140631 (Sub-No. ITA), filed
February 18, 1975, Applicant: ROBERT
W. LADEHOFF, doing business as
LADEHOFF'S, P.O. Box 51, Morse Bluff,
Nebr. 68648. Applicant's representative:
Robert W. Ladehoff (same. address as
applicant). Authority sought to operate
as a common carrier, by motor vehicle,
over Irregular routes, transporting:
Dried distillers grains, from the facilities
of Grain Processing Corporation, at or
near Muscatine, Iowa to the facilities of
Flavorland Industries, Inc., at or near
Mead, Nebr., for 180 days. Supporting
shipper: Flavorland Industries, 10050
Regency Circle, Omaha, Nebr. 69114.
Send protests to: Carroll Russell, District
Supervisor, Bureau of Operations, Inter-
state Commerce Commission, Suite 620,
Union Pacific Plaza, 110 North 14th St.,
Omaha, Nebr. 68102.

No. MC 140632 (Sub-No. ITA), filed
February 20, 1975. Applicant: CHAR-
COAL TRANSPORTS, INC., P.O. Box
166, Paris, Ark. 72855. Applicant's repre-
sentative: Dale Woodall, 900 Memphli
Bank Bldg., Memphis, Tenn. 38103. Au-
thority sought to operate as a contract
carrier, by motor vehicle, over irregular
routes, transporting: Charcoal and char-
coal briquettes, from Paris, Ark., and
Jacksonville, Tex., to all points in the
United States (except Alaska and
Hawaii), and materials used in the man-
ufacture of charcoal and charcoal
briquettes, on return, for 180 days. Sup-
porting shippers: Arkansas Charcoal,
Inc., P.O. Box 166, Paris, Ark. 72855,
Campfire Charcoal, Inc., P.O. Box 1389,
Jacksonville, Tex. 75766. Send protests
to: William H. Land, Jr., District Super-
visor, Bureau of Operations, Interstate
Commerce Commission, 2519 Federal
Office Bldg., 700 West Capitol, Little
Rock, Ark. 72201.

No. MC 140660 (Sub-No. 1TA), filed
February 18, 1975. Applicant: DONALD
W. COLE, Route #1, Winthrop, Minn.
55396. Applicant's representative: Brad-
ford . Kistler, P.O. Box 82028, Lincoln,
Nebr. 68501. Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting: Liq.
uid fertilizer solutions, In bull:, In tank
vehicles, from the plantsite and facl1Mem
on NaChurs Plant Food Co., located at
or near Red Oak, Iowa to pointz In Min.
nesota, South Dakota, Nebraska, North
Dakota, Kansas, Missouri, and Wiscon-
sin, for 180 days. Supporting shipper:
XaChurs Plant Food Co., 1705 North
Broadway, Red Oak, Iowa. Send protests
to: A. N. Spath, District Supervisor, Bu-
reau of Operations, Interstate Commerce
Commission, 414 Federal Bldg., & U.S.
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Court House,110 S. 4tr St., Minneapolis, 411 Fairview St., Johnson City, Tenn:
Minn 55401. 37601. Send protests to: Danny R. Beeler,

o. MC 140668 TA,filed February 19, Dlstrict Supervisor, Bureau of Opera-1975. Applicant: GEORGE S. BOW AN, tions, Interstate Commerce Commission,doing business as BO BOMAN T 215.. Campbell Ave. SW., Roanoke, Va.

ING, Route 3, Iva, S.C. 29655. Applicant's 24011.
representative: George S. Bowman By the Commission.
(same'address as applicant). Authority [SEAL] ROBmT L. OSWALD,
sought to operate, ks a common carrier,
by motor vehicle, over Irregularrots"transportn: Fertilizer ,Imate- [rrDoc.7T5-4717 rilcd.3-3--75;8:45am]

rials, fertilizer grades, nitrate and
fertilizer filler, corlix pipe and ke J Zl IRREGULAR-ROUTE MOTOR COMMON"Jeed, from Starr, S.C.. to Augusta, Ga., CARRIERS OF PROPERTY-EUMINA-

from Augusta, Savannah and Brunswick, TION OF GATEWAY LETTER NOTICES
Ga., and Sanford, Fla., to Starr, S.C., for

-180 days. Supporting shipper: Kais Ler EU, 119.

Agricultural Chemicals, P.O. Box 135, The following letter-notices of propos-
Starr, S.C. 29684. E. E. Strotheid, District als to eliminate gateways for the pur-Supervisor, Bureau of Operations, Inter- pose of reducing highway congestion, al-

state Commerce Commission, Room 302, leviating air and noise pollution, mini-
1400 Bldg., 1400 Pickens St., Columbia, mizing safety hazards, and conservingS.C. 29201. fuel have been filed with the Interstate

No. MC 140666 TA, filed February 18, Commerce Commission under the Coam-
7misslons Gateway Elimination Rules (49RO975. SA deicant: K 114 SPRT CF 10 65(a)), and notice thereof to all

ROSARITO, S.A. de .V., Kmn 114 Car- interested persons is hereby given as pro-retera Transpeninsular Ensenada, Baja videdin such rules.California del Nort. Applicant's repre- .An original and two copies of protests
sentative: AroldM.L Cowan, 221 Avenue against the proposed elimination of any
I, Redondo Beach, Calif. 90277. Authority gateway herein described- may be filedsought to operate as a contract; carrier, with the Intersta.te Commerce Commis-

- by motor vehicle, over irregular routes, star within 10 days from the date of this
transporting: Petroleum and -petroleum publication. A copy must also be servedp~roducts, incluing greases, ell, Z uliaio.Acoymutasob-sre
caprta diesl, in bulk, i lubr i upon applicant or Its representative. Pro-tests against the elimination of a gate-
tank trailers, tank semi-trailers or any Way will not operate to stay commence-
combination of said vehicles operated asaunit, from Wilmington Calif. to the ment of the proposed operation.
Port of Entry on the Inenatioalt Successively filed letter-notices of theFonartofEntry boen the Intenatol same carrier under these rules will beBdiindaryline, between the United States numbered donsecutively for convenience
and Mexico at or near San Yidro, Calif., in identification. Protests, if any, must
including San Ysidio, Calif., and at or
near Calexico, Calif., including Calexico, refer to such letter-notice by number.
Calif., for 180 days. Supporting shipper: No. MC 31462 (Sub-No. E110), filed
Petroleos Mexicanos, S.A Ave., Marina May 11, 1974. Applicant: PARAMOUNT
Nacional No. 329. Mexico 17, D.P. Send MOVERS, INC., P.O. Box 309,Lancaster,
protests to: Philip Yallowitz, District Texas 75146. Applicant's representative:
Supervisor, Bureau of Operations, Inter- R. L. Rork (same as above). Authority
state Commerce Commission, 300 North sought to operate as a common carrier,
Los Angeles Street, Room 7708, Los by motor vehicle, over irregmlar routes,
Angeles, Calif. 90012. , . - transporting: Household goods, as'de-

" APPLicATION or PASs;SE asm

No. MC 102538 (Sub-No. 18TA), filed
February 19, 1975. Applicant: YELLOW
COACH LINES, INCORPORATED, 520
-, Mary Street, Bristol, Va. 24210. Appli-
cant's representative: Thomas L Camp-
bell, Box 287, Bristol, Va. 24201. Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
"routes, transporting: Passengers and
their baggage in the same vehicle with
passengers, from points in Sullivan,
Carter, and Washington Counties, Tenn,
and the City of Bristol, Va., and Wash-
Ington County, Va., to all points in the
United States, including Alaska, in spe-
clal- operations in round-trip and sight-
seeing tours, and special operations in
all-expense round-trip and sightseeing
tours, -for 180 days. Supported by:
Greater Bristol Senior Citizens Center,
Inc., 1117 Weaver Pike, Bristol, Tenn.
37620. R. L Sharpe, 820 Edgemont Ave.,
Bristol, Tenn 37620. Harold Roller, 800'
E. State St., Bristol, Va- 24210. C. F. Nave,

fined by the Commission, from points in
that part of Florida on and east of a line
beginning at the Georgia-Florida State
line extending along U.S. Highway 231
to the Gulf of Mexico, to points in that
Part of Michigan on and between a line
beginning at Mackinaw City extending
along Interstate Highway 75 to Junction
U.S. Highway 31, thence along U.S.
Highway 31 to Junction U.S. Highway
131, thence along U.S. Highway 131 to
the Michigan-Indiana State line, thence
along US. Highway 131 to the Michigan-
Indiana State line, thence along the
lichigan-Indiana State line to Junction

U.S. Highway 27. thence along U.S.
Highway 27 to Junction Michigan High-
way 46, thence along Michigan Highway
13, thence along Michigan Highway 13 to
Bay City, Michigan. The purpose of this
filing is to eliminate the gateway of
points in Georgia, points in Tennessee,
Cairo, inois, and points within 25
miles thereof, and Ft. Wayne, Indiana,
and points in Indiana within 40 miles
thereof.

No. MC 31462 (Sub-No. E158), filed
May 11, 1974. Applicant: PARAMOUNT
MOVERS, INC., P.O. Box 309. Iancaster,
Texas 75146, ApplicanW's represdntative:
R. L. Rork (same as above). Authority
sought to operate as a common carrier,
by motor vehicle, over Irregular routes,
transporting: Household goods, as de-
fined by the Commission, from points in
that part of Illinois on and north of a
line beginning at the Illinois-Iowa State
line extending along Illinois Highway 164
to Junction U.S. Highway 150, thence
along U.S. Highway 150 to junction U-
linols Highway 78, thence along Illinois
Highway 78 to Junction Illinois Highway
78, thence along Illinois Highway 78 to
Junction Illinois Highway 90, thence
along Illinois Highway 90 to Junction
Illinois Highway 29, thence along Illinois
Highway 29 to Junction Illinois Highway
17, thence along Illinois Highway 17'to
Junction Illinois Highway 28. thence
along Illinois Highway 28 to junction
Interstate Highway 80, thence along In-
terstate Highway 80 to the Illinois-Indl-
ana State line, to points In That part of
Kentucky on and east of a line beginning
at the Kentucky-Indiana State line at
Louisville extending along U.S. Highway
31W to Junction Kentucky Highway 90,
thence along Kentucky Highway 90 to
Junction Kentucky Highway 163, thence
along Kentucky Highway 163 to the Ken-
tucky-Tennesee State line. The purpose
of this filing is to eliminate the gateway
of Ft. Wayne, Indiana, and points in
Indiana within 40 miles thereof.

Applicant: PARAMOUNT MOVERS,
INC., P.O. Box 309, Lancaster, Texas
75146. Applicant's representative: R. I,
Rork (same asabove). Authority sought
to operate as a common carrier, by motor
vehicle, over irregular routes, transport-
Ing: Household goods, as defined by the
Commson, from points in that part
of Mimouri on and north of a line begin-
ning.at the Missouri-Kansas State line
extending along U.S. Highway 66 to the
Missouri-fllinois State line, to points in
that part of Ohio on and north and east
of a line beginning at the Indiana-Oho
State line extending along Ohio High-
way 571 to Junction US. Highway 127,
thence along U.S. Highway 127 to Junc-.
tion Ohio Highway 49, thence along
Ohio Highway 49 to Junction U.S. High-
way 35, thence along U.S. Highway 35 to
junction U.S. Highway 68, thence along
U.S. Highway 68 to Junction U.S. High-
way 22. thence along U.S. Highway 22 to
Junction Ohio Highway 73. thence along
Ohio Highway 73 to the Ohio-Kentucky
State line. The purpose of this filing-is
to eliminate the gateway of St. Louis,
Missouri and East St. Louis, Illinois, and
points within 50 miles thereof, and Ft.
Wayne, Indiana, and points in Indiana
withiL40 miles thereof.

No. MC 106509 (Sub-No. El). filed
May 26, 1974. Applicant: YOUNGER -
TRANSPORTATION, INC._ P.O. Box-
14066, Houston. Tex. 77021. Applicant's
representative: Wray . Hughes (same
as above). Authority sought to operate as
a common car-er, by motor vehicle, over
irregula routes, transporting: .r&f-
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chinery, equipment, materials, and sup-
plies used in, or in connection with, the
discovery, development, production, re-
fining, iianufacture, processing, storage,
transmission, and distribution of natural
gas and petroleum and their products
and by-products; and machinery, mate-
rials, equipment, and supplies used in,
or in connection with, the construction,
operation, repair, servicing, mainte-
nance, and dismantling of pipelines, in-
cluding the stringing and picking up
thereof, except the picking up or string-
ing of pipe in connectibn with main or
trunk pipelines, between points in Ala-
bama, on the one hand, and, on the other,
points in Colorado, Wyoming, Utah,
Montana, and Nevada. The purpose of
this filing is to eliminate the gateway of
points in Texas.

No. MC 106509 (Sub-No. E23), filed
May 26, 1974. Applicant: YOUNGER
TRANSPORTATION, INC., P.O. Box
14066, Houston, Tex. 77021. Applicant's
representative: Wray E. Hughes (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Machin-
ery, equipment, materials, and supplies
used in or in connection with the con-
struction, operation, repair, servicing,
maintenance, and dismantling of pipe-
lines, other than pipelines used for the
transmission of natural gas, petroleum,
their products and by-products, water,
or sewerage, restricted to the transpor-
tation of shipments moving to or- from
pipeline rights of way, between points in
Georgia, on the one hand, and, on the
other, points in Colorado, Wyoming,
Utah, and Montana. The purpose of this
filing is to elimhinate- the gateway of
points in Texas.

No. MC 106509 (Sub-No. E24), filed
May 26, 1974. Applicant: YOUNGER
TRANSPORTATION, INC., P.O. Box
14066, Houston, Tex. 77021. Applicant's
representative: 'Wray E. Hughes (same
as above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting:
Machinery, equipment, materials, and
supplies used in or In connection with
the construction, operation, repair,
servicing, maintenance, and dismantling
of pipelines, other than pipelines used for
the transmission of natural gas, petro-
leum, their products, and by-products,
water, or sewerage, restricted to the
transportation of shipments moving to or
from pipeline rights of way, between
points in Nevada, on the one hand, and,
on the other, points in Louisiana,
Alabama, Florida, and Georgia. The pur-
pose of this filing is to eliminate the
gateway of points in Texas.

No. MC 106509, (Sub-No. E25), filed
May 26, 1974. Applicant: YOUNGER
TRANSPORTATION, INC., P.O. Box
14066, Houston, Tex. 77021. Applicant's
representative: Wray E. Hughes (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Earth
drilling machinery and equipment, and
machinery, equipment, materials, sup-

plies and pipe incidental to, used in, or
in connection with (a) the transporta-
tion, installation, removal, operation, re-
pair, servicing, maintenance, and dis-
mantling of drilling machinery and
equipment, (b) the completion of holes
or wells drilled, (c) the production, stor-
age, and transmission of commodities
resulting from drilling operations at well
or hole sites and (d) the injection or
removal of commodities Into or from
holes or wells, between points in Lea and
Eddy, N. Mex., on the one hand, and, on
the other, points in Wyoming, Montana,
North Dakota, South Dakota, and points
in that part of Colorado on and east of
a line beginning at the Colorado-New
Mexico State line extending along In-
terstate Highway 25 to the Colorado-
Wyoming State line. The purpose of this
filing is to eliminate the gateway of
points'in Texas.-

No. MC 106509 (Sub-No. E26), filed
May 26, 1974. Applicant: YOUNGER
TRANSPORTATION, INC., P.O. Box
14066, Houston, Tex. 77021. Applicant's
representative: Wray E. Hughes (same
as above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting:
Earth drilling machinery and equipment,
-and machinery, equipment, materials,
supplies, and pipe incidental to, used in,
or in connection with (a) the transporta-
tion, installation, removal, operation, re-
pair, servicing, maintenance, and dis-
mantling of drilling machinery and
equipment, (b) the completion of holes
or wells drilled, (c) the production, stor-
age, and transmission of commodities re-
sulting from drilling operations at wells
or hole sites and (d) the injection or re-
moval of commodities into or from holes
or wells, between points In Oklahoma,
on the one hand, and, on the other,
points in Wyoming, Utah, and Montana.
The purpose of this filing is to eliminate
the gateway of points in Texas.

No. MC 106509 (Sub-No. E27), filed
-May 26, 1974. Applicant: YOUNGER
TRANSPORTATION, INC., P.O. Box
14066, Houston, Tex. 77021. Applicant's
representative: Wray E. Hughes (same
as above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting: Earth
drilling machinery and equipment, and
machinery, equipment, materials, sup-
plies, and pipe incidental to, used in, or
in connection with (a) the transporta-
tion, installation, removal, operation, re-
pair, servicing, maintenance, and dis-
mantling of drilling machinery and
equipment, (b) the completion of holes
or wells drilled, (c) the production, stor-
age, and transmission, of commodities
resulting from drilling operations at well
or hole sites, and (d) the injection or
removal of commodities Into or from
holes or wells, between points in Loui-
slana, on the one hand. and, on the
other, points in Colorado, Wyoming,
Utah, Montana, North Dakota, and
South Iakota. The purpose of this filing
is to eliminate the gateway of points in
Texas.

No. MC 106509 (Sub-No. E28), filed
May 26, 1974. Applicant: YOUNGER
TRANSPORTATION, INC., P.O. Box
14066, Houston, Tex. 77021. Applicant's
representative: Wray E. Hughes (same
as above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting: Sup-
plies and pipe incidental to, used in, or
in connection with (a) the transporta-
tion, installation, removal, operation, re-
pair, servicing, maintenance, and dis-
mantling of drilling machinery and
equipment, (b) the completion of holes
or wells drilled, (c) the production, stor-
age, and transmission of commodities re-
sulting from drilling operations at well
or hole sites and (d) the injection or re-
moval of commodities into or fr6m holes
or wells,' between points in Mississippi,
on the one hand, and, on the other,
points in Colorado, Wyoming, Utah, and
Montana, The purpose of this filing Is to
eliminate the gateway of points In Texas,.

No. MC 114211 (Sub-No. E638), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's rep-
resentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: Agricul-
tural implements and parts therefore
when moving incidental to and in the
same vehicle with said commodities (ex-
cept, in each instance, commodities which
because of size or weight require the use
of special equipment, and except com-
modities described in Mercer Exten-
sion-Oil Field Commodities, 74 M.C.C.
459 from Baxter Springs, Kansa. to
points in Washington, Oregon, Callfor-
nia, Nevada, Idaho, Montana, Wyoming,
Utah, Arizona, New Mexico, Colorado,
North Dakota, Louisiana, Florida, Geor-
gia, South Carolina, North Carolina, Vir-
ginia, West Virginia, Maryland, Now
Jersey, to points in that part of Ten-
nessee on and east of a line beginning ab
the Alabama-Tennessee State line ex-
tending along U.S. Highway 72 to junc-
tion U.S. Highway 41, thence along U.S.
Highway 41 to junction U.S. Highway 11,
thence along U.S. Highway 11 to Junc-
tion Tennessee Highway 33, thence along
Tennessee Highway 33 to Junction U.S.
Highway 25E, thence along U.S. High-
way 25E to the Tennessee-Kentucky
State line; to points in that part of Ken-
tucky on and east of a line beginning at
the Tennessee-Kentucky State line ex-
tending along U.S. Highway 25E to Junc-
tion U.S. Highway 119, thence along U.S.
Highway 119 to junction U.S. Highway
421, thence along U.S. Highway 421 to
junction Kentucky Highway 80, thence
along Kentucky Highway 80 to junction
Kentucky Highway 15.

Thence along Kentucky Highway 15 to
Junction Kentucky Highway 11, thence
along Kentucky Highway 11 to the
Kentucky-Ohio State line, to points in
that part of Alabama on and south of a

,line beginning at the Miss-issippi-
Alabama State line extending along U.S.
Highway 82 to Junction U.S. Highway
11, thence along U.S. Highway 11 to
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j junction Uz. Highway 31, thence along
US. Highway -31 to junction Alternate
U.S. Highway 72, thence along Alternate
U.- Highway '2 to junction U-5. High-
,way 72, thence along US. Highway "72
to the Alabama-Tennessee State line, to
pointf in that part of Mississippi on and
south of a line beginning, at the
Arkansas-Mississippi State line along
U.S. Highway 82 to the mlsisippi-
-Alabama. State line, to points in that
pait of Arkansas on and south of a line
-beginning at the Oklahoma-Arkansas
State line extending along U.S. Highway
70 to junction US. Highway 71, thence
along U.S. Highway 71 to junction U.S.
*Highway 82, thence along US. 82 to the
Arkansas-Mississippi State lineto points
-in that part of Oklahoma. on, south and
west ofA line beginning at the Kansas-
Oklahoma "State line extending along
US. Highway 183 to junction.US. High-
way 61,,thence along US. Highway 64 to
,junction US. Highway 281, thence along
US. Highway 281 to junction Interstate
Highway 40, thence along Interstate
Highway 40 to junction Interstate High-
-way 44, thence along Interstate High-
way 44 to junction U.S. Highway '5,

'thence along U.S. Highway 75 to junc-
tion U.S. Highway 70.

Thence along U.S. Highway 70 to the
Oklahoma-Arkansas State line, to points
Iii that pbrt of Kansas on and west of.
a line beginning at the Kansas-Nebraska

.State line along US. Highway 183 to the
Kansas-Oklahoma State line, to points
in that part of Wisconsin on and east of
,a line beginning at Lake M1c6higan ex-
tending along Wisconsin Highway 31 to
junction Wisconsin Highway 32, thence
along Wisconsin Highway 32 to junction
U.S. Highway 41, thence along US. High-
way 41 to junction Wisconsin Highway
21, thence along Wisconsin Highway 21
to junction Wisconsin Highway '3,
thence along Wisconsin Highway T3 to
junction Wisconsin Highway 13, thence
along Wisconsin Highway 13 to junction
US. Highway 2, thence along-US. High-
.way 2 to junction US. Highway 53,
thence along US. Highway 53 to the
Wisconsin-Minnesota State -line, to
points in that part of Minnesota on,
north and west of a line beginning at
the Wisconsin-Minnesota State line ex-
tending along US. Highway 2 to junc-
tion-US. Highway 71, thence along U.S.
71 to junction Minnesota Highway 210,
thence-along Minnesota Highway 210 to
junction US. Highway-75, thence along

-US. Highwa& 75 to the Minnesota-
South Dakota State line, to points in
that part of South Dakota on, north and
-west of a line beginning at the South
Dakota-Minnesota State line extending
along US. Highway 12 to junction US.
Highway 81, thence along US. Highway
81 to junction US. Highway 14, thence
along US. Highway 14 to junction South
'Dakota Highway 37, thence along South
'Dakota Highway 37 to junction South
Dakota Highway 44. "

Thence along South Dakota Highway
44 to junction South Dakota Highway 47,
-thence along South -Dakota Highway 47
to the South Dakota-Nebraska State
line, to points in that part of Nebraska

on and west of a line beginning at the
South Dakota-Nebraska State line ex-
tending along Nebraska Highway 47 to
junction Nebraska Highway 12, thence
along Nebraska Highway 12 to junction
US. Highway 281, thence along US.
Highway 281 to- junction Interstate
Highway 80, thence along Interstate
-Highway 80 to junction US. Highway
183, thence along US. Highway 183 to
the Nebraska-Kansas State line, with
no transportation for compensation on
return except as otherwise authorized
restricted against shipments moving In
foreign commerce to points In Canada.
The purpose of this filing Is to eliminate
the gateway of Claremore, Oklahoma.

No. MC 114211 (Sub-No. E71%), filed
June 4, 1974. Applicant: WARREN
VRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as
a common carrier, by motor vehicle, over
irregular routes, transporting: Farm
machlnery and Parts thereof (except
commodities requiring the use of special
equipment), from Madison, S. Dak, to
points in that part of Indiana on and
east of a line beginning at the Indiana-
Michigan State line -extending along
U.S. Highway 27 to Junction Indiana
Highway 37, thence along Indiana High-
way 37 to- Junction Interstate Highway
465, thence along Interstate Highway
465 to junction US. Highway 40, thence
along U.S. Highway 40 to the Illinois-
Indiana State line; to points in that part
of Illinois on and south of'a line be-
ginning at the Illinols-Indiana State line
extending along US. Highway 40 to the
Ilinols-Missourl State line; and to-points
in that part of Missouri on and east of
a line beginning at the Illinois-M!ssourl
State line extending along U.S. Highway
67 to the Missouri-Arkansas State line.
The purpose of this filing is to eliminate
the gateways of Nassau, Minn., and Ft.
Dodge, Iowa.

No. MC 114211 (Sub-No. E718),-flled
-June 4. 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as
a common carrier, by motor vehicle, over
irregular routes, transporting: Road
building equipment, from McAlen, Te,
to points in Colorado, Nebraska, South
Dakota, Minnesota, Iowa, and Illinois.
The purpose of this filing is to eliminate
the gateway of points in Kansas.

No. MC 114211 (Sub-No. E719), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420, Wa-
terloo, Iowa 50704. Applicant's represent-
ative: Kenneth R. Nelson (same as
above). Authority sought to operate as
a common carrier, by motor vehicle, over

-irregular routes, transporting: Self-pro-
pelled tractors: road making machinery
and contractors' equipment and sup-
plies, from Streator, Ill., to points in
Washington, Oregon, California, Nevada,
Idaho, Mdntana, North Dakota, and to
points in that part of Utah on and north-

wezt of a line beginning at-the Utah-Ari-
zona State line extending along U-.
Highway 91 to junction Utah Highway
20, thence along Utah Highway 20 to
junction U.S. Highway 89, thence along
US. Highway 89 to Junction Interstate
Highway 70, thnce along Interstate
Highway 70 to Junction Utah Highway
10, thence along Utah Highway 10 to
Junction Utah Highway 33, thence along
Utah Highway 33 to junction U.S. High-
wWa'40, thence along U.S. Highway 40 to
junction Utah Highway 44, thence along
Utah Highway 44 to the Utah-Wyoming
State line; to points In that part of
Wyoming on and northwest of a line
beginning at the Utah-Wyoming State
line extending along Wyoming Highway
530 to Junction Interstate Highway 80,
thence along Interstate Highway 80 to
junction US. Highway 187, thence along
'U.S. Highway 187 to jinction Wyoming
Highway 28, thence- along Wyoming
Highway28 to junctfon US.Highway 287,
'thence along US. Highway 287 to Junc-
tion WyomingHighway 220. thence along
Wyoming Highway 220 to Junction US.
HIghway20. thence alongUS.Highway 20
to Junction US. Highway 85, thence
along US. Highway 85 to junction US.
Highway 18, thence along U.. Highway
'18 to the Wyoming-South Dakota State
line; and to points n that part of South
Dakota on and north of a line beginning
at the Wyoming-South Dakota State line
extending along U.S. Highway 18 to Junc-
tion South Dakota Highway 79. thence
along South Dakota Highway 79 to
junction Interstate Highway 90. thence
along Interstate Highway 90 to the South
Dakota-Minnesota State line. The pur-
poe of this fillng is to elfInate the gate-
wayof innapoli in

No. MC 114211 (Sub-No. E720), filed
June 4, 1974. Applicant: WARREN
TRANSPORT. INC., P.O. Box 420, Wa-
terloo. Iowa 50704. Applicant's represen-
tative: Kenneth R. 'Nelson. (same as
above). Authority sought to operate a
a common carrier, by motor vehicle, over
irregular routes, transporting: Road
building equipment (except In each in-
stance, commodities which because of
size or weight requires the se nf special
equipment, -and except commodities de-
scribed in rMercer Extension-Oil Field
Commodities, 74 1'$.C.C. 459), from Mc-
Allen. Tem., to points in the Upper Pe-
ninsul of Michigan, Vermont, 'new
Hampshire, Maine, Masacbusetts, and to
points in that part of Rhode Island on
and north of a line beginning at the
Rhode Island-Connecticut State line ex-
tending along Rhode island Highway 138
to the Atlantic Ocean; to points in that
part of Connecticut on and north of a
line beginning at the Connecticut-New
York State line extending along Inter-
state Highway 84 to Junction Connecticut
Highway 66. thence along Connecticut
Highway 66' to Junction Connecticut
Highway 2, thence along Connecticut
Highway 2 to junction Connecticut High-
way 52, thence along Connecticut High-
way 52 to Junction Connecticut Highway
138, thence along Connecticut Highway
138 to the Connecticut-Rhode Island
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State line: to points In that part of New
York on and north of a line beginning at
the New York-Pennsylvania State line
extending along Interstate Highway 84
to the New York-Connecticut State line.

To points in that part of Pennsylvania
on and north of a line beginning at the
Ohlo-PennsylvaniA State line extending
along U.S. Highway 62 to junction U.S.
Highway 322, thence, along U.S. Highway
322 to junction Interstate Highway 80,
thence along Interstate Highway 80 to
junction U.S. Highway 209, thence along
U.S. Highway 209 to the New York-
Pennsylvania State line; to points in that
part of Ohio on and east of a line
beginning 'at Lake Erie extending along
Ohio Highway 46 to junction Ohio High-
way 11, thence along Ohio Highway 11
to junction Ohio Highway 82. thence
along Ohio Highway 82 to the Olo-
Pennsylvania State line; and to points in
that part of the Lower Peninsula of
Michigan on and east of a line beginning
at Mackinaw City extending along Inter-
state Highway 75 to junction U.S. High-
way 27, thence along U.S. Highway 27 to
junction U.S. Highway 127, thence along
U.S. Highway 127 to'junction U.S. High-
way 223, thence along U.S. Highwak 223
t thb Michigan-Ohio State line, re-
stricted against shipments moving In
foreign commerce to points in Canada
and restricted to the transportation of
traffic originating at the plant sites and
warehouse facilities of Deere and Com-
pany. The purpose of this filing is to
eliminate the gateways of ClaremnrA
Okla., and Horicon, Wis.

No. MC 114211 (Sub-No. E721), filed
June 4, 1974. Applicant: WARREN
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Road
building equipment (except in each in-
stance, comnmodities which because of
size or weight requires the use of special
equipment, and except commodities
described in Mercer Extension-Oil Field
Commodities, '74 M.C.C. 459, from
Tonkawa, Okla., to points in California,
Oregon, Washington, Montana, North
Dakota, Wisconsin, Arkansas, Louisiana,
Mississippi, Alabama, -Florida, Georgia,
Tennessee, Kentucky, South Carolina,
North Carolina, Virginia, West Virginia,
and to points in that part of Arizona on
and west of a line beginning at the
Arizona-Utah State line extending
along U.S. Highway 89 to junction U.S.
Highway 60, thence along U.S. Highway
60 to junction Arizona Highway 77,
thence along Arizona Highway 77 to
junction Arizona Highway 76, thence
along Arizona Highway 76 to junction
Interstate Highway 10, thence along In-
terstate Highway 1(0 to junction U.S.
Highway 80, thence along .U.S. Highway
80 to the Mexico-Arizona State line; to
points in thatpart of Utah on and 'west
of a line beginning at the Arizona-Utah
State line extending along U.S. Highway
89 to junction Utah Highway 14, thence
along Utah Highway 14 to junction Utah
Highway 56, thence along Utah Highway

56 to the Utah-Nevada State line; to
points in that part of Nevada on and west
of a line beginning at the Utah-Nevada
State line extending along Nevada High-
way 25 to junction U.S. Highway 93,
thence along U.S. Highway 93 to the
Nevdda-Idaho State line.

To points in that part of Idaho on and
west of a line beginning at the Nevada-
Idaho State line extending along U.S.
Highway 93 to junction U.S. Highway 30,
thence along U.S. Highway 30 to junc-
tion U.S. Highway 26, thence along U.S.
Highway 26 to junction U.S. Highway
20, thence along U.S. Highway 20 to the
Idaho-Wyoming State line; to points in
that part of Wyoming on and north of
a line beginning at the Montana and
Idaho-Wyoming State line extending
along U.S. Highway 20 to junction Alter-
nate U.S. Highway 14, thence along Al-
ternate U.S. Highway 14 to junction U.S.
Highway 87, thence along U.S. Highway
87 to the Wyoming-Montana State line;
to points in that part of Minnesota on
and north of a line beginning at the
North Dakota-Minnesota State line ex-
tending along Minnesota Highway 55 to
junction Minnesota Highway. 9, thence
along Minnesota Highway 9 to Junction
U.S. Highway 12, thence along U.S.
Highway 12 to junction Minnesota High-
way 4, thence along Minnesota Highway
4 to junction U.S. Highway 212, thence
along U.S. Highway 212 to junction
Minnesota Highway 22, thence along
Minnesota Highway 22 to junction U.S.
Highway 65, thence along U.S. Highway
65 to the Minnesota-Iowa State line;
and to points in that part of Iowa on
and east of a line beginning at the Iowa-
Minnesota State line extending. along
Interstate Highway 35 to junction U.S.
Highway 18, thence along U.S. Highway
18 to junction U.S. Highway 69, thence
along U.S. Highway 69 to junction US.
Highway 20, thence along U.S. Highway
20 to junction Interstate Highway 35,
thence along Interstate Highway 35 to
the Missouri-Iowa State line, restricted
against shipments moving in foreign
commerce to points In Canada. The pur-
pose of this filing is to eliminate the
gateway of Claremore, Okla.

No. MC 114211 (Sub-No. E722), ied
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's rep-
resentative: Kenneth R. Nelson (same
as above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting:
Farm machinery and parts thereof (ex-
cept commodities the transportation of
which, because of size or weight, requires
the use of special equipment, and except
commodities described in Mercer Exten-
sion-Oil Field Commodities, 74 M.C.C.
459), from Tonkawa, Okla., to points in
California, Oregon, Washington, Mon-
tana, North Dakota, Wisconsin, Arkan-
sas, Louisiana, Mississippi, Alabama,'
Florida, Georgia, South Carolina, North
Carolina, Tennessee, Kentucky, West
Virginia, Virginia, and to points in that
part of Arizona on and west of a line
beginning 'at the Arizona-Utah State
line extending along U.S. Highway 89 to

Junction U.S. Highway 60, thence along
U.S. Highway 60 to Junction Arizona
Highway 77, thence along Arizona High-
way 77 to junction Arizona Highway 70,
thence along Arizona Highway 70 to
junction Interstate Highway 10, thence
along Interstate Highway 10 to junction
U.S. Highway 80, thence along U.S. High-
way 80 to the Mexico-Arizona State line:
to points in that part of Utah on and
west of a line beginning at the Arizona-
Utah State line extending along U.S.
Highway 89 to junction Utah Highway
14, thence along Utah Highway 14 to
junction Utah Highway 56, thence along
Utah Highway 56 to the Utah-Nevada
State line.

To points in that part of Nevada on
and west of a line beginning at the Utah-
Nevada State line extending along Ne-
vada Highway 25 to Junction U.S. High-
way 93, thence along U.S. Highway 93
to the Nevada-Idaho State line; to points
In that part of Idaho on and west of 0.
line beginning at the Nevada-Idaho State
line extending along US. Highway 93 to
junction U.S. Highway 30, thence along
U.S. Highway 30 to junction U.S. High-
way 26, thence along U.S. Highway 26
to Junction U.S. Highway 20, thence along
U.S. Highway 20 to the Idaho-Wyoming
State line; to points in that part of
Wyoming on and north of a line begin-
ning at the Montana and Idaho-Wyo-
ming State line extending along U.S.
Highway 20 to Junction Alternate U.S,
Highway 14, then'ce along Alternate U.S.
Highway 14 to Junction U.S. Highway
87, thence along U.S. Highway 87 to the
Wyoming-Montana State line; to points
in that part of Minnesota on and north
of a line beginning at the North Dakota-
Minnesota State line extending along
Minnesota Highway 55 to junction Min-
nesota Highway 9, thence along Mine-
sota Highway 9 to Junction U.S. Highway
12, 'thence along U.S. Highway 12 to
junction Minnesota Highway 4, thence
along Minnesota Highway 4 to Junction
U.S. Highway ,212, thence along U.S.
Highway 212 to Junction Minnesota
Highway 22, thence along Minnesota
Highway' 22 to Junction U.S. Highway 05,
thence along U.S. Highway 65 to the Min-
nesota-Iowa State line; and to points in
that part of Iowa on and east of a line
beginning at the Iowa-Minnesota State
line extending along Interstate Highway
35 to Junction U.S, Highway 18, thence
along U.S. Highway 18 to Junction U.S.
Highway 69, thence along U.S. Highway
69 td junction U.S. Highway 20, thence
along U.S. Highway 20 to junction Inter-
state Highway 35, thence along Interstato
Highway 35 to the Iowa-Missouri State
line, restricted against shipments mov-
ing in foreign commerce to points In
Canada. The purpose of this filing Is to
eliminate the gateway of Claremore,
Okla.

No. MC 114211 (Sub-No. E723), filed
June 4, 1974. Applicant: WARREIN
TRANSPORT, INC., P.O. Box 420, Water-
loo, Iowa 50704. Applicant's representa-
tive: Kenneth R. Nelson (same as
above)..Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: Tractors
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(except those with vehicle beds, bed
-frames, and-fifth wheels), equipment de-
signed for use in conjunction with farm
tiactors, parts thereof, the transportation
of which, because of size or- weight re-
quires special equipment, from Inde-
pendence, Mo., to points in, that part of
Minnesota on and northwest of a line
beginning at the MinnesotaC-North Da-
kota State line extendhig along Minne-
sota Highway 13 to junction U.S. High-
way 75, thence along U.S. Highway 75.
to junction Minnesota Highway 210,
thince along Minnesota Highway 210 to
junction U.S. Highway 59, thence along
US. Highway 59 -to junction US. High-
way 2, .thenie along U.S. Highway 2 to
junction U.S. Highway 71, thence along
U.S: Highway 71 to the United States-
Canada Interniational Boundary line; to
points in that part of North Dakota on
and north of a line beginning at the
North Dakota-Montana State line ex-
tending along-U.S.* Highway 12 ,to the
North Dakota-South Dakota State linfe;
to-points in that part of Montana on and
east of aline beginning at the Montana-
Idaho State line extending along U.S.
Highway 12 to junction U.S. Highway 93,
thence along U.S. Highway 93 to the
Montana-Idaho'State line, thence along
the Montana-Idaho State line to junction
Montana Highway 324.

Thence along -Montana -Highway 324
to junction Interstate Highway 15, thence
along .Interstate Highway 15 to junc-
tion Montana Highway 41, thence along
Montana Highway 41 to junction U.S.
Highway 10, thence along U.S. Highway
10 to junction U.S. Highway 12, thence
along U.S. Highway 12 -to the Montana-
North -Dakota- State line; to points in
that part, of Idaho on and north of a line
beginning at the Idaho-Washington
State line extending along U.S. Highway
12r to the Idaho-Montana State line,
thence along the Idaho-Montana State
line to junction U.S. Highway 93, thence
along U.S. Highway 93 "to junction Idaho
Highway 28, thence along Idaho High-
way 28 to junction Idaho Highway 29,
thence along Idaho Highway 29 to the
Idaho-Montana State line; to points In
that part of Washington on and north
of a line beginning at the Washington-
Oregon State line extending along Wash-
ington Highway 11 to junction U.S.
Highway 12, thence along U.S. Highway
12 to the Washinkton-Idaho State line;
-and to points in that part of Oregon on
and-northwest of a-line beginning at the
Pacific Ocean, extending along U.S.
Highway 101 to Junction Oregon High-
way 42, thence'along Oregon Highway
42 to junction Interstate Highway 5,
thence along Interstate Highway 5 to
junction Oregon Highway 126, thence
along Oregon Highway 126 to junction
U.S. Highway 20, thence along U.S.
Highway 20 to junction U.S. Highway
97, thence along U.S. Highway 97 to
junction Interstafe Highway 80N, thence
along Interstate Highway 80N to junc-
tion Oregon Highway 11, thence along
OregonHighway 11 to the Oregon-Wash-
ington State line. The purpose of this
fling, is to eliminate the gateways of
points in Iowa, and Fargo, N. Dak

No. MC 114211 (Sub-No. E724), fled
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
-common carrier, by motor vehicle, over
irregular routes, transporting: Farm ma-
chinery and parts thereof (except com-
modities requiring special equipment),
from Madison, S. Dak., to points in that
part of Illinois on and southeast of a line
beginning at the Illinois-Wisconsin State
line extending along U.S. Highway 51 to
junction U.S. Highway 24, thence along
U.S. Highway 24 to Junction Illinois
Highway 29, thence along Illinois High-
way 29 to junction U.S. Highway 66,
thence -along U.S. Highway 66 to the
Illinois-Missourl State line; and to points
in-that part of Minnesota,on and north
of a line beginning at the Minnesota-
South Dakota State line extending along
U.S. Highway 12 to the Minnesota-Wis-
consin State line; and to'points in that
part of North Dakota on and north of a
lihe beginning at the North Dakota-
South Dakota State line extending along
North Dakota Highway 3 to Juhction
North Dakota Highway 13, thence along
North Dakota Highway 13 to Junction
North Dakota Highway 30, thence along
North.Dakota Highway 30 to Junction
Interstate Highway 94, thence along In-
terstate Highway 94 to the North
Dakota-Minnesota State line. The pur-
pose of this ling is to eliminate the
gateway of NassaU, Minn.

No. MC 114211 (Sub-No. E725), fled
June 4, . 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420, Water-
loo, Iowa 50704. ApplicanVs representa-
tive: Kenneth R. Nelson (same as above).
Authority sought to operate as a com-
mo= carrier, by motor vehicle, over irreg-
ular routes, transporting: Farm tractors,
from Mitchell, S. Dak. to points in lli-
nos, Indiana, and to points in that part
of Wisconsin on and southeast of a line
beginning- at the Iowa-Wisconsin State
line extending along U.S. Highway 151
to junction U.S. Highway 41, thence
along U.S. Highway 41 to Green Bay,
Wis., and to points in that part of Mis-
souri on and southeast of a line begin-
ning at the Kansas-Mlssouri State line
extending along Missouri Highway 92 to
junction Missouri Highway 33, thence
along Missouri Highway 33 to junction
Missouri Highway 48, thence along Mis-
souri Highway 48 to junction U.S. High-
way 169, thence along U.S. Highway 169
to the Missouri-Iowa State line. The pur-
pose of this filing is to eliminate the gate-
way of Ft. Dodge,.Iowa.

No. MC 114211 (Sub-No. E726), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420, Water-
loo, Iowa 50704. Applicant's representa-
tive: Kenneth R. Nelson (same as above).
Authority sought to operate as a com-
mon carrier, by motor vehicle, over Irreg-
ular routes, transporting: Self-propeled
farm machinery and parts thereof, from
Richardton, N. Dart, to points in New
York. The purpose of this filing is to elim-
inate the gateway of the plant site of the

Stinar Corporation located at or near
Minneapolis, Minn.

No. MC 114211 (Sub-No. E727), filed
June 4, 1974. Applicant: WARREN
TRANSPORT. INC., P.O. Box 420, Water-
loo, Iowa 50704. Applicant's representa-
tive: Kenneth R. Nelson (same as above).
Authority sought to operate as a corn-
mm carrier, by motor vehicle, over Irreg-
ular routes, transporting: Grading, pav-
ing and finishing machinery. equipment,
parts, accessoriesand attachments, from
Barnesvlle, Minnesota, to points in Cali-
fornia, Nevada, Utah, Arizona, New Mexi-
co, Texas, Oklahoma, Missouri, Arkansas,
Louisiana, Mississippi, Alabama, Georgia,
Florida, South Carolina, Tennessee,
North Carolina, Kentucky, Virginia, West
Virginia, Ohio, Maryland, Delaware, New
Jersey, Pennsylvania, Connecticut, Rhode
Island, New York, Massachusetts, Ver-
mont, New Hampshire, Maine and to
points In that part of Michigan on, south
and east of a line beginning at the In-
dana-Michigan State line extending
along U.S. Highway "31 to junction
Michigan Highway 60, thence along
Michigan Highway 60 to Junction Inter-
state Highway 94, thence along Interstate
Highway 94 to junction U.S. Highway 23,
thence along U.S. Highway 23 to junction
Michigan Highway 21, thence along
Michigan Highway 21 to Junction U.S.
Highway 53. thence along US. Highway
53 to LakeHuron. to points In that part of
Indiana Qnand south of a line beginning
at the Ilinois-Indiana State line extend-
ing along Indiana Highway 10 to junc-
tion U.S. Highway 31, thence along U.S.
Highway 31 to the Indiana-Michigan
State line, to points In that part of rIll-
nois on and south of a line beginning at
the Iowa-Illinois State line extending
along Interstate Highway 80 to junction
Illinois Highway 23, thence along Illinois
Highway 23 to junction Illinois Highway
17, thence along Illinois Highway 1,7 to
Junctloh Illinois Highway 114, thence
along Illinois Highway 114 to the Illinois-

,Indiana State line, to points in that part
of Washington on and west of a line be-
ginning at the United States-Canada
Boundary line extending along Interstate
Highway 5 to Junction Washington State
Highway 169, thence along Washington
State Highway 169 to junction Washing-
ton State Highway 410, thence along
Washington Highway 410 to junctionUS.
Highway 12, thence along U.S. Highway
12 to Junction Washington Highway 141.

Thence along Washington State High-
way 141 to the Washington-Oregon
State line, to points In that part of
Idaho on, and west and south of a line
beginning at the Oregon-Idaho State
line extending along Interstate Highway
80N to Junction Interstate Highway 15,
thence along Interstate Highway 15 to
Junction U.S. Highway 30N, thence along
U.S. Highway SON to the Idaho-Wyo-
ming State line, to points In that part
of Wyoming on and south of a line
beginning at the Idaho-Wyoming State
line extending along U.S. Highway SON
to Junction U.S. Highway 189, thence
along U.S. Highway 189 to Junction In-
terstate Highway 80, thence along-Inter-
state Highway 80 to Junction Illinois
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State Highway 23, thence along Illinois
State Highway 23 to Junction Illinois
State Highway 17, thence along Illinois
State Highway 17 to Junction Illinois
State Highway 114, thence along nlinois
State Highway 114 to the Illinois-Indi-
ana State line, to points in that part
of Washington on and west of a line
beginning at the United States-Canada
Boundary line extending along Inter-
state Highway 5 to junction Washington
State Highway 169, thence along Wash-
ington State Highway 169 to junction
Washington Highway 410, thence along
Washington Highway 410" to Junction
U.S. Highway 12, thence along U.S. High-
way 12 to Junction Washington Highway
141, thence along Washington State
Highway 141 to the Washington-Oregon
State line, to points in that part of Ore-
gon on and west on a line beginning at
the Washington-Oregon State line ex-
tending along Interstate Highway 381
to Junction U.S. Highway 197.

Thence along U.S. Highway 197 to
Junction U.S: Highway 97, thence along
U.S. Highway 97 to junction U.S. High-
way 20, thence along U.S. Highway 20"
to the Oregon-Idaho State line, to points
In that part of Idaho on, west and south
of a line beginning at the Oregon-Idaho
State line extending along Interstate
Highway 80N to Junction Interstate
Highway 15, thence along Interstate
Highway 15 to Junction U.S. Highway
30N, thence along U.S. Highway 30N to
the Idaho-Wyoming State line to points
In that part of Wyoming on and south
of a line beginning at the Idaho-Wyo-
ming State line extending along U.S.
Highway 30N to Junction U.S. Highway
189, thence along U.S. Highway 189 to
Junction Interstate Highway 80, thence
along Interstate Highway 80 to junction
U.S. Highway 287, thence along U.S.
Highway 287 to junction Wyoming State
Highway 220, thence along Wyoming
State Highway 220 to junctioi U.S.
Highway 20, thence along U.S. Highway
20 to Junction U.S. Highway 18, thence
along U.S. Highway 18 to the Wyoming-
South Dakota State line. The purpose
of this filing is to eliminate the gateway
of Canton, South Dakota.

Applicant: WARREN TRANSPORT,
INC., P.O. Box 420, Waterloo, rowa 50704.
Applicant's representative: Kenneth R.
Nelson (same as above). Authority
sought to operate as a common carrier,
by motor vehicle, over irregular routes,
transporting: Farm machinery and parts
thereof, from Barnesville. Minnesota, to
points in Indiana, Missouri, and points
n that part of Kansas on and south of
a line beginning at the Colorado-Kansas
State line extending along Interstate
Highway 70 to junction Kansas Highway
4, thence along Kansas Highway 4 to
junction U.S. Highway 59, thence along
U.S. Highway 59 to the Kansas-Missouri.
State line. The purpose of this filing is
to eliminate the gateway of Ft. Dodge,
Iowa.

No. MC 114211 (Sub-No. E729), filed.
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,

,Waterloo, Iowa 50704. Applicant's repre-
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sentative: Kenneth 1. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
Irregulai routes, transporting, Farm
machinery and parts thereof, from Green
Isle, Minnesota, to points in Colorado,
Oklahoma, and to points in that part of
Kansas on and west of a line beginning
at the Nebraska-Kansas State line ex-
tending along U.S. Highway 159 to junc-
tion U.S. Highway 59, thence along U.S.
Highway 59, to Junction Kansas Highway
96, thence along Kansas Highway 96, to
junction IKansas Highway 26, thence
along Kansas Highway 26, to junction
U.S. Highway 66, thence along U.S.
Highway 66 to the Kansas-Missouri State
line. The purpose of this filing is to
eliminate the gateway of Beatrice and
Nebraska City, Nebraska, and points In
Iowa.

No. MC 114211 (Sub-No. E730), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common. carrier, by motor vehicle, over
Irregular routes, transporting: Self-
propelled sweepers and hoa buggies, from
Green Island, Minnesota, to points in
New York, Pennsylvania, Maryland, New
Jersey, Delaware, Virginia, Massachu-
setts and Connecticut. The purpose of
this fling is to eliminate the gateway of
Minneapolis, Minnesota.

No. :kC 114211 (Sub-No. E731), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box' 420,

-Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
aboveY. Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Self-
propellec rollers, from Green Island,
Minnesota, to points n Massachusetts.
JIhe purpose of this filing is to eliminate
,the gateway of Minneapolis, Minnesota.

No. MC 114211 (Sub-No. E732), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420, Wa-
terloo, Iowa 50704. Applicant's represent-
ative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Farm ma-
chinery and parts thereof (except com-
modities the transportation of which, be-
cause of size or weight, requires the use
of special equipment, and except com-
modities described in Mercer Extension-
Oil Field Commodities, 74, M.C.C. 459,
from Armstrong, Iowa, to points in Lou-
isiana, Florida, to points in that part of
Georgia on and south of a line begin-
ning at the Alabama-Georgia State line
extending along U.S. Highway 82 to
juInction U.S. Highway 84, thence along
U.S. Highway 84 to junction U.S. High-
way 1, thence along U.S. 1 to the Geor-
gia-Florida State line, to points in that
part of Alabama on and south of a line
beginning at' the AIabama-Mississippi
State line extending along U.S. Highway
80r to Junction U.S. Highway 82, thence
along U.S. Highway 82 to the Alabama-
Florida State line, to points in that part

of Mississippi on and south of a line be-
ginning at the Arkansas-Mississippi
State line extending along U.S. Highway
49 to junction U.S. Highway 82, thence
along U.S. Highway 82 to Junction U.S.

- Highway 51, thence along U.S. Highway
51 to Junction Interstate Highway 20,
thence along Interstate Highway 20 to
the Mississippi-Alabama State line, to
points in that part of Arkansas on and
south of a line beginning at the Okla-
homa-Arkansas State line extending
along U.S. Highway 62 to junction U.S.
Highway 71.

Thence alongU.S, Highway 71 to Junc-
tion Interstate Highway 40, thence along
Interstate Highway 40 to Junction Ar-
kansas Highway 7, thence along Arkan-
sas Highway 7 to junction U.S. Highway
270, thence along U.S. Highway 270 to
junction U.S. Highway 79, thence along
U.S. Highway 79 to Junction U.S. High-
way 49, thence along U.S. Highway 49
to the Arkansas-Mississippi State line,
to points in that part of Oklahoma on,
south and west of a line beginning at the
Kansas-Oklahoma State line extending
along Oklahoma Highway 2 to Junction
Oklahoma Highway 10, thence along
Oklahoma Highway 10 to Junction U.S.
Highway 169, thence along U.S. Highway
169 to junction Oklahoma Highway 20,
thence along Oklahoma Highway 20 to
junction U.S. Highway 69, thence along
U.S. Highway 69 to Junction U.S. High-
way 62, thence along U.S. Highway 62 to
the Oklahoma-Arkansas State line, to
points in that part of New Mexico on and
south of a line beginning at the Arizona-
New Mexico State line extending along
Interstate Highway 40 to the New Mex-
leo-Texas State line, to points in that
part of Arizona on and south of a line
beginning at the Nevada-Arizona State
line extending along U.S. Highway 93 to
junction U.S. Highway 66, thence along
U.S. Highway 66 to the Arizona-New
Mexico State line, to points in that part
of Nevada on and south of a line begin-
ning at the California-Nevada State line
extending along Interstate Highway 15
to junction U.S. Highway 93, thence
along U.S. Highway 93 to the Nevada-
Arizona State line, to points in that part
of California on, south and west of a line
beginning at Santa Cruz, California ex-
tending along California Highway 1 to
junction California Highway 152, thence
along California Highway 152 to junction
Interstate Highway 5, thence along In-
terstate Highway 5 to junction County
Highway J18, thence along County High-
way J18 to junction California Highway
99, thence along California Highway 99
to junction California Highway 58,
thence along California Highway 58 to
junction Interstate Highway 15, thence
along Interstate Highway 15 to the
California-Nevada State line. The pur-
pose of this filing is to eliminate the gate-
way of Des Moines. Iowa, Martin City,
Missouri, Claremore, Oklahoma, and
points in Kansas.

No. MC 114211 (Sub-No. E733), filed
June 4, 1914. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's rep-
resentative: Kenneth R. Nelson (same
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as above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting: Self-
propelled farm machinery and parts
'thereof, from Lincoln, Nebr., to points in
that part of New York on and east of a
line beginning at the United States-
Canada International Boundary line ex-
tending along Interstate Highway 81 to
junction New York Highway 12, thence
along-New York Highway 12 to junction
New York Highway 23, thence along New

and to points in Washington. Oregon,
California, Idaho, Nevada, Arizona, Mon-
tana, Wyoming, New Mexico, Texas,
Oklahoma, Louisiana, Arkansas, Mis-
souri, Mississippi, Tennessee, Kentucky,
Illinois, Wisconsin. Michigan, Ohio, In-
diana, West Virginia, North Carolina,
South Carolina, Alabama, Georgia, Flor-
ida, Rhode Island, Vermont, New Hamp-
shire, and Maine. The purpose of this
filing is to eliminate the gateway of
Minneapolis, Minn-

York-High way 23 to junction New Y ork No. MC 114211 (Sub-No. E736), filedHighway 8, thence along New York High June 4, 1974. Applicant: WARREN
way 8 to junction New York Highway TRANSPORT, INC., P.O. Box 420, Wa-
97, thence along New York Highway 97 terloo, Iowa 50704. Applicant's repre-
to the New York-New Jersey State line. sentative: Kenneth R. Nelson (same as
The purpose of this filing is to eliminate above). Authority sought to operate as a
the gateways of the plant site of the comvne) carrier, by motor vehicle, over
Stinar Corporation- located at or near common arrier, bynmot icle vrMinneapolis, Minn., points in Iowa, and irregular routes, transporting: Farm ma-

chinery and parts thereof (except con-Nebraska City, Nebr. modities the transportation of which be-
No. MC 114211 (Sub-No. E734), fled cause of size or weight requires the use

June 4, 1974.. Applicant: WARREN of special equipment, and except com-
TRANSPORT, INC., P.O.. Box 420, modities described in Mercer Extension-
Waterloo, Iowa 50704. Applicant's rep- Oil Field Commodities, 74 M.C.C. 459),

-resentative: Kenneth R. Nelson (same from Thief River Falls, Minn., to points
as above). Authority sought to operate in Louisiana, Florida, and to points in
as a common carrier, by motor vehicle, that part of California on and south of a
overirregular routes, transporting: Self- line beginning at' the Arizona-California
Propelled farm machinery and -parts State line extending along U.S. Highway
thereof, from Great -Bend, Kans., to 66 to Junction U.S. Highway 95, thence
points in that part of New York on and along U.S. Highway 95 to junction Inter-
east of a line beginning at the United stateHighway 10, thence alongnterstate
States-Canada. International Boundary Highway 10 to Junction California High-
line extending along U.S. Highway 81 to way 111, thence along California High-
junction New York Highway 12, thence way 111 to junction California Highway
along New York Highway 12 to june- 74, thence along California Highway 74
tion New York Highway 28, thence along to junction California Highway 71, thence
New- York Highway 28 to junction New along California Highway 71 to junction
York Highway 30, thence along New U.S. Highway 395, thence, along US.
York Highway 30 to junction New York Highway 395 to junction California High-
Highway 17, thence along New York way 76, thence along California Highway
Highway 17 to jundtion New York High- 76 to Oceanside, Calif.; to points n that
way 191, thence along New York High- part of Arizona on and south of a line
way 191 to the New York-Pennsylvania beginning at the New Mexico-Arizona
State line. The purpose of this filing is State line extending along US. Highway
to eliminate -the gateway of the plant 66 to the Arizon-California State line; to
site of Stinar Corporation located at or points n that part of Oklahoma on and
near Minneapolis, Minn., and Beatrice, south of a line beginning at the Missouri-
Nebr. Oklahoma State line extending along In-

No. MC 114211 (Sub-No. E735), fled terstate Highway 44 to Junction U.S.
June 4, 1974. Applicant: WARREN Highway 64, thence along U.S. Highway
TRANSPORT, INC., P.O. Box 420, 64 to Junction U.S. Highway 60, thence
Waterloo, Iowa 50704. Applicant's rep- along U.S. Highway 60 to Junction Ok-
resentative: Kenneth A. Nelson (same lahoma Highway 15, thence along Okla-
as above). Authority sought to operate homa Highway 15 to the Oklahoma-
as a common carrier, by motor vehicle, Texas State line; to points in that partover irregular routes, ansporting ei- of Arkansas on, west, and south of a line

ove Irglrruetasoin: Sel bgnigaf-eMsor-Akna tt
propelled tractors, road making ma- begininng at theMlssouri-Arkanss State
chinery and contractors' equipment and line extending along US. Highway 71 to
supplies, from Green Island, Minn., to junction Interstate Highway 40.
points in that part of North Dakota on Thence along Interstate Highway 49
and noithwest of a line beginning at the to the Arkansas-Tennessee State line;
North Dakota-South Dakota State line to points n that part of Tennessee on
extending along U.S. Highway 83 to and south of u line beginning at the Ar-
junction, North Dakota Highway 11, kansas-Tennessee State line extending
thence along North Dakota Highway 11 along Interstate Highway 40 to Junction
to junction North Dakota Highway 3, US. Highway 78, thence along U.S. High-
thence along North Dakota Highway 3 way 78 to the Tennessee-Mississippi State
to junction North Dakota Highway 13, line; to points in that part of Mississippi
thence along North Dakota Highway 13 on and south of a line beginning at the
to junction North Dakota Highway 30, Tennessee-Mlisislippl State line extend-
thence alongi North Dakota Highway 30 ing along U.S. Highway 78 to the Mssis-

sippi-Alabama State line; to points in
to junction Interstate Highway 94, that part of Alabama on and south of a
thence along Interstate Highway 94 to line beginning at the MIssssIppi-Ala-
the North Dakota-Minnesota State line; bama State line extending along U.S.
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Highway 78 to junction U.S. H ghway 431,
thence along U.S. Highway 431 to junc-
tion US. Highway 280, thence along U.S.
Highway 280 to the Alabama-Georgia
State line; to points in that part of
Georgia on and south of a line beginning
at the Alabama-Georgia State line ex-
tending along U.S. Highway 280 to junc-
tion U.S. Highway 80, thence along U.S.
Highway 80 to Savannah Beach, Ga.; and
to points In that part of New Mexico on
and south of a line beginning at the
Texas-New Mexico State line extending
along U.S. Highway 66 to Junction U.S.
Highway 285, thence along U.S. Highway
285 to junction U.S. Highway 85, thence.
along U.S. Highway 85 to Junction U.S.
Highway 66, thence along U.S. Highway
66 to the New Mexico-Arizona State line.
The purpose of this filing Is to eliminate
the gateways of points in Iowa, Beatrice
and Nebrasha City, Nebr., and Care-
more, Okla.
- No. MC 114211 (Sub-No. F,752), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC, P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
.sentative: Kenneth R. Nelson (same as

above). Authority sought to operate as a-
common carrier, by motor vehicle, over
irregular routes, transporting: Agri&cA-
tural implements and parts (except in
each instance, commodities which
because of size or weight, requires the
use of special equipment, and except
commodities described in Mercer Exten-
sion-Oil Field Commodities, 71 M.C.C.
459), from Leavenworth, Kans, to points
in California, Louisiana, Florida, and
to points in that part of Washlngton on
and west of a line beginning at the
Oregon-Washington State line extending
along U.S. Highway 97 to junction Inter-
state Highway 90, thence along Inter-
state Highway 90 to junction Interstate
Highway 5, thence along Interstate High-
way 5 to junction Washington Highway
542, thence along Washington Highway
542 to Junction Washington Highway 9,
thence along Washington Highway 91o
the United States-Canada, International
Boundary line; to points In that part of
Oregon on and west of a line beginning
at the Utah-Oregon State line extending
along Oregon Highway, 140 to junction
U.S. Highway 395, thence along U.S.
Highway 395 to junction Oregon High-
Way 31, thence along Oregon Highway 31
to Junction U.S. Highway 97, thence
along U.S. Highway 97 to junction U.S.
Highway 197, thence along U.S. Highway
197 to the Washington-Oregon State
line; to points in that part of Nevada
on and southwest of a line beginning at
the Utah-Nevada State line extending
along U.S. Highway 50 to junction Alter-
nate U.S. Highway 95.

Thence along Alternate U.S. Highway
95 to junction Nevada Highway 34,
thence along Nevada Highway 34 to the
Nevada-Oregon State line; to points in
that part of Utah on and southwest of a
line beginning at the Arizona-Utah State
line extending along U.S. Highway 89 to
junction Utah Highway 15, thence along
Utah Highway 15 to junction Utah High-
way 18, thence along Utah Highway 18
to Junction Utah Highway 56, thence
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along Utah Highway 56 to the Utah-
Nevada State line; to points in that part
of Arizona on and southwest of a line
beginning at the Arizona-New Mexico
State line extending along U.S. Highway
66 to junction U.S. Highway 89, thence
along U.S. Highway 89 to the Utah-
Arizona State line: to points in that part
of New Mexico on and south of a line
beginning at the Texas-New Mexico
State line extending along U.SHighwdy
66 to the Arizona-New Mexico State line;
to points in that part of Oklahoma on
and south of a line beginning at the
Arkansas-Oklahoma State line extending
along Interstate Highway 40 to junction
Muskogee Turnpike, thence along
Muskogee Turnpike to Junction U.S.
Highway 64. thence along U.S. Highway
64 to Junction U.S. Highway 60, thence
along U.S. Highway 60 to junction Okla-
homa Highway 15. thence along Okla-
homa Highway 15 to junction U.S. High-
way 283, thence along U.S. Hghway 283
to Junction U.S. Highway 60, thence
along U.S. Highway 60 to the Oklahoma-
Texas State line; to points in that part
of Arkansas on and south of a line begin-
ning at the Mississippi-Arkansas State
line extending along U.S. Highway 82 to
junction US. Highway 65, thence along
U.S. Highway 65 to junction U.S. High-
way 270. thence along U.S. Highway 270
to junction U.S. Highway 71, thence
along U.S. Highway 71 to junction Inter-
state Highway 40, thence along Inter-
state Highway 40 to the Oklahoma-
Arkansas State line; to points in that
part of Mississippi on and south of a line
beginning at the Alabama-Mississippl
State line extending along U.S. Highway
80 to junction Mississippi Highway 19.

Thence along Mississippi Highway 19
to Junction Mississippi Highway 12,
thence along Mississippi Highway 12 to
junction U.S. Highway 49E. thence along
U.S. Highway 49E to junction U.S. High-
way 82, thence along U.S. Highway 82 to
the Mississippi-Arkansas State line; to
points in that part of Alabama on and
south of a line beginning at the Georgia-
Alabama State line extending along
'Alabama Highway 48 to junction Ala-
bama Highway 9. thence along Alabama
Highway 9 to junction U.S. Highway 280,
thence along U.S. Highway 280 to junc-
tion Alabama Highway 25, thence along
Alabama Highway 25 to junction U.S.
Highway 80, thence along U.S. Highway
80 to the Alabama-Mississippi State
line; to points in that part of Georgia on
and south of a line beginning at the
Georgia-South Carolina State line ex-
tending along Interstate Highway 20 to
junction U.S. Highway 78, thence along
U.S. Highway 78 to Junction Georgia
Highway 61, thence along Georgia High-
way 61 to junction Georgia Highway 166,
thence along Georgia Highway 166 to the
Alabama-Georgia State line; to points
in that part of South Carolina on and
southeast of a line beginning at the
North Carolina-South Carolina State
line extending along Interstate Highway
95 to junction South Carolina Highway
341, thence along South Carolina High-
way, 341 to junction South Carolina High-
way 34, thence along South Carolina

Highway 34 to junction Interstate High-
way 20, thence along Interstate Highway
20 to the Georgia.-South Carolina State
line; and to points in that part of North
Carolina on and southeast of a line
beginning at WestQver, N.C., extending
along North Carolina Highway 45 to
junction U.S. Highway 64, thence along
U.S. Highway 64 to Junction U.S. High-
way 13, thence along U.S. Highway 13 to
junction North Carolina Highway 11,
thence along North Carolina Highway 11
to junction North Carolina Highway 24,
thence along North Carolina Highway 24
to junction U.S. Highway 701, thence
along U.S. Highway 701 to junction
North Carolina Highway 41, thence along
North Carolina Highway 41 to junction
Interstate Highway 95, thence along In-
terstate Highway 95 to the North Caro-
lina-South Carolina State line. The pur-
pose of this filing is to eliminate the
gateway of Claremore, Okla.

No. MC 114211 (Sub-No. E757), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a,
common carrier, by motor vehicle, over
irregular routes, transporting: Tractors
(except those with vehicle beds, bed
frames and fifth wheels), equipment,
designed for use in conjunction with
tractors, attachments for the above-
described commodities described above
in mixed loads with such commodities,
except commodities requiring special
equipment from Mitchell, South Dakota,
to points in Maine, New Hampshire,
Vermont, Massachusetts, Rhode Island,
Connecticut, New Jersey, Washington,
Delaware, and to points in that part of
New York on and east of a line beginning
at Clayton, New York extending along
New York Highway 12 to Junction U.S.
Highway 11, thence along U.S. Highway
1I to the New York-Pennsylvania State
line, to points in that part of Virginia on
and east of a line beginning at the
Potomac River extending along U.S.
HighWay 301 to junction U.S. Highway
460, thence along U.S. Highway 460 to
junction U.S. Highway 360. thence along
U.S. Highway 360 to junction U.S. High-
way 29, thence along U.S. Highway 29
to the Virginia-North Carolina State
line, to points in that part of South
Carolina on and east of a line beginning
at the North Carolina-South Carolina
State line extending along U.S. High-
way 321 to junction Interstate Highway
26, thence along Interstate Highway 26
to Charleston, to points in that part of
North Carolina on and east of a line
beginning at the Virginia-North Caro-
lina State line extending along U.S.
Highway 29 to junction U.S. Highway
220, thence along U.S. Highway 220 to
junction North Carolina Highway 49,
thence along North Carolina Highway 49
to junction Interstate Highway 85.

Thence along Interstate Highway 85 to
junction U.S. Highway 321, thence along
U.S. Highway 321 to the North Carolina-
South Carolina State line, to points in
that part of Florida on and south of a line
beginning at Tampa, Florida extending

along Interstate Highway 4 to junction
Florida Highway 528, thence along Flor-
-Ida Highway 528 to Junction Florida
Highway 520, thence along Florida High-
way 520 to Cocoa, Florida, to points In
that part of Minnesota on and north of
a line beginning at the North Dakota-
Minnesota State line extending along
U.S. Highway 10 to junction Minnesota
Highway 87. thence along Minnesota
Highway 87 to Junction Minnesota High-
way 84, thence along Minnesot6 High-
way 84 to junction Minnesota Highway
200, thence along Minnesota Highway 200
tok junction U.S. Highway 169, thence
along U.S. Highway 169 to Ely, Minne-
sota, to points in that part of Montana
on and north of a line beginning at tho
United States-Canada boundary line ex-
tending along Hill County Highway 233
to junction U.S. Highway 2, thence along
U.S. Highway 2 west to the Montana-
Idaho State line, to points in that part
of Idaho on and west of a line beginning
at the Idaho-Montana State line extend-
ing along U.S. Highway 2 to junction
U.S. Highway 95, thence along U.S. High-
way 95 to Junction U.S. Highway 12,
thence along U.S. Highway 12 to the
Idaho-Washington State line, to points
In that part of Oregon on and west of
a line beginning at the Washington-
Oregon State line extending along Ore-
gon Highway 11 to junction U.S. High-
way 395, thence along U.S. Highway 395
to Junction Oregon Highway 74. thence
along Oregon Highway 74 to junction
Oregon Highway 206, thence along Ore-
gon Highway 206 to Junction U.S. High-
way 97 thence along U.S. Highway 97 to
junction Oregon Highway 140, thenco
along Oregon Highweay 140 to junction
U.S. Highway 395 thence along U.S.
Highway 395 to the Oregon-Nevad4 State
line to points in that part of California
on and northwest of a line beginning at
the Oregon-California State line extend-
ing along U.S. Highway 395 to junction
California Highway 299, thence along
California Highway 299 to Eureka, Cali-
fornia. The purpose of this filing Is to
eliminate the gateway of Nassau, Minne-
sota, and Fargo, North Dakota.

No. MC 114211 (Sub-No. E772), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420, Wa-
terloo, Iowa 50704. Applicant's represent-
ative: Kenneth R. Nelson (same as
above). Authority sought to operate as.
a common carrier, by motor vehicle, over
irregular routes, transporting: Farm
tractors (except those with vehicle beds,
bed frames and fifth wheels) equipment
designed for use In conjunction with
farm tractors, and parts thereof, from
Lincoln, Nebaska, to points in Washing-
ton and to points in that part of Oregon
on and north of a line beginning at the
Washington-Oregon State line extending
along Oregon Highway 11 to junction In-
terstate Highway 80N, thence along In-
terstate Highway 80N to junction Inter-
state Highway 5, thence along Interstate
Highway 5, to junction Oregon Highway
22, thence along Oregon Highway 22, to
junction Oregon Highway 223, thence
along Oregon Highway 223, to junction
U.S. Highway 20, thence along U.S. High- J
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way 20 to&Newport, Oregon. to points In
that part of Idaho on and north of a line
beginning at the Washington-Idaho
State line extending along U.S. Highway
12 to the Montana-Idaho State line, to
points in that part of Montana on and
north of a line beginning at the Mon-
ton-Idaho State line extending along'
U.S. Highway 12 to the junction U.S.
Highway 10, thence along US. Highway
10 to junction Highway 287, thence along
U.S. Highway 287, to junction U.S. High-
way 12.

Thence along U.S. Highway 12 to the
Montana-North Dakota State line, to
points in that part of North Dakota on
and north of a line beginning at the
MQntana-North Dakota State line ex-
tending along U.S. Highway 10 to the
North Dakota-Minnesota State line, and
to points in that part of Minnesota on
and north of a line beginning at the
North Dakota-MinneSota State line ex-
tending along U.S. Highway 10 to junc-
tion lMinnesota Highway 34. thence along
Minnesota Highway 34, to junction Min-
nesota Highway 200, thence along High-
way 200, to junction Minnesota Highway
6, thence along Minnesota Highway 6 to
junction US. Highway 169. thence along
US.Highway 169, to junction Minnesota
Highway 1, thence along Minnesota
Highway 1 toILake Superlor. The purpose
of this filing is to eliminate the gateway
of. Fargo. North Dakota. points in Iowa
and Nebraska City, Nebraska.

No. MC 1142.11 (Sub-No. E773), filed
June '4, 1974. Applicant: WARREN
TRANSPORT, INC., P. 0. Box 420, Wa-
terloo, Iowa 50704. Applicant's represent-
ative: Kenneth R. Nelson (same as
above). Authority sought to operate as a.
common carrier, by motor vehicle, over
irregular routes, transporting: Farm
tractors (except those with vehicle beds,
bed frames and fifth wheels), equipment
designedfor use in conjunction with farm
tractors, parts thereof and the transpor-
tation of which, because of size or -weight
requires special eduipment from Grand-
view, to points In Washington, and to
points in that part of Oregon on and
north of a line beginning at the Oregon-
Washington State line extending along
Oregon Highway 11 to junction U.S.
Highway 395 to junctlonOregon Highway
74, thence along Oregon Highway 74 to
junction Okegon Highway 19 to junction
Oregon Highway 218 to junction U.S.
Highway 97, thence along U.S. Highway
'97 to junction U.S. Highway 20. thence
-along US. Highway 20 to junction Oregon
Highway 242, thence along Oregon High-
way 242 to junction Oregon Highway 126,
thence along Oregon Highway 126 to
junction Interstate Highway 5, thence
along Interstate Highway 5 to junction
Oregon Highway 42, thence along Oregon
Highway 42 to Cpquile, Oregon, to points
In that part of Idaho on and north of a
line beginning at the Idaho-Montana
State line extending along U.S. Highway
12 to junction Idaho Highway 13, thence
along Idaho Highway 13 to junction U.S.
Highway S5. thence along U.S. Highway
95 to junction US. Highway 12.

Thence along U.S. Highway 12 to the
Washington-Idaho State line, to points

in that part of Montana on and north
of a line beginning at the North Dakota-
Montana State line extending along US.
Highway 12 to junction U.S. Highway
10, thence along US. Highway 10 to
junction US. Highway 91, thence along
U.S. Highway 91 to Junction Montana
Highway 43, thence along Montana
Highway 43 to Junction US. Highway
93. thence along U.S. Highway 93 to the
Ida ho-Montana State line. to points In
that part of Minnesota on and north of
a line beginning at the North Dakota-
Minnesota State line extending along
Minnesota State Highway 13 to Junction
U.S. Highway 75, thence along U.S.
Highway 75, to Junction Minnesota
Highway 210. thence along Minnesota
Highway 210 to junction Minnesota
Highway 29, thence along Minnesota
Highway 29 to Junction U.S. Highway 71,
thence along U.S. .Highway 71 to the
United States-Canada Boundary line.
and to points in that part of North Da-
kota on and north of a line beginning at
the Minnesota-North Dakota State line
extending along Interstate Highway 94
to junction U.S. Highway 81, thence
along US. Highway 81 to Junction North
Dakota Highway 46, thence along North
Dakota, Highway 46 to Junction North
Dakota Highway 30, thence along North
Dakota Highway 30 to Junction North
Dakota Highway 3, thence along North
Dakota Highway 3 to the South Dakota-
North Dakota State line. The purpose of
this filing is to eliminate the gateway
'of points In Iowa and Fargo, North
Dakota.

No. MC 114211 (Sub-No. E774), filed
June 4, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420. Wa-
terloo, Iowa 50704. Applicant's represent-
ative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: ArtncuZ-
tural machinery and agricultural imple-
ments and parts thereof, the transporta-
tion of which, because of size or weight,
requires special equipment, from Spring-
field, Missouri, to points in North Dakota,
aid to points in that part of Wisconsin
on and north of aline beginning at Green
Bay, Wisconsin extending along U.S.
Highway 41 to junction U.S. Highway 10,
thence along U.S. Highway 10 to Junction
Wisconsin Highway 49, thence along
Wisconsit Highway 49. to Junction Wis-
consin Highway 21, thence along Wiscon-
sin Highway 21. to Junction U.S. High-
way 16, thence along U.S. Highway 16 to
the Wisconsin-Minnesota State line, to
points in that part of Minnesota on and
north of a line beginning at the Wiscon-
sin-minnesota State line along US.
Highw ay 16 to the Ainnesota-South Da-
kota line, to points In that part of South
Dakota on and north of a line beginning
at the Minnesota-South Dakota State
line extending along U.S. Highway 16 to
junction South. Dakota Highway 42,
thence along South Dakota Highway 42
to junction South Dakota Highway 37,
thence along South Dakota Highway 37
to junction South Dakota Highway 44,
thence along South Dakota Highway 44

to junction U.S. Highway 183, thence
along U.S. Highway 183 to the South
Dakota-Nebraska State line, and to
points n that part of Nebraska on and
north of a line beginning at the South
Dakota-Nebraska State line extending
along U.S. Highway 183 to junction Ne-
braska Highway 12. thence along Ne-
braska Highway 12 to junction U.S.
Highway 20, thence along U.S. Highway
20 to the Nebrska-Wyoming State line.
The purpose of this fling is to eliminate
the gateway of Fort Dodge, Iowa.

No. MdC 114211 (Sub-No. El60). filed
July 30, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repr-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: Farm va-
chinery and parts thereof (except com-
moditles the transportation of which,
because of size or weight. requires the
use of special equipment). between Elgin,
IlL, on the one hand, and, on the other,
points in South Dakota and Minnesota.
The purpose of this ling is to eliminate
the gateway of. points In Iowa.

No. MC 114211 (Sub-No. E1196), .filed
September 5, 1974. Applicant: WARREN
.TRANSPORT, INC., P.O. Box 420.
Waterloo, Iowa 50704. Applicant's repr-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as .
common carrier, by motor vehicle, over
Irregular routes, transporting: Farm ma-
chinery and parts thereof. from points
in Missouri on and south of a line begin-
nink'at the Knsas-Missouri State line,
thence along U.S. Highway 36 to the
Missourl-IllInois State line to points in
North Dakota. The purpose of this filing
is to eliminate the gateways of Beatrice,
.Nebr., and points In Iowa.

No. MC 114211 (Sub-No. E1202). filed
September 5, 1974. Applicant: WARREN
TRANSPORT. INC., P.O. Box 426,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Agricul-
tural implements and-parts for agricul-
tural implements and tanks and tow .
from points In that part of Michigan
bzginning at Bay City, Mich., thence
along U.S. Highway 10 to Lake :Michigan,
thence along the Lake Michigan line ta
Junction Michigan Highway 57, thence
along Michiga Highway 57 to junction
U.S. Highway 131, thence along U.S.
Highway 131 to junction Michigan
Highway 86, thence along Michigan
Highway 86 to junction Michigan High-
way 6, thence along Michigan Highway
60 to the Michigan-Indiana State line t"
points In that part of South Dakota on
and south and west of a line begtiningat
the Nebraska-South Dakota State line.
thence along U.S. Highway 83 to junc
tion U.S. Highway 34, thence along U.S.
Highway 34 to the South Dakota-Wyo-
ming State line. The purpose of this fil-
ing is to eliminate the gateway of
Beatrice, Nebr.
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No. MC 114211 (Sub-No. E1224), filed
September 5, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: Agricul-
tural implements, pumps, water systems,
component parts for water systems,
towers and parts for agricultural imple-
ments and pumps, from points in Minne-
sota to points in Texas, restricted against
movement to oil field locations. The pur-
pose of this fling is to eliminate the
gateway of Beatrice, Nebr.

No. MC 114211 (Sub-No. E1242), filed
October 9, 1974. Applicant: WARREN
TRANSPORT, INC., P.O. Box 420,
Waterloo, Iowa 50704. Applicant's repre-
sentative: Kenneth R. Nelson (same as
above). Authority sought to oierate as a
common carrier, by motor vehicle, over
irregular routes, transporting: Iron and
steel articles, as described in Appendix V
to the report In Descriptions in Motor
Carrier Certificates, 61 M.C.C.,209, the
transportation of which, because of size
or weight, requires special equipment,
from Warren, Ohio, to points in St. Louis
County, Mo., restricted to the transpor-
tation of shipments originating at the
facilities of Van Huffel Tube COrpora-.
tion, divison of Youngstown Sheet and
Tube Company, and of Republic Steel
Corporation located 'at or near Warren,
Ohio. The purpose of this filing is to
eliminate the gateway of points in Mis-
souri (except points in St. Louis County).

No. MC 116915 (Sub-No. E9),, filed
June 4, 1974. Applicant: ECK M11LER
TRANSPORTATION CORPORATION,
Owensboro, Ky. 42301. Applicant's repre-
sentative: William P. Sullivan, 1819 H
St. NW., Washington,'D.C. 20006. Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: Oil well and mine
machinery, pipe and supplies made of
aluminum, and equipment, materials and
supplies used in the manufacture and
processing of the foregoing commodities,
(1) between points in Mississippi, on the
one hand, and, on the other, points in
Connecticut, New Jersey, New York, and
Pennsylvania, and (2) between points in
Georgia on and west of U.S. -Highway
441, on the one hand, and, on the other,
and points in New York west of a line
beginning at the Pennsylvania-New York
State line and extending along U.S.
Highway 219 to junction New York High-
way 98 and thence along New York High-
98 to Carlton, N.Y. The purpose of this
filing is to eliminate the gateway of
Hawesvilie, Ky.

No. MC 117344 (Sub-No. E13), filed
May 7, 1974. Applicant: THE MAXWELL
COMPANY, 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentatfve: Stiverson & Alden, 50 West
Broad Street, Columbus, Ohio 43215. Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: Vegetable oils, in
bulk, in tank vehicles, from Decatur,
Ind., to points in Alabama, Georgia,

Delaware, Kentucky, those points In that
part of Maine on and south of a line
beginning at the Maine-New Hampshire
State line extending along U.S. Highway
2 to Bangor, thence along Alternate U.S-
Highway 1 to Ellsworth, thence along
Maine Highway 3 and 102 to the Atlantic
Ocean, points in Maryland, Mississippi,
New Hampshire, New Jersey, those points
in that part of New York on, east and
south of a line beginning on the New
York-Pennsylvania State line extending
along U.S. Highway 11 to intersection
with New York Highway 7, thence along
New York Highway 7 to the New York-
Vermont State line, North Carolina,
South Carolina, Tennessee (except
Kingsport and Elizabethton), Vermont
and Virginia. The purpose of this filing
is to eliminate the gateway of Cincin-
nati, Ohio.

No. MC 117344. (Sub-No. E35), filed
June 2, 1974. Applicant: THE MAX-
WELL COMPANY, 10380 Evendale Drive,
Cincinnati, Ohio 45215. Applicant's rep-
resentative: Thomas L. Maxwell (same
as -above). Authority sought to operate
as a common carrier, by motor vehicle,
over irregular routes, transporting: (1)
Vegetable oils in bulk, in tank vehicles,
(a) from points in Illinois (except Chi-
cago, Decatur and Bloomington); and
Kentucky (except Louisville) to points
in Connecticut, Massachusetts and
Rhode Island (b) from Indiana (except
Indianapolis) to points in Connecticut
and Rhode Island, and (2) soybean oil,
from Chicago, Decatur and Bloomington,
Ill., and Louisville, Ky., to points in Con-
necticut, Massachusetts and Rhode Is-
land. The purpose of this filing is to
eliminate the gateways of Cincinnati and
Columbus, Ohio.

No. MC 117344 (Sub-No. E38), filed
May 22, 1974. Applicant: THE MAX-
WELL CO., 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentative: James R. Stiverson, 50 W.
Broad St., Columbus, Ohio 43215. Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: Vegetable oils, in
bulk, in tank vehicles, from Cincinnati,
Ohio, to points in Kansas and Nebraska.
The purpose of this filing is to eliminate
the gateway of the plant site of Mrs,
Tucker's Foods, Division of Anderson
Clayton Co., near Jacksonville, Ill.

No. MC 117344 (Sub-No. E40), filed
May 22, 1974. Applicant: THE MAX-
WELL CO., 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentative: James R. Stiverson, 50 W.
Broad St., Columbus, Ohio 43215. Au-
thority sought to operate as a common
.carrier, by motor vehicle, over irregular
routes, transporting: Vegetable oils, in
bulk, in tank vehicles, from Jacksonville,
31., to points in Delaware, those in
Maine on and south of a line beginning at
the Maine-New Hampshire State line
and extending along U.S. Highway 2 to
Bangor, thence along U.S. Highway Al-
ternate 1 to Ellsworth, thence along
Maine Highway 3 and 102 to the Atlantic
Ocean, Maryland, New Hampshire, New
Jersey, New York, North Carolina, South"

Carolina, Pennsylvania, Vermont, Vir-
ginia, and West Virginia. The purpose of
this filing is to eliminate the gateway of
Cincinnati, Ohio.

No. MC 117344 (Sub-N. E41), filed
May 22, 1974. Applicant: THE A-
WELL CO., 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentative: James R. Stiverson, 50 W.
Broad St., Columbus, Ohio 43215. Au-
thority sought to operate as a common
carrier, by motor vehicle, over irregular
routes, transporting: Soya bean oil, in
bulk, in tank vehicles, from Decatur, Il,
to points in Connecticut, Massachusetts,
and Rhode Island. The purpose of this
filing is to eliminate the gateways of Cin-
cinnatl and Columbus, Ohio.

No. MC 117344 (Sub-No. E42), filed
May 22, 1974. Applicant: THE MAX-
WELL CO., 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentative: James R. Stiverson, 50 West
Broad Street, Columbus, Ohio 43215. Au-
thority sought to operate as a common
carrier, by motor vehicle, over Irregular
routes, transporting: (a) Soya bean oil,
In bulk, in tank vehicle, from Decatur,
Ill. to points in Delaware, those in Ken-
tucky on and east of a line beginning at
the Kentucky-Indiana boundary and ex-
tending south along Route 421 to Frank-
fort, Ky.; thence along Route 127 to the
Kentucky-Tennessee boundary; Mary-
land, New Jersey, New York, North Caro-
lina, South Carolina, those In Tennessee
on and east of a line beginning at the
Tennessee-Kentucky boundary and ex-
tending south along U.S. Route 27 to
Dayton, Tennessee; thence south along
State Route 60 to the Tennessee-Georgia
-boundary (except Kingsport and Eliza-
bethton); Ohio, Pennsylvania, Virginia
and West Virginia, and (b) soya bean oil,
in bulk, in insulated stainless steel or
aluminum tank vehicles from Decatur,
Ill. to points in Maine on and south of a
line beginning at the Maine-New Hamp-
shire State line and extending east along
U.S. Route 2 to Bangor, thence south-
east along U.S. Route Alternate 1 to
Ellsworth, thence south along Maine
Routes 3 and 102 to the Atlantic Ocean,
New Hampshire, and Vermont. The pur-
pose of this filing Is to eliminate the
gateway of Cincinnati, Ohio.

No. MC 117344 (Sub-No. E43), filed
May 22, 1974. Applicant: THE MAX-
WELL COMPANY, 10380 Evendale Drive,
Cincinnati, Ohio 45215. Applicant's rep-
resentative: James R. Stiverson, 50 West
Broad Street, Columbus, Ohio 43215. Au-
thority sought to operate as a common
carrier, by motor vehicle, over Irregular
routes, transporting: Soya bean oil, in
bulk, in tank vehicles, from Louisville,
Ky., to points In Connecticut, Massa-
chusetts and Rhode Island. The purpose
of this filing is to eliminate the gateways
of Cincinnati and Columbus, Ohio.

No. MC 117344 (Sub-No. E44), filed
May 22, 1974. Applicant: THE MAX-
WELL CO., 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentative: James R. StIverson, 50 West
Broad Street, Columbus, Ohio 43216. Au-

FEDERAL REGISTER, VOL 40, NO. 43-TUESDAY, MARCH 4, 1975

9028



NOTICES

thority sought to operate as a common
carrier, by motor vehicle, over Irregular
routes, transporting: (a) Soya Bean Oil,
in bulk, in tank vehicles. from Louisville,

'Ky- to points in Delaware, Maryland,
New Jersey, New York, Ohio, Pennsyl-
vania, and (b) soya bean oil. in bulk. in
insulated stainless steel or aluminium
tank vehicles, from Louisville, Hy. to
points in Vermont, New Hampshire and
points in Maine on and south of a line
beginning at the Maine-New Hampshire
State line and extending east along US.
Route 2 to Bangor. -hence southeast
along US. Route Alternate 1 to Ells-
-worth, thence south along Maine Routes
3 and 102 to the Atlantic Ocean. The
purpose of this filin is to eliminate the
gateway of CinCinn ti. Ohio.

-No. MC 117344 (Sub-No. E45), filed
May 22, 1974. Applicant: THE MAX-
WELL CO., 10380 Evendale Drive,
Cincinnati. Ohio 45215. Applicant's
representative: James R. Stiverson. 50
W. Broad St., Columbus, Ohio 43215. Au-
thority sought to operate as a common.'
carrier, by motor vehicle, over Irregular
routes, transporting: Synthetic liquid
resins, in bulk, in tank vehicles, from
Dayton, Ohio, to points in Alabama,
Georgia,-Eouth Carolina, Mississippi, anji
Texas. The purpose of this filing is to
eliminate the gateway of Taylorsport,

NO. MC 117344 (Sub-No. E46), filed
May i9. 1974. Applicant: THE iAX-
WELL CO., 10380 Evendale Drive,
Cincinnati, Ohio 45215. Applicant's
representative:- Thomas L. Maxwell
(same as above). Authority sought to
operate as a common carrier, by motor
vehicle, over Irregular routes, transport-
ing: Sulphuric acid, in bulk. in tank
vehicles, from Hamilton, Ohio. to points
in Illinois (except points in the St. Louis,
Mo.-East St. Louis. Ill., commercial
zone as defined by the Commission),
Jeffersonville and New Albany. Ind.,
Louisville, Ky-. points in Tennessee on
and west 'of U.S. Highway 127, and
points in Wisconsin. The purpose of this
filing Is to eliminate the gateway of
Jackson County, Ind. I

No. MC. 117344 (Sub-No. E49). filed
May 21, 1974. Applicant: THE AX-
WELL "CO., 103B0 Evendale Drive,
Cincinnati, Ohio 45215. Applicant's-
representative: Thomas L. Maxwell
(same as above). Authority sought, to
operate as a common carrier, by motor
vehicle, over irregular routes, transport-
ing' Liquid glue and liquid synthetic
re;s;n in bulk, in tank vehicles, from
Columbus, Ohio to points in Alabama,
Arkansas, Mississippi. South Carolina,
and Texas and liquid glue to points in
North- Carolina. on and west of U.S.
Highway 321. The purpose of this filing
is to eliminate the gateway of Taylors-
port, Ky.
- No. MC 117344 (Sub-No. ESo), filed
May 21, 1974. Applicant; THE MAX-
SWELL -CO., 10380 Evendale Drive,
Cincinnati, Ohio - 45215. Applicant's
representative: Thomas I. Maxwell

(same as above). Authority sought to
operate as a common carrier, by motor
vehicle, over irregular routes, transport-
Ing: Pains, resins and varnishes, in bulk.
in tank vehicles, from Columbus, Ohio to

msas City, Kans., and points In Iowa,
Minnesota, Wisconsin and MissourL The
purpose of this fling is to eliminate the
gateway of Covington. Ky. (a point In
the Cincinnati Commercial Zone).

No. MC 117344 (Sub-No. E51), filed
May 21, 1974. Applicant: THE MAX-
-WELL CO., P.O. Box 15010. Cincinnati,
Ohio 45215. Applicant's representative:
Thomas L. Maxwell (same as above).
Authority sought to operate as a com-
mon carrier, by motor vehicle, over irreg-
ular routes, transporting: Chemicals
(except Petro-chemlcals) in bulk, in
tank vehicles, from Jackson County, In-
diana to points in Alabama. Arkansas,
Georgia, Kansas. Louisiana, Mississippi.
those in Missouri on and south of a line
commencing at St. Louis, Missouri. and
extending west along Interstate High-
way 1-70 to Its Junction with StatoRoute
19, thence north along State Route 19
to Its Junction wtih State Route 22,
thence west along State Route 22 to Its
Junction with U.S. Route 63, thence
north along U.S. Route 63 to its Junction
with U.S. Route 36, thence west along
U.S. Route 36 to St. Joseph, Missouri
(except points In the St. Louis, Missouri,
East St. Louis, Illinois Commercial
Zone as defined by the Commission);
Oklahoma; those 'oints in South Care-
linA on and south of US. Highway 78,
and Texas. Restriction: The authority
granted herein is restricted against the
transportation of dry chemicals to points
in Ohio, ixnd points in Chambers. Mont-
gomery, Harris. Fort Bend. Galveston,
Liberty, and Brazorla Counties. Texas.
The purpose of this filing is to eliminate
the gateway of the facilities of the
Polymers-Chemical Division of W. F.
Grace & Co. at Owensboro, Ky.

No. MC. 117344 (Sub-No. E52), fled
May 21, 1974. Applicant: THE M[AX-
WELL CO., 10380 Evendale Drive, Cin-
cinnati, Ohio 45215. Applicant's repre-
sentative: Thomas L. Maxwell (same as
above). Authority sought to operate as
a common carrier, by motor vehicle, over
irregular routes, transporting: Liquid
chemicals (except petrochemicals, in
bulk, In tank vehicles, from Columbus,
Ohio, to points in Alablama, Arkansas.
Gibson, Perry, Posey. Spencer, Vander-
baugh, and Warrick Counties. Indiana,
Kansas. Louisiana, Mississippi. those in
Missouri on and south of a line begin-
ning at St. Louis. Mo.. and extendifig
along Interstate Highway 70 to Its Junc-
tion with Missouri Highway 19, thence
along Missouri Highway 19 to Junction
Missouri Highway 22, thence along Mls-
sourl Highway 22 to Its Junction with
U.S. Highway 63, thence along US. High-
way 63 to Junction U.S. Highway 36,
thence along U.S. Highway 36 to SL
Joseph, Mo. (except points in the St.
Louis, Mo.-East St. Louis, I., commer-
cial zone as defined by the Commiss Ion),
Oklahoma and Texas. The purpose of

this filing is to eliminate the gateway
of the facllitis of the Polymers and
Chemical Division of W. R. Grace & Co.,
at Owensboro, Ky.

No. MC 119441 (Sub-No. El), filed
April 15, 1974. Applicant: BAKER "T-
WAY EXPRESS, INC._ P.O. Box 484.
Dover Ohio 44622. Applicant's repre-
sentave: Richard H. Brondon, 505
Hartmon Bldg., Columbus, Ohio 43215.
Authority sought to operate as a com-
mon carrier, by motor vehicle, over ir-
regular routes, transporting: (1) Clar
constructlon panels, from Sugar Creek.
Ohio, to points in Arkansas, Kansas,
Mlaine, Vermont, New Hampshire, Okla-

homa, Texas, and Louisiana (Minerva,
Ohio) s; (2) Clay products (except in
bulk), from Sugar Creek, Ohio, to points
In Connecticut. Massachusetts, and
Rhode sland (Massillon, Ohio) *; (3)
Clay products and fire clays, from Sugar
Creek, Ohio. to points in Iowa, Minne-
sota. and Missouri (Newcomerstown,
Ohio) o; and (4) Clay products, from
Sugar Creek, Ohio, to points in Tennes-
see. Alabama, Mississippi, Georgia, and
North Carolina (the facilities of Kopp
Clay Co. at Mineral City. Ohio)*. The
purpose of this filing is to elIminte th&
gateways indicated by asterisks above

By the Commission.
EsMsr3 ROasaT L. OswsVr,

Secretaryv.
(FR Doc.75-5719 Piled 3-3-75;8:45 .am

[Notice No. 1]
MOTOR CARRIER APPLICATIONS FOR

TACIGNG AND GATEWAY ELIMINATION
IN FINANCE PROCEEDINGS

FznuARY 25,1975.
The following notices are supplemental

materials to the section 5(2) finance ap-
plications listed below wherein each ap-
plicant requests (1) to tack certain au-
thorities In Its respective pending
finance application, and (2) to concur-
rently eliminate the gateway in order to
provide the described direct service.

Each applicant (except as otherwise
specifically noted) states that there will
be no significant effect on the quality of
the human environment resulting from
approval of Its application.

Protests to the granting of the re-
quested authority must be filed with the
Commission within 30 days after the
date of this FznA REGIsrR notice2
Fallure seasonably to file a protest. will
be construed as a waiver of opposition
and participation in this noticed portion
of the finance proceeding.

A protest should comply with section
247(d) of the Commission's general rules
of practice. The original and one (1)
copy of the protest shall be filed with the
Commission, and a copy Shal be served
concurrently upon applicant's represen-
tative or applicant if no representative
Is named.

IProtests to the letter notice In MC-52858
may be fied with the Conmission within 10
days of this PMmAL Ecr= publication.
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MC-F-i1406C--Artim Transportation System,
Inc.-Control and Merger-The Glenn
Cartage Company.

MC-F-11631-Ace Doran Hauling & Rigging
Co.-Pur.(P) -Daniel Harmn Drayage Co.

MC-F-11748--Coastal Industries Inc.-Con-
trol-P. B. Mutrie Motor Transportation,
Inc.

M6C-F-12030-Convoy Company-Control-
Colorado Midland Transport Co.

MC-F-12041-Bouma Cartage Company-
Purchase-Elston-Richards Storage Com-
pany.

MC-F-12070-F-B Truck Line Company-
Pur. (P)-Elmer L. Sims, G. Grant Sims
and Elmer L. Sims (Trustee for Sims Family
Trust) dba Salt Lake Transfer Company.

MIC-F-12072-Northwest Transport Service,
Inc.-Pur. (P)-Elmer L, Sims, G. Grant
Sims, and Elmer L. Sims, (Trustee for Sims
Family Trust), dba Salt Lake Transfer
Company.

MC-F-12088-Herrlott Trucking Company,
Inc.-Pur. (P)-Olver Truck Lines, Inc.

MC-F-12089-Bond Transport, Inc.-Pur-
chase--Parkhill Truck Company.

MC-F-12090--Cedar-Ampids Steel Transporta-
'tion, Inc.-Purchase-The Klnnison Truck-
ing Company.

MC-F-12004--Ace Doran Hauling & Rigging
Co.Pur. (F) -Tri-State Motor Transit Co.

MC-F-12097-Wills Trucking, Inc.-Pur.
(P) -Dry Bulk Transport, Inc.

MC-F-12116--Ace Doran Hauling & Rigging
Co.e-Purchase-Engel Trucking, Inc.

11C-F-12130-C W Transport, Inc.--Pur-
chase-Zone Motor Freight, Inc.

MC-F-12144--J. V." McNlcholas Transfer
Company-Control and Merger-The J. M.
Barbe Co.

MC-F-12155--Ace Doran Hauling & Rigging
Co.-Pur. (P) -Tri-State Motor Transit Co.

MC-F-12172-Oliver Trucking Company,
Inc.-Pur. (P)-EHarrson-Shields Trans-
portation Lines, Inc.

ATC-F-12188--J. B. Montgomery, Inc.-Con-
trol and Merger-M.G.L. Freight Company

MC-F-12190-National Freight, Inc.-Pur-
chase--Northeastern Trucking Company

AMC-F-12192-Howard Martin, Inc.-Pur-
chase-Gary Motor Freight, Inc.

ATC-F-12109-General Highway Express,
Inc.-Control and Merger-Roethlisberger
Transfer Conjpany

MC-F-12202--C W Transport, Inc.-Control
and Merger-The Overland Transportation
Company

MlC--F-12213--C & H Transportation Co.,
In.1-Purchase (Portion)-A. A. Martin
Transportation Co., Inc.

MC-F-12237-Sentle Trucking Corporation-
Control and Merger-Craun Transporta-
tion, Inc.

MC-F-12274-Bond Transport. Inc-Pur-
chase-Donald Stump, dba Richley Cart-
age Co.

MvIC-F-12292--Old Dominion Freight Line-
Merger-Star Transport Co., Inc.

MC-F-12296--Twin City Freight, Inc.-Pur-
chase (Portion) -United-Buckingham
Freight Lines, Inc-

MC-FP-12303-Dudley's Transcontinental
Movers, Inc. et al.-Purchase-Trans-
World Movers. Inc.

MC-F-12309-Von Der Abe Van Lines, Inc.-
Purchase--Adobe Van & Storage, Inc.

MAC.F-12325-A.l Island Delivery Service,
Inc.-Purchase-Emmes Trucking Co., Inc.

MIC-F-12327-EBrnes Long Island Motor
Cargo, Inc.-Pur.(P)-Anl Island Delivery
Service, Inc.

MC-F-12332-Great Coastal Express, Inc;-
Purchase-Shippers Express, Inc.

ATC-F-12301-Fayard Moving and Transpor-
tation Corporation - Purchase - H. J.
Moran, dba Singing River Motor Freight

M C-F-12373-Hallamore Motor Transporta-
tion, Inc.-Purchase (Portion)-Fred Car-
penter, Inc.

NOTICES

MC--12378--James H. Hartman & Son,
Inc.-Purchase (Portion) -Peldmont Pe-
troleum Products, Incorporated

MC-F-12381-Arrow Trucking Co.-Purchase
(Portion)-D & H Trucking, Inc.

MC-F-12419---Arrow Carrier Corporation-
Purchase-New England Transportation
Company

MC-F-12433---F-B Truck- Line Company-
Purchase-Lester Smith Trucking, Inc.

No. MC 41406 (Sub-No. 48), filed Jan-
uary 30, 1975. Applicant: ARTIMh
TRANSPORTATION SYSTEM, INC.,
7105 Kennedy Avenue, P.O. Box 2176,
Hammond, Ind. 46323. Applicant's rep-
resentative: William J. Walsh (Same ad-
dress as applicant). Authority sought to
operate as a common carrier, by motor
vehicle, over irregular routes, transport-
Ing: Iron and steel articles, (1) from
points in Illinois, Indiana, and Michigan,
to points in Kentucky, Ohio, New York,
Pennsylvania, and West Virginia. The
purpose of this filing is to eliminate the
gateways of Detroit and Monroe, Mich.
and Middletown, Ohio; (2) from points
in Kentucky, Ohio, New York, Pennsyl-
vania and West Virginia, to points In In--
diana Illinois, Iowa, Missouri and Wis-
consin. The purpose of this filing Is to
eliminate the gateways of Sturgis, Mich.
and Middletown, Ohio. This application
is a gateway elimination request filed
pursuant to the' Commission's Policy
Statement in Ex Parte No. 55 (Sub-No.
8) noticed in the FEDERAL REGISTER issue
of December 9, 1974; and is directly re-
lated to MC-F-11406 published in the
FEDERAL REGISTER of December 30, 1971.

No. MC 112304 (Sub-No. 92), filed
February 3, 1975. Applicant: ACE
DORAN HAULING & RIGGING CO., a
Corporation, 1601 Blue Rock Street,
CincinnatiOhio 45223. Applicant's rep-
resentative: John D. Herbert (Same ad-
dress as applicant). Authority sought to
operate as a common carrier, by motor
vehicle, over irregular routes, transport-
ing: Commodities, the transportation of
which because of size or weight require
the use of special equipment, between
points in Illinois, Indiana, Kentucky,
Maryland, Michigan, New Jersey, New
York, Ohio, Pennsylvania, Virginia, West
Virginia, Wisconsin, and the District of
Columbia, on the one hand, and, on the
other, points in Louisiana, Oklahoma,
and Texas. The purpose of this filing Is
to eliminate the gateways of Cairo and
Hartford, Ill. and Paducah, Ky. This ap-
plication is a gateway elimination re-
quest filed pursuant to the Commission's
Policy Statement in Ex Parte No. 55'
(Sub-No. 8) noticed in the FEDrRAL REG-
ISTER issue of December 9, 1974; and Is
directly related to MC-F-11631 published
in the FEDERAL REGISTER of August 31,
1972.

No. MC 102616 (Sub-No.' 909), filed
February 10, 1975. Applicant: COASTAL
TANK LINES, INC., 215 East-Waterloo
Road, Akron, Ohio 44319. Applicant's
representative: David- F. McAllister
(same address as applicant). Authority
sought to operate as a common cariier
by motor vehicle, over irregular routes,
transporting: Liquid chemicals and pe-
troleum products, in bulk, in tank vehi-
cles, (1) from points in Connecticut,

Maine, Massachusetts, Ncw Hampshire,
Rhode Island, Vermont, and New York,
to points in the United States (except
Alaska and Hawaii and points in Harris
County, Tex.). The purpose of this filing
Is to eliminate the gateways of Akron
and Cleveland, Ohio, Bridgeport, New-
ark, and Woodbrldge, N.J., Chicago and
Summit, Ill. and Coraopolis, Pa. (2)
from Milwaukee, Wis., and its Commer-
cial Zone and points in Delaware, I111-
nols, Indiana, Kentucky, Maryland,
Michigan, North Carolina, Ohio, Penn-
sylvania, West Virginia, and Virginia, to
points in Connecticut, Maine, Massa-
chusetts, New Hampshire, Rhode Island,
Vermont, and. New York. The purpose
of this filing is to eliminate the gate-
ways of Bainbrldge, Buffalo and Niagara
Falls, N.Y., Bridgeport, Newark, and
Woodbridge, N.J., Carpentersvllle, Ill.,
Coraopolis and Philadelphia, Pa, and
Waltham, Mass. This application Is a
gateway elimination request filed pur-
suant to the Commission's Policy State-
inent in Ex Parte No. 55 (Sub-No. 8)
notice in the FEDERAL RrGISTER ISsuO of
December 9, 1974; and Is directly related
to MC-F-11748 published In the FLtDRAL
REGISTER of December 18, 1974,

No. MC 59858 (Letter Notice directly
related to MC-P-12030), filed Janu-
ary 31, 1975. Applicant: CONVOY COMVi-
PANY, a Corporation, P.O. Box 10185,
Portland, Oreg. 97210. Applicant's rep-
resentative: T. R. Swennes (same ad-
dress as applicant). Authority sought to
operate as a common carrier, by motor
vehicle, over-Irregular routes, transport-
ing: Automobiles, trucks and buses as
described in the report to the Commis-
sion in Descriptions in Motor Carrier
Certificates, 61 M.C.C. 209 and 766, in
secondary movements, In truckaway
service (except trailers not designed to
be drawn by passenger automobiles), be-
tween points In Arizona and those points
in Colorado on or south of U.S. Highway
50 and on or east of U.S. Highway 285.
The purpose of this filing is to eliminate
the gateways at points In southeast
Colorado. This letter notice is filed pur-
suant to the Commission's Policy State-
ment In Ex Parte No. 55 (Sub-No. 8)
noticed In the FEDERAL REGISTER Issue of
December 9, 1974; and Is directly re-
lated to MC-F-12030 published In the
FEDERAL REGISTER issue of November 7,
1973.

NoTv-Applicant not required to file en-
vironmental Impact statement with tihll
notice.

No. MC 120456 (Sub-No. 4), filed Jan-
uary 23, 1975, Applicant: BOUMA
CARTAGE COMPANY, a Corporation,
146 Pleasant Street, S.W., Grand Rapids,
Mich. 49503. Applicant's representative:
William B. Elmer, 21635 East Nine Mile
Road, St. Clair Shores, Mich. 48080. Au-
thority sought to operate as a common
carrier, by motor vehicle, over Irregular
routes, transporting: New furniture, be-
tween Chicago, l., points In Indiana and
Ohio, on the one hand, and, on the other,
points in Michigan. The purpose of this
filing Is to eliminate the gateways of
Muskegon and Grand Rapids, Mich. This
application is a gateway elimination re-
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quest!filed pursuant to the Commission's
Policy Statement in Ex Parte No. 55
(Sub-No. 8) noticed in the FEDERAL REG-
isTsa issue of December 9, 1974; and Is
directly related to MC-F-12041 published
in the FEDERAL REGISTER of November 21,

.1973. .
- No. MC 125433 (Sub-No. 58), filed
-February 7,1975. Applicant F-B TRUCK
*LINE COMPANY, a corporation, 1945
-South Redwood Road, Salt Lake City,
!Utah 84104. -Applicant's representative:
David J. Lister (same address as appli-
cant). Authority sought to operate as
a common carrier by motor vehicle, over
irregular routes, transporting: (1) Ma-

"chinery, mining and construction -ma-
terials, equipment and supplies of un-

-usual size and weight, mining and cpn-
struction equipment, self-propelled, each
weighing 15,000 pounds or more, and
relatd machinery, tools, parts and sup-
plies moving in' connection therewith,
and iron and steel articles, as described
in Ex Parte No. MC-45, Descriptions In
Motor Carrier Certificates Appendix V
61 M.C.C. 276 (except mining and con-
struction materials, equipment, and sup-
plies), between points in California, on

.the one hand, and, on the other, points in
Wyoming, Arizona. and Nevada. The
purpose of this filing is to eliminate the
gateway of Utah (2) commodities, the
transportation of whichbecause of size or
weight requires the use of special equip-

- ment, and related machinery parts and
-related contractors, materials and sup-

plies when their transportation is inci-
dental to the transportation by carrier of

"commodities which by reason of size or
'weight require special equipment, (3)" self-propelled vehicles, each weighing
15,000 pounds or more (except motor ve-
hicles as defined in Section 203(a) (13)
of the Interstate Commerce Act and ve-
hicles moving in driveaway service, and
related machinery, tools, parts, and sup-
Plies moving in connection therewith, be-
tween points in Oregon and Washington,
on ,the one hand, and, on the other,
points In Arizona and New Mexico, re-
stricted in (2) and (3) above agpinst the
transportation of boats, and (4) machin-
ery, structural steel, pipe, and commodti-
ties, the transportatlon of which, by rea-
son of size or weight; recuires the use of
special-equipment, and related machin-
erY parts and related contractors, ma-
terials and supplies when their trans-
portation is incidental to the transporta-
tion of the commodities authorized above,
between points In Washington, that part
of Oregon on and north of the 44th
parallel. Montana. Idaho, Wyoming, Ne-
vada, Utah, ant Arizona. The purpose of
this filing is to eliminate the gateways of
Montana and Idaho.

(5) IRon and steel articles as de-
scribed in Ex Parte No. MC-45. Descrip-

-tions in Uotor Carrier Certificates, Ap-
pendix V, 61 M.C.C. 276, between points
in Washington, Oregon north of- 44th
parallel, Idaho, - Montana, Wyoming,

. Utah, .Nevada, Arizona, and New
Mexico. The - purpose of this filing
is to eliminate the gateways of Idaho
and Montana. (6) -bufldIng material,
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between points in Washington, Ore- - lished In the PmER REcrTr of Jan-
gon north of 44th parallel, Idaho. those uary 9, 1974.
in that, part of Montana on and No. MC 7920 (Sub-No. 13), filed Jan-
west of a direct north and south uary 23, 1975. Applicant: HERRIOTT
line extending from the northwest cor- TRUCKING COMPANY, INC., Alice and
ner of the United States and Can- Sumner Streets. East Palestine, Ohio
ada, those in Wyoming west of the 44413. Applicant's representative: A.
Continental Divide, those In Nevada east Charles Tell. 100 East Broad Street, Co-
of a line extending north and south lumbus, Ohio 43215. Authority sought to
through McDermitt, Nevada, including operate as a common carrier, by motor
Winnemucca, Nevada, Utah, and Arl- vehicle, over irregular routes, transport-
zona. The purpose of this filing Is to ing4 General commodities (except those
eliminate the gateways of Idaho. Men- of unusual value, Classes A and B ex-
tan and Utah. (7) construction equip- plosives, household goods as defined by
went (except sell-propelled articles the Commission, commodities in bulk.
weighing 15,000 pounds or more and com- and those requiring special equipment).
Smodities of which because of size or between points In Ohio, on the one hand,
weight r_-qulres the use of special equip- and, on the other, points in Pennsylvania
ment), from California, to points in that and those in West Virginia north of U.S.
part of Colorado west of the Continental. Highway 40. The purpose of this filing is
Divide, and points in Rio Arriba and San to eliminate the gateways of Summitville
Juan Counties. N. Mex. The purpose of and Kensington (Columbiana County).
this filing is to eliminate the gateway Ohio. This application is a gateway elim-
of S..t Lake City. Utah. ination request filed pursuant to the

(8) Building materials, between Call- Commisslon's Policy Statement in EX
fornia, on the one hand. and, on the Parte No. 55 (Sub-No. 8) noticed in the
other, between points in Arizona, thoese FEDEA.L RESTER issue of December 9,
in that part of Nevada east of a line ex- 1974; and Is directly related to MC-F-
tending north and south-through Mc- 12088 published In the FmzaAL REGsM=
Dermitt, Nevada, including Winne- of January 16, 1974.

-mucca, Nevada and those in Wyoming
west of the Continental Divide. The pur- MC 83745 (Sub-No. 7), filed February
pose of this filing is to ellminate the 3,1975. Applicant: BOND TRANSPORT,
gateways of Utah and Idaho. (9) pipe INC. P.O. Box 548, Irwin, Pa. 15642. Ap-
when shipped as construction material plicant's representative: John A. Vuono,
or mining material, between points in 2310 Grant Building, Pittsburgh, Pa.
California, on the one hand, and, on the 15219. Authority sought to operate as a
other, points In Wyoming, Nevada and common carrier, by motor vehicle, over
Arizona, The purpose of this filing Is to irregular routes, transporting: (a) Ma-
eliminate the gateways Of Utah and chinerT and sucl& commodities as require
Idaho. This application Is a gateway specialized handling and specialized
elimination request filed pursuant to the equipment because of their size and
Commission's Policy Statement In Ex weight; (b) sell-propelled articles, each
Parte No. 55 Sub-No. 8) noticed in the weighing 15,000 pounds or more and re-
FEDERAL REGISTER issue of December 9. lated machinery, tools, parts and supplies
1974; and Is directly related to MC-P- moving in connection therewith. between
12070 published in the FEDERAL REOISr Pittsburgh. Pa. and points within 25
of January 9, 1974. miles thereof, on the one hand, and. on

No. MC 1977 (Sub-No. 23), filed De-
cember 23, 1974. Applicant: NORTH-
WEST TRANSPORT SERVICE, INC.
5231 Monroe Street. Denver, Colo. 80216.
Applicant's representative: Leslie R.
Kehl, Suite 1600, Lincoln Center Build-
Ing, 1660 Lincoln Street, Denver, Colo.
80203. Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: General
commodities (except those of unusual
value, classes A and B explosives, house-
hold goods as defined by the Commis-
sion, commoditles In bulk, and commodi-
ties whichk, because of size or weight,
require special handling or use of special
equipment), between Denver, Colo., on
the one hand, and, on the other, BoLse,
Pocatello. Blackfoot, and Idaho Falls,
Idaho, and points in Utah within a 50-
mile radius of Salt ake City, Utah. The
purpose of this filing Is to eliminate the
gateway of Salt Lake City, Utah. This
application Is a gateway elimination re-
quest filed pursuant to the Commlson's
Policy Statement in Exj Parte No. 55
(Sub-No. 8) noticed in the FEDEn.r
REGI TER Issue of December 9, 1974; and
is directly related to MC-F-12072 pub-

the other, points in Indiana; and (c)
sell-propelled articles, each weighing
15,000 pounds or more, and related ma-
chinery, tools, parts and supplies In con-
nection therewith, between Pittsburgh,
Pa. and points within 25 miles thereof, on
the one hand. and, on the other, points in
that part of Illinois on and south of U.S.
HIghway 24. The purpose of this filing is
to eliminate the gateway at any point In
Ohio. This application is a gateway elim-
ination request filed pursuant to the
Commission's Policy Statement in En
Parte No. 55 Sub-No. 8 noticed in the
FEDERAL REosTzR issue of December 9,
1974; and directly related to MC-F-2089
Published in the FEDERAL REGsT of
January 16, 1975.

No. MC 114273 (Sub-No. 228), filed
February 3, 1975. Applicant: CRST, P.O:
Box 68, Cedar Rapids, Iowa 52406. Ap-
plicant's representative: Robert E. Kon-
char, Suite 315 Commer, Exchange
Building, 2720 First Avenue NE P.O.
Box 1943, Cedar Rapids, Iowa 52406.
Authority sought to operate as a com-
mon carrier, by motor vehicle, over Ir-
regular routes, transporting: General
commodities (except those of unusual
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value; Classes A and B explosives, live-.
stock, household goods as defined by
the Commission, commodities in bulk,
and those requiring special equipment),
between Chicago, Ill. and points in its
Commercial Zone as defined by the Com-
mission and points in Illinois within 10
miles of Chicago not included withih
'the Chicago, Ill. Commercial Zone, on
the one hand, and; on the other, points
In Ohio. The purpose of this filing is to
eliminate the gateway at Dayton, Ohio.
This application is a gateway elinlina-
tion request filed pursuant to-the Com-
mission's Policy Statement in Ex Parte
No. 55 (Sub-No. 8) noticed in the Fm-

SERAL REGISTER issue of December 9, 1974;
and is directly related to MC-F-12090
published in the FsaEM REGISTER issue
of January 16, 1974.

NoTE.-Applicant is seeking to eliminate
a gateway of authorities it is tacking as
operator of: (1) Klnnison Trucking Com-
pany In MC-F-12090; and (2) Lee Bros., Inc.
in mc:.-FT-11358.

No. MC 112304 (Sub-No. 90), filed
January 31, 1975. Applicant: ACE
DORAN HAULING & RIGGING CO., a
corporation, 1601 Blue Rock Street, Cin-
cinnati, Ohio 45223. Applicant's repre-
sentative: A. Charles Tell, 100 East
Broad Street, Columbus, Ohio 43215.
Authority sought to operate as a com-
mon carrier, by motor vehicle, over ir-
regular routes, transporting: (1) Com-
modities, the transportation of which,
because of size or weight, require spe-
cial handling and the use of special
equipment, and/or sell-propelled articles
each weighing 15,000 pounds or more,
and related machinery, tools, parts, and
supplies moving in connection therewith
frestrlcted to self-propelled articles
which are transported on trailers), from
points in Indiana, that portion of Ken-
tucky on and east of a line beginning at
the Kentucky-Indiana State line near
Evansville, Ind., thence in a southerly
direction via U.S. Highway- 41 to its
junction with U.S. Alternate Highway
41, thence via U.S. Alternate Highway
41 to the Kentucky-Tennessee State line,
Michigan, New Jersey, New York, Ohio,
Pennsylvania, and- West Virginia, to
points in California, Nevada, and Utah,
with no transportation, on return, ex-
cept as otherwise authorized. Restric-
tion: The operations authorized under
the commodity description next above
are restricted against the transportation
to Utah and Nevada of commodities
which because of" size or weight, require
special handling and the use of special
equipment, used in or in connection with
the construction, maintenance, repair,
operations, servicing, -or dismantling- of
pipelines. The purpose of tis filing is
to eliminate, the gateways of Michigan
and Ohio.

(2) Commodities, the transportation
of which because of- size or weight, re-
quire special handling and the use of
special equipment, from points- in
Maryland, Virginia and the District of
Columbia, to points in California, Ne-
vada and Utah. Restriction: The oper-
ations- autliorized under the- commod-

ity description next above are re-
stricted 'against the transportation to
Utah and Nevada of commodities used
in or in connection with the construction,
maintenance, repair, .operations, servic-
ing,, or dismantling of pipelines. The pur-
pose of this filing is to eliminate the gate-
way of. Ohio. This application is a, gate-
way elimination request filed pursuant to
the Commission's Policy Statement in Ex
Parte No. 55 (Sub-lNo. 8) noticed in the
FEDERAL REGISTER issue of December 9,
1974; and, is directly related to MC-F-
12094 published in the FEERAL REGISTER
of January 23, 1974.

No. MC 52861 (Sub-No. 32), filed
June 4,1974. Applicant: VILLS TRUCK-
ING, INC., 5755 Granger Road, Cleve-
land, Ohio 44151. Applicant's representa-
tive: Paul F. Beery, 8 East Broad Street,
Columbus, Ohio 43215 Authority sought
thooperate as a common carrier, by motor
vehicle, over irregular routes, transport-
ing: (1) Crushed-. raw limestone, in bulk,.
in dump vehicles, from. points in Pennsyl-
vania-and. West Virginia within 50 miles
of Weirton, W. Va., to points in Michigan.
The purpose of this filing is to eliminate
the gateway - of points in Ohio within
fifty (50), miles of Weirton, W. Va. (2)
calcium. chloride, in bulk; in dump ve-
hiles, from the site of the storage facili-
ties of the Terminal Import-Export Com-
pany at Lorain, Ohio,- to points In West
Virginia within fifty (50) miles of Weir-
ton, W Va. The purpose of this filing is to
eliminate the gateway of points in Penn-
sylvania; within fifty (50) miles of Weir-
ton, W. Va. (3) sand, In bulk, from points
ih Micibgan, to points in Pennsylvania
and WestVirginia within fifty (50) miles
of Weirton, W. Va. The purpose of this
filing istoeliminate the gateway of points
in Ohio,

(4) Pdroleum coke, in bulk, in dump
vehicles, from Robinson IIl., to points in
Pennsylvania and West Virginia within
fifty (50) miles of Weirton, W. Va. The
purpose of this filing is to eliminate the
gateway of pdints in Ohio within fifty
(50) miles of Weirton, W. Va. (5) Re-
carbonizing coke, in bags, from Toledo
and'Cleveland, Ohio, to points in West;
Virginia within, fifty (50) miles of Weir-
ton, W. Va. The purpose of this filing is
to eliminate the gateway of points in Ohio
within fifty (50) miles of Weirton, W.Va.
(-6) Recarbonizing coke, in hulk, from
Detroit, Mich., to points in West Virginia
fifty (50) miles of Weirton, W. Va. The
purpose of this; filing, is to eliminate the
gateways of points in Ohio and Penn-
sylvania within fifty (50) miles of Weir-
ton, W. Va,. (7) scrap metal, in dump
vehicles, between points in Michigan, on
the one hand, and, on the other, points
In Pennsylvania, and West Virginia fifty
(50) miles of Weirton, W. Va. The pur-,
pose -of this filing is to eliminate the
gateway of points in Ohio within fifty
(50) miles of Weirton, W. Va. (8) lerro
alloys,in bulk, in dump vehicles, between
points in. Pennsylvania and West Vir-
ginia. within, fifty -(50) miles of Weirton,
W. Va. on the one hand and, on the
other,-points in Michigan within forty
(40) miles of Monroe, Mich. The pur-
pose-of th filing is to eliminate the

gateway of points In Ohio. This applica-
tion Is a gateway elimination request
filed pursuant to the CommIssion's
Policy Stateifient in Ex Parte No. 55
(Sub-No. 8) noticed in the FEDERAL Rr-

ISTER Issue of December 9, 1974; and Is
directly related to MC-F-12097 pub-
lished in the FEDERAL REGISTER of Jan-
uary 23, 1974.

No. MC 112304 (Sub-No. 91), filed
January 31, 1975. Applicant: ACE
DORAN HAULING & RIGGING CO., a
corporation, 1601 Blue Rock Street, Cin-
cinnati, Ohio 45223. Applicant's repre-
sentative: A. Charles Tell, 100 East Broad
Street Columbus, Ohio 43215. Authority
sought to operate as a common carrier,
by motor vehicle, over irregular routes,
transporting: Machinery,' the transpor-
tation of' which, by reason of, size or
weight, requires the use of special equip-
ment, between points in the District of
Columbia, Illinois, Indiana, Kentucky,
Maryland, Michigan, New York, Ohio,
Pennsylvania, Virginia, West Virginia,
and Wisconsin, on the one hand, and,
on the other; Connecticut, the District of
Columbia Maryland, Massachusetts, New
Jersey, New York, and Rhode Island. The
purpose of this filing Is to eliminate the
gateway of Chester County, Pa, This ap-
plication Is a gateway elimination ro-
quest filed pursuant to the Commisslop's
Policy Statement In Ex Parte No, 55
(Sub-No. 8) noticed in the FrEEnAmt Raa-

ISTER issue of December 9, 1974; and is
directly related to MC-P-12116 pub-
lished in the FEDERAL REGISTER of Jan-
uary 30, 1974.

Nbo. MC11159.4 (Sub-No. 65), fMlcd Do-
comber 23, 1974. Applicant: C W TRANS-
PORT, INC., 610 High Street, Wiscon-
sin Rapids, Wis. 54494. Applicant's repro-
sentative: Carl L, Steiner, 30 South La
Salle Street, Chicago, Ill. 60063. Author-
ity sought to operate as a common car-
rier, by motor vehicle, over Irregular
routes, transporting: General commodi-
ties (except Classes A and B explosives,
livestock, household goods as defined by
the Commission, commodities in bulk,
and those requiring special equipment),
between points in the St. Louis, Mo.-East
St. Louis, Ill. Commercial Zone, on the
one hand, and, on the other, points in
Minnesota and Wisconsin, those in Illi-
nois on and north of a line beginning
at the Missouri-Illinois border, thence
east via U.S. Highway 54 to the Junction
of U.S. Highway 36, thence east over
U.S. Highway 36 to the Junction of State
Highway 121, thence over State Highway
121 to the junction of State Highway
130, thence south over State Highway
130 to the junction of U.S. Highway 40,
thence east over U.S. Highway 40 to the
Illinois-Indiana State Line. The purpose
of this filing is to eliminate the gateway
of the Hussman Refrigeration Company
plant site located at Bridgeton, Mo. This
application is a gateway elimination re-
quest filed pursuant to the Commission's
Policy Statement in Ek Parta No, 55 Sub-
No. 8 noticed in the FEDERAL R.GISra
issue of December 9, 1974; and is directly
related to MC-F-12130 published In the
F EDERAL REGsTERof February, 13, 1074
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I vC 14552 (Sub-No. 60), filed January
31, 1975. Applicant: J. V. McNICHOLAS
TRANSFER COMPANY, 555 West Fed-
eral Street, Youngstown, Ohio 44501. Ap-
plicant's representative: Paul F. Beery,
8 East Broad Street, Ninth Floor, Co-
lumbus, Ohio 43215. Authority sought to
operate as a common carrier, by motor
vehicle, over irregular routes, transport-
ing: (1) Pipe and tubing (except com-
modities in bulk and 'rolling mill rolls)
(a) between points In West Virginia,
Michigan, New York, Ohio, and Penn-
sylvania, on the one hand. and, on the
other, points in Connecticut, Delaware,
Maryland, Massachusetts, New Jersey,
Rhode Island, Virginia, Wisconsin, and
the District of Columbia. The purpose of
this .filing is to eliminate the gateways
at Hancock, Brooke and Ohio Counties,
W. Va. (2) Iron and steel products (ex-
cept commodities in bulk and commodi-
ties requiring special equipment), (a)
between points in Ohio, on the one hand,
and, on the other, points in New York,
Pennsylvania, Michigan, and West Vir-
ginia. (b) Between points in Michigan.
on the one hand, and, on the other, points
in New York, Pennsylvania, and West
Virginia. (c) Between points in New
York, on the one hand, and, on the other,
points in Pennsylvania and West Vir-
ginia. (d) Between Pennsylvania, on the
one hand, ana, on the other, points In
West.Virginia.

' (3) 'Steel pipe, conduit, metallic tubing
and ttings for the above described com-
modities, (a) From'points in West Vir-
ginia, Michigan, New. York, Ohio, and
Pennsylvania to- points in Illinois, In-
diana, Iowa, Kentucky, Michigan, Wis-
consin, Missouri, Minnesota, and West
Virginia. The purpose of. this- filing is
to eliminate the gateway at Weirton, W.
Va.

(4) Steel mill equipment, materials,
and supplies (except commodities in bulk,
and rolling mill rolls), (a) From points
in Connecticut, Delaware, Maryland,
Massachusetts,-- Michigan, New Jersey,
New York, Ohio, Pennsylvania, Rhode
Island, Virginia, West Virginia, Wiscon-
sin, and the District of Columbia, to
points in Pennsylvania, New York, and
West Virginia. The purpose of this filing
is to eliminate the gateway of The Ed-
ward Corporation at Warren, Ohio.

(5) Iron an.steel pipe, conduit, metal-
lie tubing, and jlttings for the above de-
scribed commodities, (a) From points in
Pennsylvania, Ohio, New York, and West
Virginia, to points in Illinois. Indiana,
Iowa, Kentucky, Michigan, Wisconsin,
Missouri, Minnesota, and West Virginia.
The purpose of this filing is to eliminate
the gateway at Warren, Ohio.

(6) Contaiers, container ends, and
parts and accessories for the commodi-
ties described above (except commodi-
ties In bulk and commodities requiring
special equipment), (a) From points in
Pennsylvania on and west of a line be-
ginning at the State Boundary line be-
tween West Virginia and Pennsylvania
and extending along Pennsylvania High-
way 844, thence east over Pennsylvania
Highway 844 to intersection U.S. High-
way 19, thencenorth along U.S. Highway

19 to intersectipn Pennsylvania Highway
65, thence north along Pennsylvania
Highway 65 to intersection Pennsylvania
Highway 989. thence north along Penn-
sylvania Highway 989 to intersection
Pennsylvania Highway 68, thence east
along Pennsylvania Highway 68 to inter-
section Pennsylvania Highway 138,
thence east along Pennsylvania Highway
138 to intersection Pennsylvania High-
way 308, thence north along Pennsyl-
vania Highway 308 to Pennsylvania
Highway 8, thence north along Penn-
sylvania Highwiay 8 to intersection U.S.
Highway 62, thence east along U.S. High-
way 62-to intersection U.S. Highway 322,
thence north along U.S. Highway 322
to intersection Pennsylvania Highway
173, thence west along Pennsylvania
Highway 173 to intersection Pennsyl-
vania Highway 285, thence west along
Pennsylvania Highway 285. to intersec-
tion U.S. Highway 6. thencewest along
U.S. Highway 6 to the State Boundary
line between Ohio and Pennsylvania to
points in Delaware, Indiana, Kentucky,
Maryland, Michigan, New York, Penn-
sylvania and West Virginia. The purpose
of this filing Is to eliminate the gateway
at the 35 mile radius of Youngstown and
the 15 mile radius from Burgettstown,
Pa.

(b) Empty metal containers; container
ends and parts and accessories for the
commodities described above, Between
Akron, Ohio, on the one hand. and. on
the other, points in Delaware, Indiana
Kentucky, Maryland, Michigan, New
York, Pennsylvania, and West Virginia.
The purpose of this filing is to eliminate
the gateway -at Warren. Ohio.

(c) Empty metal containers, container
ends and parts and accessories for the
commodities described above, From
Y6ungstown, Ohio, to points in Dela-
ware, Indiana, Kentucky, Maryland.
Michigan, New York, Pennsylvania. and
West yirginia. The purpose of this filing
is to eliminate the gateway at 'Youngs-
town, Ohio to .points within 35 miles
thereof.

(7) Household goods, as defined by the
Commission, (a) Between Pennsylvania,
New York, and West Virginia, on the one
hand, and, on the other, points n Penn-
sylvania, West Virginia, and New York
(except office furniture and equipment
and store fixtures between Youngstown,
Ohio, on the one hand, and, on the other,
points in Pennsylvania within 35 miles of
Youngstown). The purpose of this filing
is to 8limlnatu the gateway of Trumbull
County, Ohio. This application is a gate-
way elimination request filed pursuant
to the Commission's Policy Statement In
Ex Parte No. 55 Sub-No. 8 noticed in the
FEDERAL REGISTER Issue of December 9,
1974; and directly related to MC-F-
12144 published n the FEDERAL REGISTER
of March 6, 1974.

No. MC 112304 (Sub-No. '89), filed
January 31, 1975. Applicant: ACE
.DORAN HAULING & RIGGING CO., a
Corporation, 1601 Blue Rock Street, Cln-
cinnati, Ohio 45223. Applicant's repre-
sentative: A. Charles Tell, 100 East Broad
Street, Columbus, Ohio 43215. AuthoriVt
sought to operate as a common carrier
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by motor vehicle, over irregular routes,
transporting: (1) Contractore equip-
ment and commodities, the transporta-
tion of which, by reason of size or weight,
require the use of special equipment,
and/or self-propelled articles each
weighing 15,000 pounds or more, and re-
lated machinery, tools, parts and sup-
plies moving In connection therewith.
(a) between points in that portion of
Indiana on and east of a line beginning
at the Illinois-Indfana state line at or
near Lake Michigan via U.S. Highway
41 to Its Junction with U.S. Highway 52,
thence via U.S. Highway 52 to its junc-
tion with Interstate Highway 65, thence
via Interstate Highway 65 to its junction
with Interstate Highway 465, thence via
Interstate Highway 465 west and south
of Indianapolis, Ind., to Its junction with
Interstate Highway 65, thence via In-
terstate Highway 65 to the Indiana-
Kentucky state line at Jeffersonville,
Ind., on the one hand, and, on the other,
points In Texas, (b) between points In
that portion of Kentucky on and north of
a line beginning at the Kentucky-Indiana
state line at Louisville, Ky, thence via
Interstate Highway 64 to Its junction
with U.S. Highway 60, thence via U.S.
Highway 60 to its junction with Ken-
tucky Highway 15 at or near Winchester,
Ky., thence via Kentucky Highway 15 to
its junction with U.S. Highway 119,
thence via U.S. Highway 119 to its junc-
tion with U.S. Highway 23 at Jenkins,-
Xy.

Thence via U.S. Highway 23 to the
Kentucky-Virginia state line, on the one
hand, and, on the other, points in Texas,
Cc) between points In Cook, Lake, and
DuPage Counties, Ill. and those in Ken-
osha, Racine, Waukesha and Milwaukee
Counties, Wis., on the one hand, and, on
the other, points in that portion of Texas
on, south and east of a line beginning
at the Texas-Louisiana state line, thence
via Interstate Highway 10 to its junction
with US. Highway 90 at Beaumont, Tex.,
thence via U.S. Highway 90 to its junction
with Interstate Highway 610, thence via
Interstate Highway 61n to its junction
with U.S. Highway 290, thence via US.
Highway 290 to its Junction with US.
Highway 67, thence via U.S. Highway 67
to the United States-Mexican boundary
line, and (d) between points in Michi-
gan. New Jersey, New York, Ohio, Penn-
sylvania, and West Virginia, on the one
hand. and. on the other, points in Texas
and (2) commodities, the transportation
of which, because of size or weight, re-
quire the use of special equipment, be-
tween points in Maryland, the.District
of Columbia and that portion of Vir-
ginia on. north and east of a line be-
ginning at the Virginia-West Virginia
state line near Summit, Va, thence via
U.S. Highway 60 to It- Junction with U.S.
Highway 15, thence via U.S. ighway 15
to Its Junction with U.S. Highway 460,
thence via U.S. Highway 460 to Its junc-
tion with Virginia Highway 40, thence
southerly via Virginia Highway 40 to its
Junction with Virginia Highway 46,
thence via Virginia Highway 46 to the
Virginia-North Carolina state line, on
the one hand, and, on the other, points
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in Texas. The purpose of this filing is to No MC 28260. (Sub-No. 144), filed
eliminate the gateways Of Michigan and February 3,. 1975. Applicant: NATIONAL
Ohio. This application Is a gateway eli- FREIGHT, INC., 57 West Park Ave.,
ruination request filed pursuant to the Vineland, N:J. 08360. Applicant's repre-
Commission's Policy Statement in Ex sentatives David- G. MacDonald, 1000
Parte No. 55 (Sub-No. 8) noticed in the 16th. St. NW., Washington, D.C. 20036.
F _DRiAL REGISTER issue of December 9, Authority sought to operate as a com-
1974; and is directly related to MC-F-- mon, canrier by- motor vehicle, over ir-
12155 published in the FEDERAL REGIS!ZiE regular routes, transporting: General
of March 13, 1974. commodities (except those of unusual

No. MC 116014 (Sub-No. 69), filed Jan- value, classes A and B explosives, house-
uary 28, 1975. Applicant: OLIVER hold goods as defined by the Commis-
TRUCKING COMPANY, INC., P.O. Box sion, commodities in bulk and com-
53, .Winchester, Ky. 40391. Applicant's modities requiring special equipment),
representative: Maxwell A. Howell; 1511 (1), between Columbus, Atlanta, and
K Street NW., Washington, D.C. 20005. Augusta, Ga., and points n South Caro-
Authority sought to operate as a corn- linad and, North Carolina, on the one
mon carrier, by motor vehicle, over Ir- hand, and, on the other, points in Vir-
regular routes, transporting: Iron and ginia on and east of U.S. Highway 15,
steel and iron and steel articles as-de- points in Maryland, Pennsylvania,
scribed in Appendix -V to the report in Delaware, New York, New Jersey, Con-
Descriptions in Motor Carrier Certiff- necticut, Rhode- Island, and Massachu-
cates, 61 M.C.C. 209, except commodities setts; and- (2) between Savannah, Ga.,
which because of size or weight require on theonehand,.and; on the other, points

special equipment, from Coraopolis, Mc- in South Carolina, North Carolina, Vir-
Keesport, Neville Island and Pittsburgh, ginia, on and east of U.S. Highway 15,Pa., to points in Alabama, North Caro- Maryland, Pennsylvania, Delaware, Newlina., South Carolina, and Tennessee, with Jersey, New York, Connecticut, Rhodeno transportation for compensation on Island, andlMassachusetts. The purposereturn except as otherwise authorized, of this filing is to eliminate the gatewaysThe purpose of this filing is to eliminate at Richmond, Va. and Baltimore, Md.the gateway of Ashiland, Ky. tim appil- This application is a gateway elimination
cation is a gateway eli.ination request request, filed pursuant to the Commis-fied pursuant to thelimission'sequest signts Policy Statement in Ex Parte No.Statement ix ExParte No. 55 Sub-No. 8 55 (Sub-No. 8) noticed in the FEDERALnotemein the FEDERAL REGISTER issue of REGISTER issue of December 9, 1974; andnoticed in the AL IS i e of is directly related to MC-F-12190 pub-,
December 9, 1974; and is directly related lished in, the FEDERAL REGISTER, Of
to MC-F-12172 published In the FEDERAL
REGISTER of March 27, 1974. April 17, 1974.

No. MC 140024 (Sub-No. 51), filed No, MC 103373 (Sub-No. 6), filed

January 20, 1975. Applicant:. J. B. February 4, 1975. Applicant: HOWARD
MONTGOMERY, INC., 5565 E. 52nd MARTIN, INC., 4315 Meyer Road, Fort

Street, Commerce City, Cola, 80216. Ap- Wayne, Ind. 4680. Applicant's repre-
plicant's representative: Charles W. sentatlve: Leonard R. Koln, 39 Souti
Singer, 2440 E, Commercial Boulevard, LaSrie Street, Chicago, . 60 '603. Au-
Fort Lauderdale, Fla. 33308. Authority thority sought to operate as a common
sought to operate as a common carrier, carrier, by motor vehicle, over Irregular
by motor vehicle, over irregular routes, routes, transporting: Such commodi-

transporting: Such commodities, as are' ties as require special equipment or
usually dealt in, or used by, meat, fruit specialized handling because of size or

and vegetable packinghouses and whole- weight, between points in Ohio, Indiana
sale and retail department stores, except and Michigan, on the one hand, and,
Classes A and B explosives, household on the other, points in Lake, Cook and
goods as defined by the -Commission, DuPage Counties, Ill. The- purpose of

commodities in bulk, commodities re- this filing is to eliminate the gateway of
quiring special equipment, and those in- points in that part of Lake County, Ind.
jurious or contaminating to other lad- in the Chicago, Ill. Commercial Zone.
Ing, between Kansas City and North This application is a gateway elimini-
Kansas City, Mo. and Kansas City, Kans., nation request filed pursuant to the
and points in Missouri within 10 miles o£ Commission's Policy Statement in Exthe points named, on the one hand and Parte No. 55 (Sub-No. 8) noticed in the

on the other, Denver, Colo. and Chicago FEAL REGZSmR issue of December 9,
and Blue Island, Ill. The purpose of this 1974; and is directly related to MC--F-
filing is to eliminate the- gateways of 12192 published in the FEDERAL REGISTER
points in Kansas' within 10 miles of of April 24, 1974.
Kansas City and North Kansas City, Mo. No. MC 97841 (Sub-No. 21), filed
and Kansas City, Kans. This application January 31, 1975. Applicant: GENERAL
is a gateway elimination request filed HIGHWAY EXPRESS, INC., P.O. Box
pursuant to the Commission's Policy 727, Sidney, Ohio 45365. Applicant't
Statement in Ex Parte No. 55 Sub-No. 8 representative: Paul F. Beery, 8 East

in the FEDERAL REGISTER issue of Broad St., Ninth Floor, Columbus, Ohio
noticed n43215. Authority sought to operate as a
December 9, 1974; and is directly related common carrier, by motor vehicle, over
to MC-F-12188 published in the FEDERAL irregular routes, transporting: (1) Gen-
REGISTER of April 17, 1974 and. repub--, eral commodities (except classes A and
lished in the FEDERAL REGISTER of May 31, B explosives, livestock, grain, petroleum
1974. -products In bulk, household goods as de-

fined by the Commission, and com-
modities requiring special equipment),
between the Kentucky portion of the
Cincinnati, Ohio Commercial Zone and
the West Virginia portion of the East
Liverpool, Ohio Commercial Zone, on
the one hand, and, on ther other, points
in Ohio. The purpose of this filing is to
eliminate the gateways at Shelby, Ohio
and Sidney, Ohio.

(2) Household goods as defined by the
Commission, between points in Illinois,
Indiana, Michigan, Missourl, New York,
and Pennsylvania, on the one hand, and,
on the other, points in Ohio. The pur-
pose of this filing is to eliminate the
gateways at points In Richiand County,
Ohio and Sidney, Ohio.

(3) (a) Kitchen appliancc and cabinet
wall systems, from points In Ohio, to
points in Maine, Vermont, New Hamp-
shire, Massachusetts, Connecticut,
Rhode Island, New York, New Jersey,
Delaware, Pennsylvania, Maryland, Vir-
ginia, West Virginia, North Carolina,
South Carolina, Georgda, Florida, Ala-
bama, Tennessee, Kentucky, Michigan,
Indiana, Illinois, Wisconsin, Mississippl,
Louisiana, Arkansas, Missouri, Iowa,
Minnesota and the District of Columbia.
The purpose of this filing is to eliminate
the gateways at Sidney, Ohio and the
plant site of Tappan Company, in Rich-
land County, Ohio.

(3) (b) Equipment, materials and sup-
plies'used In the manufacture of the com-
modities described in (3) (a) above (ex-
cept iron and steel articles and com-
modities in bulk), from Richmond, Ind.,
Freeland and Philhdelphia, Pa., Farm-
ington and Walled Lake, Mich., Gales-
burg, Ill., Dayton, Tenn., and Hart-
ford, Conn, to points In Ohio. The
purpose of this filing is to eliminate
the gateway at Sidney, Ohio, and the
plant site of Tappan Co., in Richand
County, Ohio. This application Is a gate-
way elimination request filed pursuant to
the Commission's Policy Statement in
Ex Parte No. 55 (Sub-No. 8) noticed in
the FEDERAL REGISTER issue Of Decem-
ber 9,1975; and is directly related to AIC-
F-12199 published In the FEDERAL Rno10-
TER of April 24, 1974.

MC 111594 (Sub-lNo. 64), filed Janu-
ary 13, 1975. Applicant: C W TRANS-
PORT, INC., 610 High Street, Wisconsin
Rapids, Wis. 54494. Applicant's repre-
sentative: Jack Goodman, 39 South
LaSalle Street, Chicago, I. 60603. Au-
thority sought to operate as a common
carrier, by motor vehicle, over Irregular
routes, transporting: General commodi.
ties, (except those of unusual value),
Classes A and B explosives, household
goods as defined by the Commission, com-
modities in bulk, and those requiring
special equipment. (1) From points In
North Carolina and South Carolina to
Kansas City, Mo.; Chicago and Peoria,
Ill.; points in that part of Illinois within
a 50 mile radius of Batavia, Ill.; St. Louis,

-Mo., and Alton, Ill., and points in Indiana.
The purpose of this filing is to eliminate
the gateway of Cinneinnati, Ohio. (2)
From Chicago and points in that part of
Illinois within a 50 mile radius of Ba-
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tavia, Ilinols. to all points in Noth filed pursuant to the Commisslon's

Carolina on and east of a line beginning Policy Statement hi Ex Parte No. 55 Sub-

at the Junction of U.S. Highway 25 and No. 8 noticed in the Frr=AL Rz -R"r'r
the North Carolina-South Carolina issue of December 9, 1974: and directly
State line, thence north over U.S. High- related to MC-P-12202 published in the
way 25 to Asheville: thence north over FDERA REo R Of May 1,1974.

- U.S. Highway 23 to the North Carolina- NO. M
Tennessee State line. The purpose of C 83539 (Sub-No. 404). filed Jan-

this filing I. to eliminate the gateway of uary 9, 1975. Appicant: C & H TRANS-PORTATION CO., INC., 1936-2010 West

Lima, Ohio. - Commerce Street, P.O. Box 5970. Dallas,
(3) From Kansas City and St. Louis, Tex. 75222. Applicantls representative:

Missouri; Alton, Illinois, and all points Thomas E. James (same address as ap-
inIndiana, to all Points in North Caro- plicant). Authority sought to operate as
lina located on and east of a line begin- a common carrier, by motor vehicle, over
ning at the junction of U.S. Highway 321 irregular routes, transporting: (1) Heavy
and the North Carolina-South Carolina macinery and such commodities requir-
State line; thence north over U.S. High- Ing special handling or rigging because
way 321 to the junction of North Caro- of size or weight, (a) between points in
lina Highway 16 at or near Conover;. New Hampshire and that part of Maine
thence over North Carolina Highway 16 south of a line beginning at the Atlantic
to the junction of North Carolina High- Ocean. 5 miles north of Cutler. Maine,
way 18 at or near Wilkesboro; thence and extending in a westerly direction
north over North Carolina Highway 18 through Machias, Bangor. and Wilsons
to the North Carolina-VirginiF State Mills to the Maine-New Hampshire State
line. The purpose of this filing is to line on the one hand, and, on the other,
eliminate the gateway of Columbus, points in Alabama, Alaska, Arizona, Ar-
Ohio. kansas, Colorado, Florida. Georgia,

(4) From Chicago and Peoria, and Idaho, Illinois, Indiana, Iowa, Kansas,
Alton, Illinois, and all points ii that Louisiana, Maryland, Michigan, Minne-
part of Illinois within a 50 mile radius of sota, Mississippi, Missouri, Montana, Ne-
Batavia, Illinois; Kansas City and St. braska, New Jersey, New Mexico, New
Louis, Missouri, and all points In Indiana York, North Carolina, North Dakota, Ok-
to all points in South Carolina located lahoma, Oregon, Pennsylvania, South
on, east and south of a line beginning Dakota, Tennessee. Tdxas, Washington.
at the junction of U.S. Highway 29 and Wisconsin and Wyoming. The purpose of
the South Carolina-Georgia State line; this filing is to eliminate the gateways
thence north and east over U.S. High- of the 25 mile radius of Boston, Mass.,
way 29 'to the North Carolina-South. Philadelphia and Braddock, Pa., the 50
Carolina State line. The purpose of this mile radius of Nashville, Tenn., points
filing is to eliminate the. gateway of in Illinois and Texas, and points In Mon-
Columbus, Ohio. tana west of Dupuyer and Butte, Mont.

(5) From Peoria, Illinois to all points (b) between points in that part of
in North Carolina located on and east of laine south of a line beginning at the
a line beginning at the junction of U.S. Atlantic Ocean, 5 miles north of Cutler,
Highway 321 and the North Carolina- Maine, and extending in a westerly di-
South Carolina State line; thence north rection through Machias. Bangor, and
over U.S. Highway 321 to the junction of Wilsons lls to the Maine-New Hamp-
State Highway 16 at or near Conover; shire State line, on the one hand, and,
thence north over State Highway 16 to on the other, points in California and
the junction of State Highway 18 at or Utah. The purpose of this filing Is to
near Wilkesboro; thence north over State eliminate the gateway of'the 25 mile
Highway 18 to the North Carolina-Vir- radius of Boston, Mass.
ginia State line. The purpose of this (c) from points in New Hampshire and
filing is to eliminate the gateway of that part of Maine south of a line be-
Columbus, Ohio. ginning at the Atlantic Ocean, 5 miles

(6) Between Louisville, Kentucky, on north of Cutler, Maine, and extending
the one hand, and, on the other, points in a westerly direction through Machias,
in North Carolina located on and east of Bangor and Wilsons Mills to the Maine-
a line beginning at the junction of U.S. New Hampshire State line, to points in
Highway 321 and the North Caroliha- Kentucky. The purpose of this filing is
South Carolina State line; thence north to eliminate the gateways of the 25 mile
over U.S. Highway 321 to the junction of radius of Boston, Mass. and Philadelphla
State Highway 16 at or near Conover; and Braddock, Pa.
thence north over State Highway 16 to (2) heavy machinery, which becauso
the junction of State Highway 18 at or of size or weight requires the use of spe-
near Wilkesboro; thence north over clal equipment, between points In New
State Highway 18 to the North Carolina-. Hampshire and that part of Maine south
Virginia State line; and points in South of a line beginning at the Atlantic Ocean,
Carolina'located on, eastand south of a -5 miles north of Cutler, Maine, and ex-
line beginning at- the junction of U.S. tending in a westerly direction through
Highway 29 and the South Carolina- Machias, Bangor, and Wilsons MIlls to
Georgia State line: thence north and east the Maine-New Hampshire State line, on

over U.S. Highway 29 to the North Caro- the one hand, and, on the other, points

lina-South Carolina State line. The pur- in Connecticut, Delaware, District of Co-

pose of this filing is to eliminate the lumbla, Ma;sachusetts, Rhode Island,

gateway of Columbus, Ohio. This appli- South Carolina, Virginia and Vermont.

cation is a gateway elimination request The purpose of this filing is to eliminato
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the gateways of the 25 mile radius of
Boston, Mass., Worcester, Mass., Phila-
delphia. Pa., points In New Jersey. New
York, and Virginia. This application is a
gateway elimination request filed pursu-
ant to the Commission's Policy Statement
In Ex Parte No. 55 Sub-No. 8 noticed in
the FEDE R Rncrsm issue of Decem-
ber 9, 1974; and is directly related to
MC-F-12213 published in the FEDzRAL
REGI£rE; of May 15. 1974.

MC 109124 (Sub-No. 21) filed Janu-
ary 31, 1975. Applicant: SENTLE
TRUCKING CORPORATION, 3423
Genoa Road, Perrysburg, Ohio 43551.
Applicant's representative: John P. Mc-
Mahon, 100 Fast Broad Street, Colum-
bus, Ohio 43215. Authority sought to op-
erate as a common carrier, by motor
vehicle, over irregular routes, tr-nqport-
Ing: (1) Roofing materials and supplies
from East Chicago, Indiana to points in
New York, West Virginia, Kentucky, and
those in Bucks, Cheiter, Crawford, Dela-
ware, Erie, Lehigh, Mercer, Monroe,
Montgomery, Northhampton, Philadel-
phla, Pike and Wayne Counties, Penn-
sylvania. The purpose of this filing is to
eliminate the gateway of the plantsite
of the Celotex Corporation at Port Clin-
ton, Ohio. (2) Building material lime,
dry and in bulk. from Chicago, Chicago
Heights, Joliet, Waukegan and Wilming-
ton, Illinois, and Lowell, South Bend and
East Chicago, Indiana to points Ken-
tucky, Michigan. Pennsylvania, West
Virginia, and those in New York, except
points In Kings, Queens, Nassau and
Suffolk Counties, New York. The purpose
of this filing is to eliminate the gateway
of Maple Grove, Ohio and points within
five miles thereof.

(3) Building material lime, quick or
hydrated, In bulk from Chicago, Chicago
Heights, Joliet, Waukegan and Wilming-
ton, Illinois and Lowell, South Bend, and
East Chicago, Indiana to points In 11-
linols, Indiana, Kentucky, Michigan,
Missourl Minnesota. New York, Ohio
(except points in Cuyahoga, Geauga,
Portage and Lorain Counties), Pennsyl-
vania, West Virginia and that part of
Wisconsin west or north of a line begin-
ning at junction Interstate Highway 90
and the Ilinois-Wisconsin State line,
and extending along Interstate Highway
90 to Junction US. Highway 151 at or
near Maple Bluff, thence along UZ.S
Hizhway 151 to Junction U.S. Highway
41 at or near Fond du Lac, thence along
U.S. Highway 41 to Junction U.S. High-
way 45 (north of Oshkosh). thence along
U.S. Highway 45 to junction Wisconsin
Highway 22 at Clintonville. thence along
Wisconsin Highway 22 to junction Wis-
consin Highway 29 at Shawano, thence
along Wisconsin Highway 29 at Green
Bay, thence along U.S. Highway 141 to
Junction Wisconsin Highway 147, and
thence along Wisconsin Highway 147 to
the shore of Lake Michigan. (at Two
Rivers). The purpose of this filing is to
eliminate the gateway of Buffmgton
(ake County), Indiana.

(4) Plaster and plaster products, gyp-
sum and gypsum products, and lime from'
Grand Raplds, Michigan, to points in
New York, West Virginia, Kentucky and
points in Bucks, Chester, Crawford,
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Delaware, Erie, Lehigh, Mercer, Monroe,
Montgomery, Northampton, Philadel-
phia, Pike and Wayne Counties, Pennsyl-
vania. The purpose of this filing is to
eliminate the gateway of the plantsite of
the Celotex Corporation at Port Clinton,
Ohio.

(5) Building material lime, limestone,
and limestone products, in bagsand in
bulk from Chicago, Chicago Heights,
Joliet, Waukegan, and Wilmington, Illi-
nois, and Lowell, South Bend and East
Chicago, Indiana to Port Allegheny, Pa.,
and points in that part of Pennsylvania
on and west of U.S. Highway 219, points
in New York, and points in that part of
West Virginia on and west of U.S. High-
way 219. The purpose of this filing is to
eliminate the gateway of Carey and
Broken Sword, Ohio.

(6) Refractory products, except com-
modities in bulk, commodities requiring
special equipment, and those injurious or
contaminating to other lading, from the
plant site of Basic Incorporated, at or
near Maple Grove, Ohio, to points in that
part of Pennsylvania on and west of a
line extending from the Pennsylvania-
New York State line along U.S. Highway
219 to Junction U.S. Highway 6 (for-
merly U.S. Highway 219), thence along
U.S. Highway 6 to Kane, thence along
unnumbered highway (forinerly U.S.
Highway 129) to Wilcox, thence along
U.S. Highway 219 to Somerset, thence
along Pennsylvania Highway 31 to junc-
tion unnumbered highway (both for-
merly portions 'of U.S. Highway 219)
thence along unnumbered highway to
Berlin, thence along U.S. Highway 219 to
the Pennsylvania-Maryland State- line.
The purpose of this filing is to eliminate
the gateways of Allegheny and Beaver
Counties, Pa.

(7) Lime, limestone and limestone
products except commodities in bulk,
commodities requiring special equipment,
and those injurious or contaminating to
other lading, from points in Ottawa and'
Sandusky Counties, Ohio to points in
Allegheny and Beaver Counties, Pa. The
purpose of this filing is to eliminate the
gateway of Westmoreland County, Pa.
This application is a gateway elimination
request filed pursuant to the Commis-
sion's Policy Statement in Ex Parte No.
55 Sub-No. 8 noticed in the FEDERAL
REGISTER issue of December 9. 1974; and
directly related to MC-F-12237 published
in the FEDERAL REGISTER of June 10, 1974.

MC 83745 (Sub-No. 6), filed Febru-
ary 3, 1975. Applicant: BOND TRANS-
PORT, INC., P.O. Box 548, Irwin,
Pa. 15642. Applicant's representative:
John A. Vuono, 2310 Grant Building,
Pittsburgh, Pa. 15219. Authority sought
to operate as a common carrier, by motdr
vehicle, over irregular routes, transport-
ing: (a) Machinery and such commodi-
ties as require specialized handling or
specialized equipment because of their
size and weight and (I,) self-propelled
articles, each weighing 15,000 pounds or
more, and related machinery, tools, parts
and supplies moving in connection there-
with, between Chicago, Ill., on the one
hand, and, on the other, points in Ohio,

those points In Illinois on and south of
U.S. Highway 24, and Pittsburgh, Pa.,
and points within 25 miles thereof. The
purpose of this filing is to eliminate the
gateways at points in Ohio and Indiana.
This application Is a gateway elimination
requests filed pursuant to the Commis-
sion's Policy Statement in Ex Parte No.
55 (Sub-No. 8) noticed in the FEDERA,
REGISTER issue of December 9, 1974; and
directly related to M--F-12274 published
in the FEDERAL REGISTER of July 31, 1974.

No. MC 107478 (Sub-No. 18), filed
December 31, 1974. Applicant: OLD
DOMINION FREIGHT LINE, 1791 West-
chester Drive, P.O. Box' 1189, High Point,
N.C. 27261. Applicant's representative:
J. T. Coon, P.O. Box 2006, High Point,
N.C. 27261. Authority sought to operate
as a common carrier by motor vehicle,
over irregular routes, transporting: (1)
General commodities (except those of
unusual value, classes A and B explosives,
household goods as defined by the Com-
mission, commodities In bulk, commodi-
ties requiring special equipment, and
those injurious or contaminating to other
lading), between points in New Jersey,
points in the Philadelphia, Pa. Commer-
cial Zone as defined by the Commission,
Providence, R., Corning, N.Y., points in
that part of New York within 150 miles
of Newark, N.J., points in that part of
Massachusetts on'and east of U.S. High-
way 5, and points in that part of Con-
necticut on and east of U.S. Highway 5,
and those on U.S. Highway 1 between
the New York-Connecticut State line
and New Haven, Conn., on the one hand,
and, on the other, points in Charleston,
S.C. 'and points within 15 n~iles of
tnarleston, S.C. and points In Georgia
(except Augusta), (2) new furniture,
beverage cases, wooden boxes, wooden
crates, and wooden reels, from points In
New Jersey, points in the Philadelphia,
Pa. Commercial Zone as defined by the
Commission, Providence, RI., Coming,
N.Y., points in that part of New York
within 150 miles of Newark, N.J., points
in that part of Massachusetts on and
east of U.S. Highway 5, points In that
part of Connecticut on and east of U.S.
Highway 5, and those on U.S. Highway
1 betcveen the New York-Connecticut
State line and New Haven, Conn., to

'points in Florida and points in Alabama
on and east of a line extending from the
Georgia-Alabama State line via Inter-
state 85 to Montgomery, Ala., thence
along Alabama Highway 21 to Braggs,
Ala., thence along Alabama Highway 28
to Camden, Ala., thence along Alabama
Highway 41 to Nellie, Ala.

Thence along Alabama County High-
way 12 to Lower Peachtree, Ala., thence
along Alabama County Highway 35 to
its junction with Alabama County High-
way 27, thence along Alabama County
Highway 84 to the Alabama-Mississippi
way 43, thence along U.S. Highway 43
to Grove Hill, Ala., thence along U.S.
Highway 84 to the Alabama-Mississippi
State line, with no traniportation for
compensation or return except as other-
wise authorized, and (3) pipe and tubing,
or pipe and tubing and Pipe and tubing

fittings, from points In New Jersey,
points in the Philadelphia, Pa. Commer-
cial Zone as defined by the Commission,
Providence, R.I., Coming, N.Y., points
in that part of New York within 160
miles of Newark, N.J., points in that part
of Massachusetts on and east of U.S.
Highway 5, points in that part of Con-
necticut on and east of U.S. Highway 5,
and those on U.S. Highway 1 between
the New York-Connecticut State line
and New Haven, Conn., to points in
Florida, with no transportation for com-
pensation on return except as otherwise
authorized. The purpose of this filing
is to eliminate the gateways of Balti-
more, Md. and Washington, D.C. This
application Is a gateway elimination re-
quest filed pursuant to the Commission's
Policy Statement In Ex Parte No. 55 Sub-
No. 8 noticed in the FEDERAL REGISTER
issue of December 9, 1974; and Is directly
related to MC-F-12292 published In the
FEDERAL REGISTER of August 28, 1974.

No. MC 11496 (Sub-No. 20), filed Feb-
ruary 3, 1975. Applicant: TWIN CITY
FREIGHT, INC., 2550 Long Lake Road,
Roseville, Mlnn. 55113. Applicant's rep-
resentative: Alan Foss, 502 First Na-
tional Bank Bldg., Fargo, N. Dak. 68102.
Authority sought to operate as a com-
mon carrier, by motor vehicle, over ir-
regular routes, transporting: General
commodities (except those of unusual
value, classes A and B explosives, house-
hold goods as defined by the Commission,
livestock, commodities in bulk, and those
requiring special equipment) (1) be-
tween points in Becker, Clay, Mahno-
men, Norman, Otter Tall and WIlken
Counties, Minn. and points In M1inne-
sota within 35 miles of Beckenrldgo,
Minn. (except Moorehead, Sundel, Bear
Park, Rindal, Waukon and Flom, Minn.
and points on Minnesota Highway 32 in
Norman and Clay Counties, Minn.) on
the one hand, and, on the other, points
in Barnes, Billings, Burleigh, Cars,
Dunn,' Eddy, Foster, Golden Valley,
Griggs, Kidder, McKenzie, McLean,
Mercer, Morton, Oliver, Sheridan, Stark,
Steele, Stutsman, Traill and Wells Coun-
ties, N. Dak. and points in that part of
North Dakota on and north of U.S. High-
way 2 (except points In those parts of
the above-named Nortlr Dakota Coun-
ties south of Interstate Highway 94);
and (2) between points In Barnes, Bill-
ings, Burleigh, Cass, Dunn, Eddy, Foster,
Golden Valley, Griggs, Kidder, Mo-
Kenzie, McLean, Mercer, Morton, Oliver,
Sheridan, Stark, Steele, Stutsman, Traill
and Wells Counties, N. Dak, (except
points In that part of North Dakota
south of Interstate Highway 94) on tho
one hand, and, on the other, points in
that part of North Dakota on and north
of U.S. Highway 2. The purpose of this
filing Is to eliminate the gateways at
points In Fargo and Cass Counties, N.
Dak., and Williston, N. Dak. This ap-
plication is a gateway elimination re-
quest filed pursuant to the Commission's
Policy Statement In Ex Parto No. 55
(Sub-No. 8) noticed in the FEDERAL Rno-

IsTER issue of December 9, 1974; and Is
directly related to MC-F-122906 published
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in the FmmuD. REGISTER of September 5,
1974

No. MC 564 (Sub-No. 11), filed Febru-
ary 3, 1975. Applicant: DUDLEY'S
TRANSCONTINENTAL MOVERS, 2120
Adams St.. Lincoln, Nebr. 68504. Appll-
cant's representative: Gailyn L. Larsen,
521 South 14th Street. P.O. Box 81849,
Licoln, Nebr. 68501. Authority sought to
operate as a common carrier, by motor
vehicle, over Irregular routes, transport-
ing: Household-goods, as defined by the
Commission, (1) between points in Utah
on and east of U.S. Highway 91, on the
one hand, and, on the other, points in
Nebraska, Iowa, Misouri, Wisconsin,
Minnesota, Michigan, Indiana, Illinois,
Ohio, West Virginia. Virginia, North
Carolina, Maryland, Delaware, New Jer-
sey, New York; Pennsylvania, Connecti-
cut, Rhode Island, Massachusetts, New

- Hampshire, Maine, and the District of
Columbia. The purpose of this filing s to
eliminate the gateways of Montrose,
Delta and Gunnison Counties, Colo. (2)
between Texas, Oklahoma, and Arkan-
sas, on the one hand; and, on the other,
points in Maine, New Hampshire. Mas-
sachusetts, Connecticut, Rhode Island,
New Jersey. New York, Delaware, Mary-
land, Pennsylvania. Virginia, North Car-
olina, West Virginia, Ohio, Indiana,
Michigan, Minnesota, Wisconsin, Illinois,
Iowa, Nebraska, and the District of Co-
"fumbla. The purpose of this filing is to
eliminate the gateway of points In
Kansas.

(3) between Grant County, Okla. and
points in Kansas, on the one hand, and,
on the other, points in Arkansas, Illinois,
Indiana, '7Iowa, Kentucky, Minnesota,
Ohio, Tennessee, Pennsylvania, New
York, New Jersey, Delaware, Maryland,
Virginia, West Virginia, North Carolina,
Connecticut, Massachusetts, New Hamp-
shire, Rhode Island, Maine, Michigan,
Wisconsin, and the District of Columbia.
The purpose of this filing is to eliminate
the gateway of points in Missouri south
of U.S. Highway 54 and west of Missouri
Highway 5 including points on the In-
dicatid portions of the highways speci-
fied. This application is a gateway elim-
ination request filed pursuant to the
Commission's Policy Statement in Ex-
Parte No. 55 (Sub-No. 8) noticed in the
FamERAL REGISTR issue of December 9,
1974; and is directly related to MC-F-
12303,published in the FEDERA REGISTER
of September 18,1974.

MC 1931 (Sub-No. 15), filed January
27,1975. Applicant: VON DER ARE VAN
LINES, INC., 600 Rudder Avenue; Fenton,
Mo. 63026. Applicant's representative:
Robert J. Gallagher, 1776 Broadway, New
York, N.Y. 10019. Authority sought to
operate as a common carrier, by motor
vericle, over irregular routes, transport-
bng: Household goods as defined by the
Commission, (1) between California, New
Mexico, Colorado, and Utah. The purpose
of this fflfl is to eliminate the gateways
at McKinley, San Juan, and Valencia; N.
Mex. (2) between all of the above named
points on. the one hand, and, on the other,
"points- in the United States (except

Alaska). The purpose of this filing Is to EXPRESS, INCORPORATED, 501 South
eliminate the aforesaid NewMexico gate- 14th Street, Richmond. Va. 23219. Appli-
ways and also the necessity to use Colo- cants representative: Harry T. Jordan,
rado or Nebraska as a gateway on car- 1000 16th Street NW., Washington, D.C.
tuin shipments. This application is a 20036. Authority sought to operate as a
gateway elimination request filed pursu- common carrier, by motor vehicle, over
ant to the Commlsslon's Policy State- irregular routes, transporting: General
ment n Ex Parte No. 55 Sub-No. 8 commodities (except those of unusual
noticed in the FEDERAL REGISTER Issue of value, Classes A and B explosives, house-
December 9, 1974; and directly related to hold goods as defined by the Commission,
MC-F-12309 published in the FzDEnAL livestock, commodities in bulk, in tank
REGISTER of October 2, 1974. vehicles, commodities requL-ing special

MC 58287 (Sub-No. 4), filed Janu- equipment, and those injurious or con-
ary 31, 1975. Applicant: ALL I D taminating to other lading), between

DayVERY SERVICE, INC_ 174 Cabot points in Connecticut, on the one hand,
DtVEk Wes Babylon.N. 174 abo and, on the other points n Essex. Hud-
Street, West Babylon, N.Y. 1E104. Appl - son, Bergen, Passaic, Union, Middlesex
cant's representative: Donald . Cross, Morris, Hunterdon, and Somerset Coun-
700 World Center Building. 918 Sixteenth ties, New Jersey; points n Orange and
St. NW. Washington. D.C. 20006. Au- Rockland Counties, New York; Ardmor&,
thority mought to operate as a common and Lansdowne, Pennsylvania; points in
carrier, by motor vehicle, over irregular the New York, New York Commercial
routes, transporting: General commodl- Zone, as defined by the Commisslon;
ties (except those of unusual value, points in thePhiladelphia, Pennsylvania
classes A and B explosives, household Commercial Zone, as deflned by the Com-
goods as defined by the Commission, mission; points in the territory bounded
commodities in bulk,. and commodities by a line beginning at the Hudson River
requiring special equipment), between and extending in a southwesterly diric-
points in Suffolk and Nassau Counties, tlon through Englewood, Ridgefield,
N.Y, on the one hand, and. on the other, Brookdale. Somerville, Glen Ridge, Sum-
points in Somerset and Morris Counties, mit, Raritan, Blowenburg. and Ewing-
N.J.; and (2) pocket books and pocket ville, New Jersey to Wilburtha, New Jer-
book material and supplies, between Sif- soy, thence across the Delaware River
folk and Nassau Counties, N.Y., on-tbe to Yardley. Pennsylvania, thence over
one hand. and, on the other, Pennsburg, Pennsylvania Highway 432 to Phidel-
Pa. and South Norwalk and Bridgeport, phia. Pennsylvania, thence across the
Conn. The purpose of this filing is to Delaware River to Paulsboro, New Jer-
eliminate the gateway at New York, N.Y. sey, thence in an easterly direction
This application is a gateway elimination, through Mount Royal, Fairview, Tans-
request filed pursuant to the Commis- boro, Atslon, Tabernacle, Lebanon, State
slon's Policy Statement in Ex Parte No. Forest, Bucklngham, Whiting. Keswick,
55 Sub-No. 8 noticed in the FEDERAL REG- Grove, and Bayville, New Jersey to the
iSTza issue of December 9. 1974; and di- Atlantic Ocean, thence in a northerly
rectly related to MC-F-12325 published direction along the New Jersey coast and
in the FEDERAL REGIsra of October 10, Hudson River to point of beginning, In-
1974. cluding points on said boundary line,

MC 99396 (Sub-No. 3), filed January points inNewYork, NewJersey, Pennsyl-
31, 1975. Applicant: BYRNES L.L MO. vania, Delaware and Maryland, north of
TOR CARGO, INC., 136 Allen Boulevard, Baltimore, Md., on the following high-
Farmingdale, N.Y. 11735. Applicant's ways:
representative:. Robert R. Redmon, 5530 (a) U.S. Highway 1 from Baltimore,
Wisconsin Avenue. Suite 1145. Chevy Md. to New York. N.Y., (b) US. High-
Chase, Md. 20015. Authority sought to way 40 from Baltimore, Md. to junction
operate as a common carrier, by motor U-S. Highway 13, thence U.S. Highway
vehicle, over irregular routes, transport- 13 through Chester, Pa. to Philadelphia.,
ing: General commodities (except tho Pa., and thence U.S. Highway 1 to New
of unusual value, Classes A and B explo- York, N.Y., (c) U.S. Highway 322 from
sives, household goods as defined by Chester, Pa. to Bridgeport, N.J., thence
the Commission, automobiles, corn- Alternate U.S. Highway 130 to junction
modities in bulk, commodities requiring U.S. Highway 130, thence US. Highway
special equipment, and those Injurious or 130 through Brooklawn, N.J. to Junction
contaminating to other lading), between US. Highway 1, and thence U.S. High-
points In Nassau and Suffolk Counties, way I to New York. N.Y., (d) U.S. High-
N.Y., on the one iand, and, on the other, way 40 from Baltimore, md. to Junction
points in New Jersey within 15 miles of New Jersey Highway 49 (also Delaware
Columbus Circle, N.Y. The purpose of this Highway 273 from. Junction US. High-
filing is to eliminate the gateway at New ways 13 and 40 to New Castle, Del. in-
York, N.Y. This application is a gateway eluding New Castle; and Nev Jersey
elimination request filed pursuant to the Highway 49 from Pennsville, N.J. includ-
Commission's Policy Statement in ]I ig Pennsville to Junction U.S. High-
Parte No. 55 Sub-No. 8 noticed n the way 40), thence U.S. Highway 40 to
FEDERAL REGISTER Issue of December 9, Woodstown. N.J., tbience New Jersey

Highway 45 to Junction U.S. Highway
1974; and directly related to MC--F- 130, near Westville, NJ., thence US.
12327, published h3 the FEDRAL RzaRsx Highway 130 through Brooklawn, N.J. to
of October 10, 1974. Junction U.S. Highway 1, and thence

MC 4491 (Sub-No. 15), filed January U.S. Highway I to New York, N.Y.,
30, 1975. Applicant: GREAT COASTAL Quantco, Va. and points in Richmond.
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Louisa, Hanover, ,King and Queen,
Mathews, Gloucester, James City, New
Kent, King William, Charles City,
Henrico, Goochland, Buckingham, Cum-
berland, Powhatan, Chesterfield, Prince
Edward, Spotsylvania, Caroline, Essex,
Northumberland, Lancaster, Middlesex,
Stafford, King George, Westmoreland,
luvanna, and Amelia Counties, Va.,

Richmond Deepwater Terminal, Va.
as an extension of operations to and from
R!chmond, Va., points within eight miles
of Petersburg, Va. and including Peters-
burg. The purpose of this filing is to
eliminate the- gateway at Fairfield
County, Conn. This application is a
gateway elimination request filed pur-
suant to the Commission's Policy State-
ment in Ex Parte No. 55 Sub-No. 8 no-
ticed in the FnEaAL REGISTER issue of
December 9, 1974; and directly related
to MC-F-12332, published in the FED-
ERAL REGISTER of October 17, 1974.

No. MC 65088 (Sub-No. 4), filed Feb-
ruary 3, 1975. Applicant: FAYARD
MOVING AND TRANSPORTATION
CORPORATION,, 2615 25th Avenue,
Gulfport, Miss. 39501. Applicant's repre-
sentative: Donald B. Morrison, 717 De-
posit Guaranty Bank Building, P.O. Box
2228, Jackson, Miss. 39205. Authority
sought to operate as a common carrier,
by motor vehicle, over irregular routes,
transporting: General commodities (ex-
cept articles of unusual value, household
goods, Classes A and B explosives, com-
modities in bulk, and commodities re-
quiring special equipment), between
New Orleans, La. and Mobile and Bayou
La Batre, Ala., on the one hand, and, on
the other, points in George, Hancock,
HarrisOn, Jackson and Stone Counties,
Miss. The purpose of this filing is to
eliminate the gateway of Gulfport, Miss.
This application is a gateway elimina-
tion request filed pursuant to the Com-
mission's Policy Statement in Ex Parte
No. 55 (Sub-No. 8) noticed in the FED-
ERAL REGISTER issue of December 9, 1974;
and is directly related to MC-F-12361
published in the FEDERAL REGISTER of
November 20, 1974.

MC 76677 (Sub-No. 10), filed Decem-
ber 26, 1974. Applicant: HALLAMORE
MOTOR TRANSPORTATION, INC., 795
Plymouth Street, Holbrook, Mass. 02343.
Applicant's representative: Frank J.
Weiner, 15 Court Square, Boston, Mass.
02108. Authority sought to operate as a
common carrier, by motor vehicle, over
Irregular routes, transporting: Plant, of-
fice, and store equipment and supplies,
requiring specialized handling or rigging,
between Brockton, Mass. and points in
Massachusetts within 35 miles of Brock-
ton, on the one hand, and, on the other,
points in Ohio. The purpose of this filing
is to eliminate the gateways of any point
in New Y6rk within 75 miles of Syracuse,
N.Y. (2) Plant, office, and store equip-
ment hznd supplies, requiring specialized
handling or rigging, between points in
Massachusetts, Rhode Island, Connecti-
cut, Vermont, New Hampshire, and
Maine, on the one hand, and, on the
other, points in New Jersey and Ohio.

The purpose of this filing is to eliminate
the gateways of any point in New York
within 75 miles of Syracuse, N.Y. (3)
Road-building machinery and contrac-
tors' equipment, which because of size oi
weight requires special handling or the
Pse of special equipment, between points.
in. Connecticut, Maine, Massachusetts,
New York, and Pennsylvania, on the one
hand, and, on the other, points In Ohio.
The purpose of this filing is to eliminate
the gateways of any point in New York
within 75 miles of Syracuse, N.Y.

(4) Road-building, contractors' ma-
terials and supplies, when transported
together with road-building contractors'
machinery and equipment which because
of size or weight require special handling
or the use of special equipment, between
points in Connecticut, Maine, Massachu-
setts, New York, and Pennsylvania, on
the one hand, and, on the other, points
in Ohib. The purpose of this filing is to
eliminate the gateways of any point i'n
New York within 75 miles of Syracuse,
N.Y. (5) Commodities, which because of
size or weights, require special handling
or rigging, between Boston, Mass. and
points in Massachusetts within 0O miles
of Boston, on the one hand, and, on the
other, points in New York within 75 miles
of Syracuse, N.Y. The purpose of this
filing is to eliminate the gateway of New
York, N.Y. This application is a gate-
way elimination request filed pursuant to
the Coinimission's Policy Statement in Ex
Parte No. 55 Sub-No. 8 noticed in the
FEDERAL REGISTER Issue of December 9,
1974; and directly related to MC-F-12373
published in the FEDERAL REGISTER of De-
cember 11, 1974.

No: MC 69397 (Sub-No. 15), filed Feb-
ruary -3, 1975. Applicant: JAMES H,
HARTMAN & SON, INC., U.S. Route 13,
P.O. Box 85, Pocomoke City, Md. 21851.
Applicant's representative: Wilmer B.
Hill, 805 McLachlen Bank Building, 666
Eleventh Street NW., Washngton,.D.C.
20001. Authority sought to operate as a
common carrier, by motor vehicle, over
irregular routes, transporting: (1) Lum-
ber, from Norfolk, Va., and points within
35 miles thereof, to points in New York,
and New Jersey within 50 miles of New
York, N.Y., and points in Pennsylvania
east of the Susquehanna River. The pur-
pose of this filing is to eliminate the
gateways of points in Worcester and
Somerzet Counties, Md. (2) plywood,
from Norfolk, Va., and points within 35
miles thereof, and points in Connecticut,
Massachusetts, Rhode Island, North
Carolina, New York (exCept those within
50 miles of New York, N.Y.), New Jersey
(except those within 50 miles of New
York, N.Y.), and those in Pennsylvania
.west of U.S. Highway 11. The purpose
of this filing is to eliminate the gateway
of points in Somerset County, Md. This
application is a gateway elimination re-
quest filed pursuant to the Commission's
Policy Statement in Ex Parte No. 55
(Sub-No. 8) noticed in the FEDERAL REG-
ISTER issue of December 9, 1974; and is
directly related to MC-F-12378 published
in the FEDERAL REGISTER of December 18,
1974.

MC 5623 (Sub-No. 25), filed Feb-
ruary 3, 1975. Applicant: ARROW
TRUCKING CO., P.O. Box 7280, Ttlsa,
Okla, 74105. Applicant's representative:
J. G. Dail, Jr., 1111 E Street NW., Wash-
ington, D.C. 20004. Authority sought to
operate as a common carrbr, by motor

'vehicle, over Irregular routes, trans-
porting: Machinery, equipment, mate-
rials and supplies used in, or in connea-
tion with, the discovery, development,
production, refining, manufacture, proc-
essing, storage, transmission, and dis-
tribution of natural gas and petroleum
and their products and by-products and
machinery, materials, equipment, and
supplies used In, or In connection with,
the construction, operation, repair, serv-
icing, maintenance, and dismantling of
pipelines, including the stringing and
picking up thereof, except the stringing
and picking up of main or trunk pipe-
lines, and machinery, equipment, mate-
rials and supplies used in, or in connec-
tion with, the construction, operation,
repair, servicing, maintenance, and dis-
mantling of pipelines, other than pipe-
lines used for the transmission of natural
gas, petroleum, and their products and
by-products, water, or sewerage, re-
stricted to the transportation of ship-
ments moving to or from pipeline rlghto
of way, (1) between points in Colorado,
Illinois, Kansas, Missouri, Nebraska, New
Mexico, and Wyoming, on the one hand,
and, on the other, points In Oklahoma
and Texas; (2) between points in Colo-
rado, Kansas, Nebraska, New Mexico, and
Wyoming, on the one hand, and, on the
other, points In Arkansas, Louisiana, and
Mississippi. The purpose of this filiIg is
to eliminate the gateway of the state of
Kansas. This application Is a gateway
elimination request filed pursuant to the
Commission's Policy Statement in Ex
Parte No. 55 (Sub-No. 8) noticed in the
FEDERAL REGISTER issue of December 9,
1974; and Is directly related to MC-F-
12381 published in the FEDR1AL RoSTnrn
issue of December 18, 1974,

No.' MC 71536 (Sub-No. 11), filed
February 6, 1975. Applicant: ARROW
CARRIER CORPORATION, 160 Route
17, Rochelle Park, N.J. 07662. Applicant's
representative: A. David Milner, 744
Broad Street, Newark, N.J. 07102. AU-
thority sought to operate as a commont
carrier, by motor vehicle, over irregular
routes, transporting: (1) General com-
modities (except those of unusual value,
Class A and B explosives, household
goods as defined by the Commission,
commodities in bulk, commodities re-
quiring special equipment, and those in.
jurous or contaminating to other load-
Ing), between points in the New York,
N.Y. Commercial Zone, as defined by the
Commission in 1 M.C.C. 665, those in
Bergen, Passaic, Essex, Union Counties,
N.J. and those in Middlesex County, N.J,
north of the Raritan River, those in Al-
bany, Rensselaer, Greene, Ulster, Orange,
Rockland, Columbia, Dutchess, Putnam,
Sullivan, Delaware, and Westchester
Counties, N.Y., Matamoras, and Phila-
delphia, Pa. and points within 15 mIles
of Philadelphia, Pa., and Claymont,
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Delaware, on the one hand, and, on the
other points in Massachusetts, Rhode
Island- and Connecticut and (2) general
commodities, except brick, coal and coke.
coin, currency, valuable papers, gems or
other articles of extraordinary value,
cond uits or pipe (clay or terra cotta), cut
glass, dailgerous eiplosives, fireworks,
fish fresh or frozen, flowers, fruits, fresh
vegetables, furs, compressed gases, gaso-
line or other inflammable liquids or ar-
ticles, bides, skins or pelts, livestock and
live poultry, motion picture films, sand.
gravel or crushed stone for building ma-
terial purposes, X-ray machines, or
tubes, commodities in bulk in tank trucks
or dump trucks, commodities which are
contaminating or injurious to other lad-
ing, commodities exceeding ordinary
equipment and loading facilities, or un-
suitable for transportation by truck, and
household goods as defined in Practices
of Motor Common Carriers of Household
Goods, 17 M C.C. 467, over regular and
irregular routes, between points in Hud-
son County, N.J. and those points in
Morris,-Somerset, Middlesex (other than
those north of the Raritan River) and
Monmouth Counties, N.J. which are
within 25 miles of Columbus Circle, New
York, N.Y., on the one hand, and, on the
other, points in Massachusetts, Rhode
Island and'Connecticut. The purpose of
this filing is to eliminate the gateways of
Westchester and Putnam Counties, N.Y.
This application is a gateway elimination
request filed pursuant to the Commis-
sion's Policy Statement in Ex Parte No.
55 (Sub-No. 8) noticed in the FEDERAL
REGIsTER issue of December 9, 1974; and
is directly related to MC-F-12419 pub-
lished in the FEDERAL REGISTER of Feb-
ruary 5, 1975. -

No. MC 125433 (Sub-No. 57), filed
February 6, 1975. Applicant: F-B
TRUCK LINE COMPANY, a corporation,
1945 South Redwood Road, Salt Lake
City, Utah 84104. Applicant's representa-
tive: David J. Lister (game address as
applicant) - Authority sought to operate
as a common carrier by motor vehicle,
over irregular routes, transporting: (1)
Building material and fencing materials,
between points in California, Washing-
ton, Oregon north of the 44th parallel,

Idaho, Montana on and west of a. direct
north and south line extending from
the northwest corner of Wyoming to
the United States-Canada boundary
line, Wyoming west of the Continental
Divide, Nevada east of a line extending
north and south through Mcflermltt,
Nevada, including Winnemucca, Nevada,
Arizona, and Utah, on the one hand,
and, on the other, points in Nebraska,
Iowa, Kansas and Missouri, (2) farm
machinery and used farm equipment
when of unusual size or weight, between
points in Oregon, Washington, Idaho,
Montana, Utah, Wyoming, Nevada other
than Mineral County, and Arizona, on
the one hand, and, on the other, points

-in Nebraska, Iowa, Kansas and Mis-
sourl, (3) pipe and iron and steel arti-
cles when used as irrigation supplies, be-
tween points in California, Washington,
Oregon north of the 44th parallel, Idaho,
Montana, Wyoming. Utah. Nevada other
than Mineral County and Arizona, on
the one hand, and, on the other Ne-
braska, Iowa, Kansas and Missouri, and
(4) machines, other than farm, maxi-
mum 5,000 pounds each, of unusual size
and weight, between points in Califor-
nia, Oregon north of 44th parallel,

Temporary authority applictlon,

9O9-9319

Washington, Idaho, Montana, Wyoming,
Nevada other than Mineral County,
Arizona and Utah. on the one hand, and,
on the other, points in Nebraska, Iowa,
Kansas and Missouri. The purpose of this
filing Is to eliminate the gateways of
Utah and Julesburg, Colo. This applica-
tion is a gateway elimination request
filed pursuant to the Commission's
Policy Statement In Ex Parte X6. 55
(Sub-No. 8) noticed in the Prznmx.L REG-

isTEf issue of December 9, 1974; and Is
directly related to MC-F-12433.

By the Commission.
EsEJ,] RoBmR L. OswArn,

Secretary.
[FR Doc.'l-5718 Filed 3-3-75;8:45 am]

[Notlceo No. 271

TEMPORARY AUTHORITY. TERMINATION
The temporary authorities granted in

the dockets listed below have expired as
a result of final action either grantihs
or denying the issuance of a Certificate
or Permit in a corresponding applica-
tion for permanent authority, on'the
date indicated below:

Pingi aton or.certflcot Data of
cr permal . action

Interstnte Motor Fregbt Syrtcza, ITI-33 Sub MC-&= Sub-5'3 __ Dcc. 24.1974
C & H Transportation Co. MC-S Sub 370 ...... MC-8 Su ..... Apr 5.1974
Bass Trnsportaion Co., n ., b4- 771 Sub =.. MC-M7M Sub,-l._ Do.
SchiU MotOr Lines, In3, 1C-10C 74 Sub CIOCG.. _ 1C-1C-74 Sub-7. Apr. 13,1974
Bulk Carrers Inc 1-107010 Sub 43,44.. . MC-107010 Sub-45-.. Apr. 22,19Tt
Pro-Fob Transit Inc., B14-107275 Sub £43: ..... . . . MC-0725 Sub- Do.
Armored Motor Service Corp., MC-107532 Sub -... --... .. ---- M-10732 Snub3._ Apr. 1,1974
Chemal Leanman Tank imn, In. BIC-11C25 Sub 10P .... MC-11&32 Sub- 0--------Ap. 5,1974
Comnerical Carriers. Inc., M-1C I Sub 17-..... . . m-IIC Sub.1- Apr. 10,1974
DDA, Contract 'rUcking Co., bIC-111214 Sub 10..... MC-111214 Sub-IL_- . Apr. 9, 17
Midwest Cost TG1nspo8rt, Inc.L140-11312 Sub . MC-111812 Sub.45.... Apr. 15,M9Th
MeKenzle Tank Lines, Inc.. IbU-112020 Sub 20.. .. . M.-11330 Sub-270._ Apr. 17. 197
Chemical Tr tqv% nc.. LIC-1127 Sub 4. . b.-112720 Sub Ar. 9. .94
Bray Lnes, Jne., 41i122 Sub Z7............MC.-112 Sub-270___ iar. 29,1 7
Bray Lines., Inc. MC---2. Sub 275 ....... ._ MC-_ 1 Sub-271 Apr. 19,1974
Arlington J. Wllians, Tue., 1C-11fLM4 Sub M ---- MG-12=4 Subh119 Dec. 31.1974
Trans-Cold Eres, -..1CI4045SubZ 33..... M -11405 Sub-337 Apr. 22.1974
Warren Trans tie.. 1G-114211 Sub 23.. . . M-114211 Sub-l198 Apr. 1M,974
Dart Transit Co., I0-114457 Sub MC1....... 14-114457 Sub-143 D_ M. .I4
Apple Lines Inc., 1b4-1I422 Sub 5L..______________________ MC-114252 Sub-52 Apr. II,14
Tennessee C_'.aro Co.. Inc.. B-IIS4 Sub23 20- MC-114 Sub-19 Apr. 30,174
Erwil Humor, 140-ILS, Sub 2........-_ ..... -... 14-15370 Sb-27... Apr. 23,1W4
Petroleum Carder Corp., BIG-.3 Sub C3. 140-1257 Eub--...... Dec. 23,1W74
Esymond Boyce Honeycutt MC-I377 Sub 1 . MC-1337 Sub-2. Dc. 15,1974

[spaL] ROBERT IL. OSWAL,

EM Doo..76- M Med 8-3-75;8:45 am] -
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Foreword
On January 2, 1974 the Regional Rail Reorganiza-

tion Act of 1973 (the Act) became law. It was passed
in response ,to a, threat to-the Nation's transportation
system posed by the bankruptcy of eight railroads in
the Northeast and Midwest, including the Nation's

-largest transportation company, the Penn Central
Transportation Company. The Act reflected- a growing
conviction that the ordinary processes of individual
railroad reorganizations under Section 77 of the Bank-
iuptcy Act were inadequate to assure a continuing rail
system in the Northeast and Midwest region (the R-
gion). The Penn Central bankrupicy occurred in June
1970, just twd years after the merger of the Pennsyl-
vania and- New York Central railrbads. Other bank-
rupt carriers are the -Ann Arbor, Erie Lackawanna,
Boston &-Maine, Central of New Jersey, Lehigh Valliy,
-Reading and the Lehigh & Hudson River.

It was the Penn Central's collapse wich focused
,the Nation's attention on the Northeast rail situation.
Penn Central alone employed over 90,000 people
and operated some 20,000 miles of railroad covering 16

-- states, the District of Columbia and two Canadian prov-
Jiuces. Included in the Penn Central's territory are 55
percent of the Nation's manufacturing plants and 60
percent" of its manufacturing employees. An integral
part of the Nation's transportation system, the Penn
.Central handles more than 20 percent of all the freight
cars loaded in the United States; Over 10 percent of its
traffic interchanges with other railroads. It is the la-
tion's leading carrier for the trAnsportation of automo-
biles, chemicals, metals, coal and manufactured con-
sumer products. Moreover, the eight bankr'upt carriers
employed almost 120,000 persons, a quarter of all rail
employees in the United States.

Most of the Regioi's railroad bankuptdies differ
from earlier railroad insolvencies in one essential re-
spect. Until the 1960's railroad bnkuptcies typically
were the result of 'an inability of the railroads to carry
debt costs. There were multiple-reasons for such finan-
cal difficulties, but the point is that reorganization of
the debt structure of the bankrupt railroads was ade-
quaie to reestablish an ongoing corporate structure and
Insure continuing rail service. The causes of the present
railroad bankruptcies are more complex and the con.-
sequences more severe. The bankrupt roads today are
unable to pay taxes or cover operating expenses in spite
of the fact that they bften drastically curtailed mainte-

nance of their physical plant. This def ered maintenance
expense results in evei further revenue loss and in-
creased operating expenses. The problems of Penn Cen-
tral and other bankrupt railroads require more than
traditional reorganization procedures.

The reasons underlying the current financial dif-
ficulties of the Region's carriers are discussed at some
length in the body of this report. Essentially, the cur-
rent bankuptces are the result of fundamental forces
affecting profitability of the entire rail industry-forces
which have -had their greatest adverse impact in. the
Northeast and 21idwest Region. It is generally agreed
that management ]had some responsibility for.the fail-
ure of the Penn Central. But to put the primary respon-
sibility on management, would wrongly conceal the
underlying problem. It would mask the need to deal
with the broader issues which will adversely affect the
long-term financial condition of the industry asa whole,
including ConRail and the restructured. eastern roads
envisioned by the Act. A Senate Commerce Committee
special staff report prepared in 1972 stated l that:

"qWle a study of the Penn Central results in a strong in-
dictment of its management, it would be a mistake to end the
examination with the conclusion that management failures
were the principal reasons for the railroad's downfall ...
(T)he environmental rircumstances (economic and competi-
tive) surrounding the Pennsylvania Railroad, the New Yorlk
Central lalroad, and the Penn. Central Railroad were so
burdensomethat it Is not easy, nor perhaps valid, to conclude
that a different management would 1hve prevented the collapse
of the Penn. Central... "-
During the first 3 years of the Penn Central bank-

ruptcy, it was believed that the carrier's financial prob-
lems could be overcome within. the existing framework
of Section 17 of the B'ankruptcy Act. Early in 1973,
however, the Penn Central trustees reported to their
reorganization court that substantial governmental as-
sistance would be needed to upgrade Penn Central's
plant and equipment so as to permit obtaining the in-
creased traffic necessary for a successful Section T re-
organization. This amount later was estimated at be-
tween $600 and$S00 million.

Congress responded to the bleak Penn Central situa-
tion by passing a joint resolution in February 1973 di-
recting the Secretary'of Transportation to usbmit, with-
in 45 days, a "report which... provides a, full and

"U.S. Congres3, Senate. Commlttee on Commerce. The Penn Cenfrar
and O0f9cr .aifroae. Committeo Print, 02d Cong., 2d sesn, 19T2,
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comprehensive plan for the preservation of essential rail
transportation services of the Northeast. .. *' Before
such a report could be drafted, the presiding judge in
the bankruptcy proceeding, Judge Fullam, issued an
Order on March 6, 1973 expressing his concern that con-
tinued operation of the Penn Central would violate the
Fifth Amendment rights of creditors. This Order di-
rected the Penn Central trustees to file either a plan of
reorganization or- a, proposal for liquidating the
rdilroad.

Faced -Nith a possible liquidation of the Pein Cen-
tral, CongresS undertook the extensive deliberations
which led to the passage of a nelv reorganization tct
tailored to the needs of the bankrupt carriers.

The Regional Rail Reorganization Act of 1973 is what
its name specifically implies. It shortens the normal
bankruptcy process by giving special "powers and re-
sponsibilities to the United States Railway Association.
(USRA), to fhe Rail Services Planning Office {RSPO)
of the Xnteifstate Commerce Commission (which it -cre-
ated); to the Secretary of Transportation and'to the
newly created Special Court. These powers are inaddi-
tion to those available to a normal Section 7 Bank-
ruptcy Court, and indeed the purposes of the Act are
considerably.broader thal those of previous bankruptcy
statutes. A "basic goal of the Act is to take the several
bankrupt railroads found ,to be incapable of individual
reorganization under Section TT and reorganizing and
consolidating their essential rail properties into a
financially self-sustaining rail company. In turn, secur-
ities of thenewv companyand otherbenefits:atobe ?ro-
vided to creditors -of the bankrupt railroads, in ex-
change for those rail properties designated for use in
continued rail service under the reorganization plan. A
successful reorganization requires creation of an on-
going rail company with earning ability (combined
with other benefits available under the Act) sufficient
to underwrite the securities of th -new company and
hence to compensate the creditors adequately foiYprop-
erties transferred to the planned system. The transfer
of designated property is -mand'atory following accept-
ance of the Association's Final System. Plan by
Congress.

The claimants of the Penn Central already haie tested'
the constitutionality of the Act. They contended that fhl
ultimate mlus of the stock or securities of ConRail
would not be equal to the "constitutional minimumi "
value ,of their property. Following an-expedited appeal
schedule, the Supreme Court -of the United States up-
heldthe constitutionality of the Act. The Court held, ill
effect, that should the -ecurities and benefits of the Act
be inadequate, he creditors could then bring an action
against the United States government in the Court of
Claims for any deficiencies. 'In addition, the Special
Court established by the Act lia's found that the Act, i3n
conjunction with a Court of Claims remedy, provides a

"fair and equitable" process for compensating the
creditors.

The Act provides for many imaginative and innova-
tive solutions in the effort to avoid the catastrophe that
would result from. cessation of most of the railroad op-
erations in the Northeast. These provisions include re-
duction of' the delays and uncertainties charactoristic
of Section i7 proceedings, mergers and discontinuances
,of uneconomic rail service. The Act also provides gov-
ernmental assistance in meeting labor protection costs.

ofst important, itprovides funds for rehabilitation and
modernization of neglected, physical plant and subsidy
of rail linis which generate to' little traffic to warrant
conthiuation -with purely private financial backing, The

Act also provides subsidies to continue operatien of
the bankrupt carriers during the planning process until-
a successor operation, could take over.

At the time of the Act's passage, railroad 'bank-
-ruptcies were geographically limited. The Act ap-
plied,-therefore, only to railroads in reorganization
-under Section W7 ofthe Bankruptcy Act in a region tmt
can be generally described as the Northeastern United
States-from the Canadian border on the North to
Virginia, West Virginiia and the Ohio River on the
South; from the Atlantic Ocean on the East to Alichi-
gan -and Illinois on the West.

Three new entities -were provided for by the legisla-
tion. First, there is the United States Railway Assocla-
tion, -which has the duty to develop a "Final System
Plan?" providing for the reorganization of rail services
and the disposition of rail properties of the bankrupt
railroads. It is authorized to issue obligations totaling
not more tian $1.65 billion to be used for making loans
to assist in carrying out the Act. .

Second, the Act, established a Rail Services Planning
Office in the ICC to evaluate the reports of the Secre-
tary of Transportation and USlIA, to assist communi-
ties and users of rail service -which might not otherwise
be adequately xepresented in the evaluation process, to
publish standards for.various costing and subsidy cal-
culations, and to assist States and other agencieg in
determining whether to provide rail service continua-
tion subsidies.

Third, the A&ct provides for the creation of a new
for-profit corporation, Consolidated Rail -Corporation
(ConRail), to acquire and operate the rail properties
conveyed to it -under the "Final System Plan."

A timetable for accomplishing specific tasks is set
forth in the Act, and the Association is required to de-
vise a Preliminary System Plan by February 26, 1975.
This report contains that Plan.

Oh January 9, 1975, trustees of the Erie Lackawanna
Railroad, a railroad in reorganization, made known to
the Association their desire to be included in the reorga-
nization -planning -process. This report xeflects inclusion
of the Erie Lackawanna, but in certain key areas it has
been impossible to include' the full impact of such a,
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change in the planning process. In the interim between
"issuance of the Preliminary and Final System Plans, a
supplemental report on certain specific elements such
as an analysis of Erie Lackawanna branch lines will be
issued for public commeit.
-The financial projections included in this report are

predicated on a continuation of the level of traffic, reve-
nues and expenses the industry 'has experienced in the
last 2 years. The Association has tried to assemble the
best available data and has commissioned reputable out-
side experts to aid in the presentation of forecasts of
traffic nd inflation factors. -

It is impossible to detemine at this timethe extent
and duration of the current business recession. The re-
cession will hdV-e significant direct effects on ConRail
operations and financial performance in its initial years.
These distortions cannot be reflected fully in USR:s
-preseit estimated of ConRail's financial performance.

The Association believes that with a proper expendi-
ture of funds, a goodimanagement, more flexibility in
pricing its services and relief from debilitating losses
from unprofitable -branch lines and passenger services
conducted for Amtrak and lMcal communities, we can
forecast a profit for.ConRail that would be about equal
to the 'verage ratd of profitability for the major solvent
railroads in the Nation. Even these carriers, however,
earn only a marginal return on the investment required
and the gross-volume-of business conducted; ConRail
can do no better.

'Whether lhis result can .be brought about, however,
will depend on many factors outside theplannng proc-
ess. As -one studies the Association'?s Preliminary Sys-
tem'Plan, it will become evident that there are no simple'
solutions in revitalizing the bankuhpt railroads. The
economics of the industry cannot be changed overnight.
Recessions such-as the one we are now experiencing can
ruin the rail system whileperiods of economic expansion
-have done no more than permit realization of u very
modest profit lor the industry as a whole.

The Association can only plan a system and recom-
mend m ethods of financial assistance. Others will have
to share inthe creation of an environment favorable to
an economically viable rail system for the Nation. The
industry itself collectivdly must do those things which
bring about a major improvement in utilization of
cars, facilities and equipment. Future profitability of
the industry also will depend in part on increases in
productivity of people; organized rail labor must find a
-way to contribute to that increased productiity. Exist-
ing relationships of the Region's railroads to their cus-
to mers and to the government will have to be altered.
Shippers -and passengers will have to bear a larger share
of the osts of providing rail services. A mall number
of communiti s and shippers.will-have to be prepared to
forego rail service where the provision of such service is
no longer economical aid sibsidy funds are not forth-

coming. In general, a vigorous effort must continue to
identify those transport markets which rail serves best
and to adopt rail service and operations to such optimal
economic functions.

In addition to the individual and local responsibility
described7 above, federal, state and local governments
muse -be prepared to change their policies toward trans-
portation. Ultimately, economic viability for all trans-
portation is a function of a realisic recognition f- the
necessity for the industry, and those who use it, to pay
its costs and permit it to obtain a reasonable profit. If
fundamental changes are not made in these factors, and
those enumerated above, an alternative is nationaliza-
tion, a solution no more desirable nom.Than it hs been.
in the past.

The Regional Rail Reorganization Act contemplated
that this report and the plan which it describes would
be "preliminary", and the Association wishes to stress
the aptness of that description. The February 26 statu-
tory deadline has given the Association less than eight
months from the date the Board of Directors took office
to conduct a transportation planning effort of unpre-
cedented complexity. During the period -between the
release of 'this report and the completion of the Final
System Plan, USRA -will continue the collection and
refinement of relevant data and will develop more fully
aspects of 'the rail services plan which now are tentative.
Within the next 60 days, the RSPO is to 'hold public
hearings on the Plan und send to the Association an
evaluation of public testimony as well as its own eval-
uation of the Preliminary System Plan. At the same
time, the ICC will consider whether pidposed acquisi-
tions by solvent carriers meet the requirements of See-
tion.5 of the Interstate Commerce Act. The Final Sys-
tem Plan is to be adopted by the Executive Committee
of the Association's Board of Directors not'later than
June 20 and presented to the entire Board for its ap-
proval. On that same date the Final System Plan will be
forwarded to the Interstate Commerce Commission. By
July 20,1975 the Plan is to be submitted to Congress for
its consideration. The Association- will not hesitate to re-
vise or amplify what is being presented in this report
should additional analysis or improved data point t6
new or better ways of providing adequate rail transppr-
tation service to the Region in keeping with the man-
date of the Act

This Preliminary System Plan raises many issues
for public debate and offers recommendations for
many but not all of the significant questions that are
posed. The public discussion to follow publication of
the Plan -will- aid in developing the Association's rec-
ommendatioA in the Final System Plan.

For the Board of Directors

AiT=u D. Lmwis, Chairmna
IJPDoc.75-5=05 P ied 2-26--75;8:45 am]
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VOLUME I-PART 1
Background and Summary.





1
The Economic Decline of the
Railroad Industry

Esential to an -understanding of the United States Railway Asso-
-datliob's Preliminary System, Plan is an, appreciation of the economic
history of the rail induifry. The railroads played a key role in the rapid
expansion and, development of this country during the 19th and early
26th; centuies- Ove the last 50 years, however, a far different picture

FLws evoked.
Since 1947, tha railroad industry has. experienced an 80 percent

decline in passenger revenue miles. During the same period, freight
revenite ton-miles increased by only 80 percent, as opposed to an increase
in, the gross national product of 170 percent. As competing technologies
inatured and public policy accommodating those technologies came into
Ueing_ the railroad indialry z'n the Northeast and Midwest Region, wvas
unable to respond fully to changing economic trends.

There is no sinfle cause of the bankruptcies in the Region, and,
therefore, no single remedy. But problemi which, have beset the rail in-
4Iustry in generaZ are uniquely c nbined in the Region. Each factor com-
tributing to the current state of rail service must be addressed sgtisfactorily
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if the industry is to e r'estore4 to a competitive, constructive position and
provide the nation with safe and efficient service.

Chapter 1 explores those major economic factors affecting the rail

industry's decline, particularly in the Region. Appendix B, a supple-

ment to this Chapter, details the current financial condition of the.industry.

The nation's railroads were the marvel of an earlier
day. Rail technology opened the West, ging a ess to

millions of acres of wilderness. The national rail system
grew from 167 miles of rail along the Atlantic seaboard
in 1835 to a 254,000 mile intercontinental network at its
peak in 1916. The rail construction era was finished for
the seaboard states 'by 1900 and soon afterward for the -

remainder of the Northeast states.
Much of the rail plant was constructed to meet local

needs rather than to serve regional or national transport
functions. Coordination of rail lines was minimal and,)
as a result, the present network is not the most efficient
system that could have been designed. The rail system
today retains much of its early duplioation and complex
ownership.

Railroads were the first of the modern transportation
technologies to develop. In the absence of a competing
techiology, t-he raidl system of the 19th Century pro-
vided a comprehensive array of transportation services,
including both freight and passenger services. Rail-
roads provided the only way to develop an area inten-
sively either for agricultural or industrial uses. More
than any other factor, the railroads linked the regions
of -this country into a transcontinental economy.

During World* War I, railroads were vital in this
country's role of providing material to the allies. They
continued to -be the dominant inteieity form of trans-
portation, throughout the decade of the 1920's. Their
market position was reflected in their financial strength
and the value of their equity and debt securities. The
railroads were truly one of America's great industries.

Over the last half-century, however, a far different
industry has evolved. Although railroads continue to -be
the largest carrier of intercity freight in terms of ton-
miles, they no longer dominate intercity transportation.
Efficient competing systems of transportation have
eroded the rail traffic base. The last period of heavy
reliance on railroads occurred in World War IXI when
the rail system mobilized to handle greatly expanded.
traffic and again supported a nation at war. Gasoline
and rubber rationing limited the use of the private auto-
mobiles, trucking was in relative infancy and the in-
land waterway network was. less extensive than it is
today.

After World War II, the competitive position of the
railroads deteriorated. Revenue passenger miles de-

clined 80 percent from 194i to 1973 in spite of explosive
growth in passenger travel generally. Railroad's market
share of perishable agricultural produce and higher-
rated manufacturing products declined significantly.
During the post-war period the growth of -the railroads
has lagged behind the economy in general. In 1947 the
railroads carried nearly two-thirds of the intercity
freight; by 1973 thit share had dropped to 39 percent.
During the same period, when the gross national prod-
-ct grew approximately ITO percent (after adjusting for
inflation) and while industrial production grew 219,
percent, total U.S. rail revenue ton miles grew only 30
percent while ton. miles carried innh-t--Eastern District
(see Chapter 10, Figure 4 for definition of Eastern Dis-
trict) actually declined 17 percent.

Sluggish traffic and revenue growth have depressed
the railroads' financial performance. Railroad earnings
today are only three-quarters of their '1911 level (again,
after adjusting for inflation). For many years the cash
generated by the American railroads has not been sufli-
cient to meet capital requirements of the industry, and
the return on investment has not been sufficient to enable
the railroads to finance capital expenditures by selling
common stock.

The general decline in market share and the accom-
panying financial problems of railroids are most severe
in the Northeast. Eight carriers in the N'ortheast and
Midwest are bankrupt; several elsewhere in the country
are in precarious financial condition, but none are bank-
rupt. Six of the bankrupt railroads cannot meet their
operating and maintenance expenses.'

Causes- for the Decline

Much of the discussion surrounding the' plight, of
America's railroads, and particularly the financial col-
lapse of the Penn Central, fails to grasp the complexity
of the issue. There is no single cause and no simple solu-
tion. Underlying all aspects of this problem is the sig-
nificant difference in the degree of public support 6n-

1 The courts have determned" that these six carriers cannot booree
organized on an income basil withiu "the provisions of Section 77 of
the Bankruptcy Act, and they were included In tle USRA planning
effort at the outset. Trustees of a seventh, the Brle Lackawanna, re4
cently stated that the line cannot be rdorganized on an income pro.
ducing basis and have petitioned Congress to permit reclassification
as a railroad in. reorganization under the Act. The Boston ,& Maine
reorganization court determined that It can. be reorganized under
normal procedures.



joyed.' by the, -iarious transportaiion systems. (see Ap-.
penditx). Xailroading'sills canmot be traced to ond or
,mother. single cause,. norrcan-these, causes_be. readily
corrected: The- current econonic condition of the rail-
roja&-is attributable to-many complex 'mc.interrelated.
:Factors; among the, more important of which bre:

e The virtual explosion, of the fechnology' of 3ival
'forms -of transportation since: 1920, which radically
changed the competitiv& position of the rail industry.
In contrasti -the -rate of techn6logical development of
the rail industry has been slow, reflecting its relative
Matutity., - I - . te* Massive public support for the newer auto, trulr,
barge and airline technologies throughlprovision of pub-
lic ftinds for -ground f acilites and rights-of-way. Only-
a portion- of these costs-are repaid by user charges.

Basik changes in underlying market conditions as
iihdistry locations shifted aid traffic flows declined and
as liea-vyindustry and igriculture gave way to, a service-
oriented, high technology economy.

T T inability of the railroad industry to adjust to
clianmig iarket coiiditions. Bcaus its facilities ard,
fixed. in, place,% -N4ause"tlie rigulitory climate con-"
strained managementd flexibility in setting rates, in
kpeT0rggandin atbandinig obsoletepropertiles aid lines
and because of-Joss of traffic to.other modes of transpor-
tat.ion. Public law prevented tht-rail industry from de-,
-veloping unified systems of transportation using many
different methodsof moving goods. -

*- The.,eoccupation of some -ail managements 'with

operating problems while neglectifigig lie development
of modern marketing practices. -An additional factor is
theiiiability of management and labor to agree on meth-
ods for improving-labor productivity following imple-
mentation-of innovations wholly or partially designed
to economize labor cdsts.

--The industry generally has had insufficient internal
funds to jnaintain and upgrdde its .facilities nor havd
private capital or pibli'UfiilS bee. tavailabe The re-
sult has been deferred maintenanqe, "vbich. has fur-
ther weakened the competitive position of the lines
involved. Thus, the vicious cycle is complete

All the e problems must be attacked if satisfactory
.rail-freight, service is-to existin-thefuture. The prob-
lenms attributable to a lailure of operations or manage-

.men. must be correctd: -within the. industry. Publf6
policy, birdens, must be.zresolved. Adi, .policies revised,
Government must grant the railroad industry the flexi-
-'lit y to adjust.-where competiig technologies have al-
tered the competitive position:

Al this can be done ',urtherinore , iWacu- be done.
witlin the,. framework of private. qwner -hip aMr- op:;
craion, ibut it:will take a pruden t planning phmase; :
sizeable commitment of public funds, realistic dyiioii

in, national transportation. policy and, the genuine co-
operation of the indust.

Changes in Technology

Fifty -years ago there simply -was no other form of
interity transportation for the bulk movenent otgoods
and people other tha-the railroad&. Although rail
tecbnology has not been -wholly static, development.
since that date in no -way rival the technical develop-
ments of competitors.

'With the emergence of the automobile, society be--
came more hiighly mobile, a development as nportant
to the economy as to social custom. This, coupled with
the development of t6e high speed, pressurized air-.
plane, for medium. range and long distance travel, ef-
fectively eliminated thetrain. as a competitor for pas-
senger services. After a. long downward. decline in
taffic, the, rail industry basically phased out of the

intercity passenger market, once a major contributor t-
profits.

Innovations in trucdng along -with the development-.
of modem highway systemsiave enabledmotor carrierm
currently to, carry 23 percent of the total intercity
f-eight. ton-miles. A cbifibination of waterway d~velop-
ment and improved barge technology has created a.
major -water carrier industry since 1920, and inland
'waterways now account for 16 percent. of total inter-
city ton-miles of freight. Pipeline technologf has cap-
tured themovementlof fluid petroleum and natiaIl gas,_
and oil pipelines now account for about 2a pektent of
intercity fteight movement. Moving coal-slurry (par-
tices of coal suspended in -water) through pipelines
may cause- this mode to grow substantially inthe future.

The past three decades have seen the advent of a
number of technological advances in the railroad in-
dustry, among-them: diesel power, modern Ieight car
equipment, piggyback anl unit trains, scheduled main-
tenance programs, automated classification yard, com-
puterizedc clerical functions and centralized traffic con-
tro). But these have been incremental in nature, as op-
posed to the major advances realized by rail's compefti-
tors, and railroads have thereby suffered in the market.
place.,

Government Policies

All forms of modem transportation (eept pipe-
lines have received a generous helping hand from all

*"vels of government and all -are subject- tovirlous
laws and regulations. Publi policy towardtransporfa-"
tion has tw" elements: inancial support and regula.-
tion-n both, public policy appears to have workecl.o
the disadvantage of railroads.

F in anial. The federal governmenf's basi policy has.
be n-to promote development of -different methods of
t#apotation. 'WXis haps been a. deep-jeUted. national
policy fAnz. the 'ery-begiunin~g of the United State4



oe' o! its early applications being land gran ts to
Western railroads in the 19th Q(nuury. The federal
government has continued this policy of. large scale
promotional aid into tlis century by.the support of -the
new transportation technologies as they came into
being.

The early assistance to railroads pales 'when coM-
pai'ed to the continuing aid given to the development
of the private automobile and trucking industry, the.
airlines and inland barge op erations--ll competitors to
the railroads,

Tlh'ough 1973, total federal, state and local expendi-
tures to support rival forns of transp ortation have been
in excess of $450 'billion, most of it spent since 1920
(see Appendix H). Only a portion of this outlay has
been recovered by user charges, such as fuel taxes, rate
surcharges, rental, landing fees and the like.

Government policy toward the railroads contrasts
sharply with national policy toward the coastal and in-
land waterways, 'where facilities from lighthouses to.
locks have been constructed and operated directly by
governmental authorities without charg6 to water car-
riers. All government expenditures on waterway facili-
ties totaled approximately $16 billion through 1971, a
substantial proportion of which represents benefits -to
'water carriers.

Gover mnent support of airways and airportshasbeen
substantial User fees were not levied until tho 1960's
and not until 1970, in. the Airport and Airways Develop-
ment Act, did Congress set up user taxes anda, trab
fund for capital expenditures in airports and airwayp,
, In Appendix H2 it is noted tat government support
for airlines in expenditures-for operations of the ai-
ways, on the order of $500 million annually, is not con.-
pensated .in user charges. In addition, local service air-
lies receive subsidies for service to small cities in ex:-
cess of $60 million annually. Iu the area of freight, air
transport has little influenced the railroads' current sit
uation, but t-he airplane has been a key factor2in the
demise of -what was once a. ymiy profitable passenger
service.

Highways and motor transport have received the
broadest; and most substantial governmental aid, with
expenditures for highways by all levels o government-
ainounting to over $20 billion per year in the early
1970'Is. Fuel taxes and other fees have paid much of the
cost of highway development and maintenance!
but many experts believe that the large rail-competitive
trucks have not paid their share relative to the benefits
they receive.

Without question, the major lilghway'improvements
of the last 80 years, especially the construction of the
Interstate Highway System, have aided truck move.
ient greatly and have accelerated the diversion of
freight tramfoto trucks from rail. ]Even at 55 m.pl,, n d
with allowanco for rest and stops, trucks have an over-

night seTice rafige of more than 400 milelin a single-
driver truck,2 thus allowing rapid service throughout a
region from a limited nunber of distribution centers.

In this century, the railroads and the pipelines are the
only competing forms of tra.nsportation which have not
benefited substantially from public expenditures for
their basic rights-of-ay and ground facilities. This has
distorted the cost comparisons between the railroads and
their competitors significantly. The cost of maintenanco
of way and communmicati6ni and related facilities of the
railroads, including interest charges, were 21 percent of
total ral revenues in 1973. Thus, railroads are at a.cofl-
siderable disadvantage in competing for traffic.

Even if user fees -were fully compensatory, the fact
that rail competitors obtain their fixed facilities and
rghlts-of-way by such charges acts again to the substan-
tial disadvantage.of the railroads. For the railroads,
these costs are largely fxed -while t'all competitors pay
a user charge only as needed for'the facility involved.
Costs thus vary dir~eofy with volume of business.

By 'virtue of public provision of rights-of-way, non-
rail transportation businesses do not have to maintain,
repair and re-construct facilities and rights-of-way. Rtail
competitors therefore have % less complex managerial
burden.

Another mor disadvantage for railroatds is the long-
term effect of -inflation on. the comparative costs of do-
lug business. Barge operators pay nothing for the right
to operate overjthe waterway system. Truckers pay fuel
taxes 'which are raised infrequently so that their unit
expense on right-of-way varies only with volume and
has risen slowly. For example, federal fuel taxes
have not been raised since, 1959. By contrast, railroads
must maintain their facilities with their own money, and
rising prices and higher labor costs must be borne more
immediately.

Regyatioa. The railroads were the first American
industry to come under extensive state or federal gov-
erment regulation, even aintedating passage of the In-
terstate Commerce Act of 1887. 'Undoubtedly, the publie
interest was well served by the original regulatory struc-
ture because of the geographid unevenness of compett-
tion between rail routes and railroads' concentrated
economio power.

Railroad regulation in today's transportation. eon-
vironment,'however, warrants reexamination. A recent-
study estimated. the economic losses from excess capacity
(inefficient use) and misallocation of traffic attributable
to transporUtation regulation at $4:-$9 billioini legu-
lation of railroad rates has failed to assure adeqytato
industry profits and rates of return and has retarded
the railroads' ability to compete, because the kxisting
process is "slow, cumbersome, inflexible and hostile to
-an-sUmate suggested by American. Trtickiig Association, based oit

30 Ihours at 40 m.p.b.
GUhomna G. Xoore, T aO F.eability of Dcrc aaffnj Surface Trans-

rsfft bp. 2-t
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3narketing innovation by the railroads".' The Inter-
state Commerce Com son 6n the one lland has fre
quently iused&the power it possesses to hold down rates,
and- th .vidence suggests that hold-downs hav6 been to
proteat mivement-of commodities that o.therwis6 -would
be is6lated geographically. On the other land, the
Comni'ssioK 6ften hs -disallowed rate reductions that
competition would have dictated..

The return on railroad investment has not appearea
to b6 a" foremost consideration to the ICC.-The preva-
lence Of across-the-board rate increases attuned to gen.-
erar price and wage levels, not rates of ietm, is not

sufficiently[ resonsive o the clanging economic aind
transpoit eLvironment.

Railroads offered a full range of transportation serv-
ices in the 1920's, but they Ilave not evolved further into
"transi6tation comipanie, the Congress having created
law fliit impedes such evolution. By lpw in 1935, rail-
roads --were precludOd from offering competitive truck
sierice; unless they were then offerng. such services,
althougj they were not precluded from securng oper-
ating rights to undertake the pickup ad delivery func-
tions 'which trucks perfohn so well.
I -Mergers and other forms of coordination within the

railroad industry also are subject to regulatory restric-
tion and delay. Thus, the railroad. industry has been
haikapped while its competitors hive exlloited new
t.clhno165ies-tb the full and have 6ijoyed the benefits
of public fund§ that have sb greatly'assisted competing
methods ot bof iinerial transpoitation. These pressures
have- h d massive advers affects on the dynamics of
raikoad developmi ent ahd the profitability of the in-
d ustry.

-Not having deieloped as int6grated transportation
compafies, railroads became more aihd more narrowly
defined in the markets in wvhibh. they could effectively
compete and in their approacT to the problems of
transportation. Railway. labor took the full brunt of
the coihpetitive impact of other forms of transportation;
job prbtection became a major element of rail labor
objectives and, in-part,-dn aspect of regulation. ItIs
questionable whether rail labor would have been so'pre-
occupied with job protection if the railroads had been
pernfiitted to develop as integrated transportation sys-
tems.

Freight Growth -and Character

Freight transportation has gXroiyn slowly .relative to
the gross national product (GIRM), and the composi-"
tion-of- freight- that has grown is less suitable to rail
service and more adaptable to trucdng. Between 1947
and 1972, intercity freight traffic grew at an average
annual rate of 2.8 .percent compared to an average an-
nual growth rate of 3.8 percent for GNP. If intercity.

'U.S. Senate, Committee on Commerce, The Penn Cocntral and Ot"cr
qa.roads,-p. 2S0.

ton-miles are cal:culated exclusive of oil pipeline move-
ziehts the average annual growth of tfl freight between
1947 and 1972 was only 2.2 percent.5 s

The forces which cause freight trasport demands
to grow more slowly than the economy include:

o Ther subtitution of lighter-weighb materials to be
transported.

* The growth of submarkets which justify multiple
xegional production sites. -

* Improved transport and distribution systems.

* More radical technological changes, sucli as high-
voltage long-distanci lines for the "shipment" of elec-
tricity, as opposed to the transportation. of energy
resources.0

It appears that established industries have managed.
to reduce their transportation requirements. In. addi-
tion, the consumptioi-of bulk raw materials, another
staple of rail traffic, reflects population growth more
closely than it does economic activity. For the last quar-
ter century or more,the agriculture, mining andforestry
iectors of the economy have been declining as'a share of
GNP. Historically, these industries provided the basia
source of railroad freight and their relative decline has
contributed to rails' falling share of traffic.

D-ven worse from the railroads' perspective, bulk con-
modities traditionally transported by rail, such as iron
ore and grains, have grown less rapidly than plastic
or meat, for example. Coal productionshowed no growth
at all between 1957 and 19605 but it may rebound as a

major source of domestic energy.
Manufacturing production has grown more rapidly

than that of bulk commodities, but. within the manu-
facturing sectorthe fastest growth hasbeeninindustries
producing goods that are of high value relativ to their
bulk and also relative to the transportation costs in-
curred. Good examples are computers,business machines
and such consumer goods as television sets, high fidelity
equipment, cosmetics and pharmaceuticals-articles gen-
erating little, demand for Tail transport. The fastest
growing sectors of the economy are personal services,
finance and government-activities needling little goods
movement in general or rail transportation in par-
ticular.'

Location of Economic Activities

Production locations exert an influence on traisport
demand apart from the nature of the goods themselves,
and for the railroads this influence has been.negative..

zImprorfng Railroad Froductivitl, Final Report of the Task Force
on lalroad Productivity. to the National Commission om Productivity
and The Council of Economic Advisers, 1973, p. 2. -.

'U.S. Senate, Committee on Commerce, The Penn Central and Other
Iaflroads, pp. 232-33.

";Ibid., p. 229.
Slinproving Raffroad .Profauctrilt, Final Report of the Task Force

-on Railroad Productivity, Chapter I for a. general discussion-, and Alex-
ander L. 3brton, .Xretght Demand, unpublished Ph.D. dLssertation;
Harv'd Unlreriylr, 10T3, for additional detail
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Population shifts to metropolitan centers, reduce, th"
amount of traffic to and from rural areas an. leave ex-
cess rural trackage, 'which has not decreased concur-
rently with population shifts away from areas the lines
once served. As a result, railroads are brdened. with
facilities that no longer are productive. Further, the
most rapid production and population growth is in areas
such as Atlanta, Dallas, Phoenix and Denver, not in the
older Eastern production centers with extensive rail
plants.

Thus, railroads in these older areas suffer as jobs and
factories move to and natural 'resource development
takes place in newer growth areas. fultiple centers and
natural resource development encourage producers to
move their plants, creating less .interdependent regions
of the nation. Tis in turn has favored. the use of short-
-iaul trucdng. Today, good. highways, especially. the
interstate system, are prime factors in business and
.plant location.

Truck, barge and pipeline have the decided advantage
of being unencumbered by inherited equipment and op-
erating patterns. They, can -focus on the most promising
areas uf cargo carried by rail; railroads, to some extent
held bac c by regulation, anmiot fght back with equal
competitive vigor. Trucks -and nirplanes appear to have,
captured the transportation of light igh-hvale com-
modities for decentralized shippers requiring high-
quality service.

Manufacturers generally choose plant locations by
considering both good. highway access and good rail
connections, and. many aerospace and electronics firms
producing very high-value goods will be found near air-
ports. Barge and pipeline firms vigorously solicit trans-
portation of bulk goods; the ton-miles they move
roughly have quadrupled'during the last two" decades.

Deficit Service Requirements

The early rapid expansion of the railroad industry
and the. absence of effective competition led to the con-
struction of many lines no longer economic to operate.
Traffic once almost the sole domin of the railroad in-
dustry was captured by competitive transport busi-
nesses, and this trend continues today, -with railroads
in the Northeast and Midwest facing the largest re-
adjustment problem.

Some excessive rail capacity has resulted from
changes within the industry itself, as a result of cen-
tralized traffic 'control systems, automated yards, larger
freight cars and more powerful loco'motives. Railroad.
mergers and internal redirections of traffic flows result
in unnecessary trackage as the industry seeks better use
of roadway and rolling stock.

Traditionally, the railroad industry seeks to un-
burden itself of deficit-producing, services (usually
light density branch lines or passenger services) by

petitioning regulatory agencies to, digcontluuo ' aban-
don the service. However,

the essential approach of both legislation and
regulation was to consider abavdonment as an
aberration . . . small town grain elevators, liko

'whooping cranes, were to 'be preserved wihon
ever p'ossible ....1

Where the losses on branch lines haye been substan-
tial, especially in the RegioiI, the condition og 'ul rail-
road. properties is financially damaged. Muinonance
of way expenditures 'are deferred -nd toe attompts to
meet minimum sa:My standards lead to a lack of funds
for main line maintenance as well as the deficit-procluc-
ing branch.

Estimates of avoidable losses from light density
branch operations nutionwide vary from about $57
million to more than $1O0 million per year. This is not
an amount sufficient to restore the financial health of
the industry, but "the correlation,'between fmnanial con-
dition and'the incidence of the light density ine prob-
lem suggests that the problem may be somewhat greater
than the FRI estimate implies." 10

The Railroad Problem in the Region

The railroads in.the Region and particularly thoge
in the Northeast have been affected most severely by
the negative factorg influencing the financial heqlth and
'condition of the railroad industry. The N'ortheast was
the first area to be developed, has -the oldest industries
and the oldest and most extensive railroad system. many
of its railroads were built purely for local service well
before the advent of trucking. The current railroad sys.
tem' represents a splicing of hundreds of constituent
roads, each having its own outdated branches and spurs,

The industries predominating in the Region, partic-
ularly the N'ortheast, are among the most slowly grow-
ing sectors of the economy and are the most easily dis-
placed by new.'location patterns. In addition, they tend
to produce goods that lend themselves to trucking com-
petition, especially because predominating shipments
are short haul in nature. Water carriers are also active
in and around the Region and intermodal facilities are
much more extensive there.

The railroads in the Region also are responsible for
a predominant share of passenger service, representing
a loss to operate and a distraction for management. The
plant facility built to provide extensive passenger serv-
ives also represents a great,r degree of redundancy than
anywhere else in the system.

vl'ames R. Nelson, "The Economics of Railroad Abandonmentu,"
Symposium &I Economic and Publio raltcV Factors Influencinllg .igh
Density Rail Line Operations, January 1973, sponsored by U.S. Dopart-
ment of Transportation, Federal Railroad Administration, p. 0.

1OImproving Railroad Productivity, Final Report of tha Task Yorcm
on Railroad -Productivity, p. 162. Los3 estimates Were taken from pageg
160 and 161.



" In addition, the: depletion of natural resources in the
Easthas led those industries and the traffic they generate
to depart to the newer and more rapidly developing
population centers. This situation has resulted in de-
creased. tax revenues-to serve social-purboses of com-

munities i'the Northeast. They in turn have been more
reliant' on property taxes levied on railroad holdings
and most isistant to abandonments depriving them of
those revenues.

.The Problem of the Penn Central Merger
. Generalizations about Thb Penn Central merger are

difficulto make. They depend on three underlying fac-
tors that are hard -o separate: the difficulties and con-
stfaints management faced, the quality of personnel
and their decisions and agreements reached with labor
and the ICC as conditions of the merger, i.e., labor pro-
tection arrangements and the agreement to absorb the
New Hfaven railroad into the merged system.

The legacy of railroading in the-Northeast would
lead many to believe correctly that successful manage-
ment of the merged railroads would be -a miraculous
and almost unobtainable goal. One study refers to the
Penn Central merger as the birth of "a. grotesque set of
Siamese twins." '-The two partners werebothin finan-
cial difficulties, mostly a result of developments beyond
management control as discussed elsewhere in this
chapter. -

-' anagement decisions in the railroad aiidustbry are
constrained by many 'considerations, including regula-
tory policies and decisions, relationships with shippers
and ependence.upon connecting railroads, the position
of competitive carriers such as trucks, rail technology
and the plant and equipment inherited from the past.
:Regulatory procedures and delays, a necessary part of
the merger process, left the merger's outcome in doubt.
From-the late 1950's until final approval was won in
1966 and court procedures and objections exhausted in
1968, merger planning was stifled by uncertaiity.

One element of management capability does seem to
lend itself to discussion. It concerns the implementa-
tion of the merger -itself, the scale of the resulting
merged company and the dynamics of transition towarl
this new and 'greatly expanded scale of operations.
Prior to the -merger, the two major parent railroads
-served a-large amount of identical geographic terri-
tory,- had -substantial parailel route structure and ex-
perienced similar traffic patterns. It was understood
that merger meant consolidation. Savings were antici-
pated -from the elimination of duplicate operations and
facilities. -

It appears, however, that "little thought was appar-
ently given to the difficult process of forging one com-
pany from the pieces of its predecessors,.., the pre-

--tU.S.. Senate, Commlttee oR Commerce, The Penn Ocnfrag and
Other Bailroads, p. 179.

merger planning ... did not spell out the steps or proc-
esses necessary to move from two separate roads to one
unified -railroad." ' In the rush to consolidate, the diffi-
culties of a major change in physical flow of traffic and.
reorganized work patterns for labor werernot given.
systematic attention, and managerial philosophies of
the two parent companies appeared to differ widely.

The results of a crash program to merge incompatible
systems vere devastating. Without detailed operational
planning the attempt to grow suddenly introduced a
dynamic element -which overode all else. In hindsight,
Penn Central proved not to have adequate management i
sufficient time or financial stability to supporb the con-
solidation of the two major operating companies.

Changing patterns of production, a declining share
for the Northeast economy and the increasingly com-
petitive service of alternative modes .required innova-
tive responses from. management that did not appear.
Specific managerial shortcomings played a role: ex-
amples are igh. dividends paid out in the face of cash
shortages, the deterioration of internal accounting con-
trols leading to deterioration of the billing and collec-
tion functions and overly imaginative accounting pro-
cedures to bolster reported income. In addition, it was-
questionable wisdom to proceed with the merger itself
as the cost of labor protection, the absorption of the
New fHayen and the generally drawn out delays esca-
lated the negative aspects of the problem. -

Summary and Future Outlook 3

Several pervasive amid enduring causes for the de-
cline.of railroading were examined in the first part of
this chapter. These causes gave the appearance of i
concerted act-by the general public, other industries,
government, even the railroads themselves-to cause the
railroads to fall from power into financial difficulty.
The problems of the Northeast and the bankrupt car-
riers simply are extensions of those found elsewhere,
and the financial conditions provide ample evidence of
decline becoming collapse among the candidates for
consolidation.

Yet railroads have shown considerable staying power.
It is striking that, after several decades of expanding
truck- operations and a deteriorating rail industry, rail-
roads are still the leading producers of freight ton-
miles. The more than 850 billion --evenue ton-miles
moved in 1973 represent approximately the samevolumie
as all other carriers combined, except pipelines. Iu'19t3,
the railroads set an all-time record for ton-miles of
freight., and they experienced a slight increase in their
share of total intercity traffic for the first time in almost
a decade.

Ibid., p. 335.

A full discusalon of the current financial conditions of the rallroaid
industry and. the tegion in particular, accompanied by suporting
tables and graphs, appears In Appendlx B.



A review of the factors affecting the growth of inter-
city freight traffic in the NVortheast and the competitive
balance among modes does not suggest a strong revival,
however, regardless of the relative efficiency of the rail
industry. The lNortheast will continue to experience
population outmigration and a lower rate of population
growth. The nation's birth rate has reached its lowest
point in decades and continues to fall.

Diminished year-to-year growth in real income per
capita also would contribute to diminished growth in
traffic volumes. A number of factors point to lower
growth in real income than was achieved between 1946
and 1970, continuing the trend of the past few years.
Thus, the volume of raw materials and manufactured
goods handled by freight carriers should grow less rap-
idly than It has during the post-war period. Further
accentuating this trend, more, is being spent on services
and highly-fabricated manufactured goods that gen-
crate fewer ton-miles per dollar of finished product.

The relocation of raw material sources and manufac-
turing centers away from the N ortheast will aggravate
its retarded growth of freight. Manufacturing facilifieg
have tended to remain disproportionately concentrated
in. the :Region, although it has ceased to be a, major
source of raw materials other 'than coal. As its popula-
tion or market disperses, the tendency of recent decades
for manufacturing to leave, the area. should persist.
Thgl.er costs of freight transportation, spurred by
higher fuel costs and the uncertain outlook for the :Re-
gion's rail transport, should stimulate further decen-
tralization of manufacturing.

One of the largest rail users, the automobile industry,
just announced a $5 billion capital program:?to develop
siialler and more fuel efficient cars. This can only have
a negative effect on the movement of total freight in
the Region.

"While these inherent negativ factors must be con-
silered in any forecast, the Association has projected
a. slight increase in rail freight tratrc over the next
decade. This is based on the assumption of general
growth in traffic and maintenance (rather than decline)
of rail's share in the freight market.

The one bullish traffic forecast is for the movement
of coal. Railroads are the dominant coal carriers, and a,
massive conversion to coal consumption could lead to
substantial growth in Northeast freight tonnages and
ton-miles, despite the depressing effect of other factors.
A growth of coal traffic would, of course, place rather
different demands on the rail system than an equal
growth of other traffic. Hflowever, even if coal consump-
tion does grow rapidly, there is no assurance that rail-
roads will benefit accordingly.

The availability of rail transport, has been a prereq-
uisite for coal production in the past, but mine-mouth
generation and high-voltage electricity transmission
have been used increasingly as an alternative to coal
transport, and further technological breakthroughs in

transmission may 'be expected. Coal gasification nd
liquefaction presumably 'vwi attract greater attention
as volumes grow. Only the railroads' share of export
coal traffic seems reasonably secure from such diYersion,

•although it is concentrated over a limited nulnber of
rail routds.

The prospects for rail freight growth in the. 'orth-.
east also -are clouded by a, possible shift of freight. to
competing modes. There already has been a substantial
diversign of high-valued freight to trucking and trucks
are appearing-to, become steadily more aggressive in
competing for bulk commodities as -well. Three factors
that may perpetuate this trend are greater freedoom for
private truck operations to solicit backhauls, increased
truck size and weight allowances and high interest rates
that reward inventory reduction and tight scheduling.
On the other hand, higher fuel costs and stridter en-
forcement of reduced highway speeds may deprive the
trucks of some of their competitive advantage.

The network of high-performan~e highways is not
likely to be expanded much further in tho Northensti
and. the relocation of factories and warehoites to sites

wit.k easy highway access is pretty much complete.,
These two, influences were important in the.diversion
of freight to trucks in the past, but may be considerably
less significant in changing modal shares in the years
ahead.

Further increases in fuel prices would, work to the
advantaje of the railroads, as they are more fuel of-
ficient on the, long haul, and the implicit weight-sensi-
tive cost differential might retard or arrest truck pone-
tration into the movement of bulk commoditieg, For
the short run, petroleum prices appear to have reacdled
a, supply-demand equilibrium level and further per-
centage increases on the scale of the past two years are
unlikely. Even these recent increases, it houlvd bo
noted, put little more than , crimp in the growth of
tracking. Looking further to the. future, the nation will
have to rely increasingly on relatively abundaub coal
supplies.

Though the relative importance of hexry materials
has diminished in the economy, shipments of lumber,
grain, agricultural exports, woodpulp, paper pro ducts
and stone, to name but a few, will remain as baske traffic
generators for the railroads, 'and their displacement, as
bulk haulers over long distinceg seems unlikely. 'Scrap
and materials for recycling, while not replacing virgin
materials, represent a potential growth market for bulk
hauling.

Other modes have relatively limited ability to ab-
sorb much of this rail-oriented traffic, and there may
be some shift in the modal choice of bulk commoities
between rail and water carriers as well. The imposi-
tion of user charges on river traffic in the Northeast,
would divert bulk cargoes to rail, depeliding on the ex-
tent to which the user charge is intended to recover
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capital costs -or operating and maintenance costs.
There. are two general areas of major promise for

railroad traffic. A commitment to aggressive develop-
(ment and promotion of containerization and reliable
intermodal service could reopen large movements of
manufactured goods for railroads. This sort of break-
through into profitable service-sensitive traffic could
work wonders.

The remarkable ability of railroads to expand traffic

without major disruption may prove to be a mpst valu-
able asset. Society today is conscious of the fragile na-
ture of our environment, our excessive consumption of
petrolemn and continuing misuse of much urban land
by highway construction while congestion persists or
worsens. This attitude can lead to greater recognition
of the railroads' potential as a. fuel-efficient, land-con-
serving and low-pollution alternative for future traf-
fic-growth.
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2
Goals. and Issues Underlying the
Preliminary System Plan

T li& chapter sets the stage for the presentation of the Preliminary

System Plan. by addressing several issues that had to ba redoved in thMe

process of erafting the Association's specific recom~zendations.

Twa issues receive special attention in the chapter. One is the question

of t7hweztent of federal involvement in restructuring- and rehanTitating raiI-

service provided by the bankrupt carriers. The amount of federa financial

support required by ConRail will be substantially larger than contem-

plated in the Act and it will be necessary to find ways of providing this

support without resulting in defacta nationalizaton of thefirm. The other

is thet issue of balanced. pub iW policy for fransportation. The naion must

evelop transport Policies that take full account of cost, energy and

environmentaI considerations.

Tle purposes- and goals of the Act provided guidelines for USR4's

work, but a. number of underting- confficts remained to be resoled&. This

Prelinminarj Sjstem Plan attempts ta achieve a. balance among the Aces

competing goats.



In enacting the Regional Rail Reorganization Act of
1973, Congress declared its purpose to provide for:"

* Identification of an adequate rail service system for'
the Northeast and Midwest Region,

" Reorganization of railroads of the Region into an
economically viable system capable of providing
adequate and efficient service,

" The establishment of the United States Railway
Association and the Consolidated Rail Corporation
(ConRail),

" Assistance to the states and local authorities for
continuation of local rail service threatened with
cessation and

" Necessary federal financial assistance at the lowest
possible cost to the general taxpayer.

The statutory goals guiding preparation of the
Final System Plan are outlined in Section 206 of the
Act. These goals complement the purposes of the Act

-and offer further direction to the Association and those
lyho review the Association's work. The Act-stipulates
that the restructured regional rail system should:

* Be financially self-sustaining,
M Meet Tegional rail transportation needs adequately,
I Improve high-speed rail passenger ser-ve in the
Northeast Corridor and identify other corridors in'
which major upgrading of track for high-speed
passenger operation would yield substantial public
benefits,

* Preserve, as much as possibl% existing'pa'terns of
service,

" Preserve facilities and service for coal transport
and conserve scarce energy resources,

" Retain and promote competition,
" Attain and maintain desirable environmeiital

standards,
* Achieve efficiency in train operations and.
" Minimize unemployment and adverse effects on

communities.

Resolving Conflicting Goals

The Association feels a strong responsibility to en-
sure that the purposes-of the Act are met and the goals
of the Plan are effectively balanced. It is significant
that pursuit of an adequate and financally via le rail
service system (to paraphrase the combined wording)
appears both among the purposes and the goals of the
Act. There can be no doubt of the importance. Congress
attached to these objectives.

Though all of the-Act's goals have-been considered,
these two basic statutory aims have been at the core of"
the Association's planning process. Like any broad
reaching legislation, the Act's goals are not fully con-
sistent with one another. Testimony of public witnesses
at the Rail Service Planning Office hearings last year
clearly demonstrates the difficulty of.balancing certain
goals against th6 others.'

On tAhS poW, itis importnt to bear, in mind the lado
that tA~e eight goals of the Ac t apply to the entire Fina3
,ystem Plan. None 'a limited to (onRail or any other,
ising?!e aspect of the Plan, nor can any one goal b viewed
-n isolation and applied narrowly to a particular igsuo,
such, as eac1 individual ligid-density line or tho coo.

omic impact on a shi2per or community,
Congress itself recognized, at least by inference, the

lack of consistency in the goals. For example, the House
Interstate and Foreign Commerce Committee report on
the.Act said that it "recognized the need for safeguards
for small areas, to be able to continue essential service
which is not economical for the carrier. This was recog-
nized as a social cost to be borne by the governments'
(House Report 93-620, pp. 28-29). The conflict between
needed service and- financial self-sufiiciency was pro"
posed to be resolved in this fashidn.

Adjustment and accommodations are inevitable, and.
the Association has attempted to do this in a rational and

-logical way, 'but there is no magic formula fox reconcil-
ing these confliift. The greatest thallenge facing the
Association in its plannIgg task wasmot-theconflicting
goals and competing inteests; given the situation, it
could hardly have been otherwise. Instead the Associa-
tion's challenge was to draw those conflicts and compet-
ing interests together in u manner that would converb
the broad purposes and goals of the Act into specifio
'decisions and recommendations for the Preliminary and.
Final System Plan. What became clear in the process is
that unless USRA provides for an, economically self-suf-
ficient system, the Act's basic intent will not be achieved.

The Association believes that this Plan represents i
fair and reasonable, although preliminary, resolution ol
the issues inherent in the Act's purposes and goals. The
Board of Directors of the United States Railway Asso-
ciation hopes that this report will help to focus the nec-
essary and desirable public discussion whichis to follow
publication' of this Plan.

The Extent of Federal Involvement

The Regional Rail Reorganizdtion Act contemplates
reorganization and operation of thb Region's baiikrupt
rail carriers as profitable companies within the private
sector of the economy. The Association believes that
ConRail can be brought to a profit position about equal
to the average for the rail industry. The financial state-

. ments in this Plan show that ConRail's cash flow should
be sufficient to pay interest charges on federal debt in-
curred within the 10-year forecast period, but that
retirement of federal debt will not occur-within the 10
years. The Association recognizes that the importance
of-achieving a profitable ConRail will depend on many
factors, including workable agreements with the solvent
railroads in the Region and the manner in which nec-
essary additional federal financing is provided.,

- 12



-The bmount of federal financial support required- by
ConRail willIbe:substantially larger than contemplated
in the Act, ab-ndhe period during which more than 50
iercent- of the delit sfrupture of OonRail will be "fed-&
eral" probably w M, exceed 20 years. This is due to sev-
eral -faetors. Fhst, rehabilitation requirements are
soniewlimalb eater than .expected and thus higher "han.
contemplated in the A-t. In 1973 prices, the ,cost of re-
habilitation and capital improvements to ConRail right-
of-way and structure properties (in essence, raising
them in their former level of operation and service) is
esimated. to be $2 'billion during the -first 10 years.
USRA. *etpects -that inflation during the period of

eiehablitation: will about double the actual dollar cost.-I Second, beause of -the shortage of steel rail and the
requirement that rehabilifation be coordinated and.
coincident with normalline operations, it is anticipated
that the rehabilitation program will take place ovr a
period of 10 to 15 years. Third, ConRail-will need work-
ing capital loans until its cash flow from operations
meets its operating cashneeds, including funding inter-
est *payments in the early.years. Assuiaing normal
financial methods as set forth in the Act and ConRail's
ability to raise $500 million in thu-private sector for
equipmei t, total federal loans or loan. guarantees are
estimatect to be-approximately $3 billion by 1985 (ex-
-lding any obligatiois in. the initial conveyance of

properties).
The Association:-believes lhat the necessary federal

finding sujport'for the operating company canwtake
-place in a manner 'which does not result in de facto na-
fionalizaton. The entire thrut of the Regional Rail
Reorga&zation Act of 1973 was to provide.a piivate-
enterprise solution-to the.railroad crisis so as to leave
Conail a "for-prcifit".comp any which utimately dould
operate free of direct government involyement; nation-
alization was to be'avoided.

There has been a natural reluctance on the parf of
Congress to become d'eply involved-financially in pii-
-vate companies.'The Act itself represents a break with
tradition. but was felt to be necessary because of
the catastrophi& effects cessation of transportation by
thd-bankrupt railroads would have on the Nation's
economy. Congress passed a "reorganization" Act de-
signed to seek a pivate enterprise solution to resolve the
problem of the bankrupt carriers. An increase in f und-
ing over that contemplated in the Act to adjust for the
greater amount of rehabilitation and. to take into ac-
count the inflationary factors which aie substantially
more important today than when the Act, was passed,
might be required. Such an. increase would not change
the basic.thrust of the Act as it originally was passed.

This will not have been the first time in recent periods
when. the :ederal government has made extensive loans
to the troubled railroad industry. Through 1944, the Re-
construction Finance Corporation (RFCy, as part of its.
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general assistance program to industry and. commerce,
extended $938 million to railroads. Inflation.of these
loans to a value equivalent of a.USRA loan commit-
ment today to meet ConRails rehabilitation require-
ment 'would raise the value of the original loans to a
figure oier $7 billion. The controls exerted by the RFG
as a basis for these loans were Ils than contemplated by
the Regional :Rail Reorganization Act of 1973 since they
did not require a government majority position on. the
Board of Directors of the organization tb-receive sup-
port as a condition of theloan.

Recognizing that there may be some concern with
such an extensive public loan commitment to ConfRail,
a private company, the Association has studied the pos-
sibility of the creation of a. separate corporation';vhich
would own the rights-of-way of ConRail and have the
responsibility for their rehabilitation. The range of al-
ternatives fo be studied includes a, completely private
company owned by the stockholders of ConRail, a mixed
ownership company with both private and public owner-
ship of stock in the company and a wholly owned gov-
ernment corporation.

In Chapter- 3 the Association presents each of these
alternatives briefly to provide the basis for public debate
and consideration by Congress.

The-projected financial viability of ConRail is pre-
dicated on a major rehabilitation. program. Though
relatively minof changes Inight take place both in the
scope and location of specific rehabilitation projects, the
Association does not believe that significant changes
can be made without -affecting the profit and. loss
projections.

The Final System Plan will show the fall financial
commitment needed. That Plan as approved by Con-
gress must grant .sufficient funding to meet -worling
capital needs and the planned rehabilitation progral.
in 6rder to support the value of Con!ail securities.

Balanced Public Policy for Transportation

Another compelling issue uffecthig the succesfu-
reorganization of the 'bankrupt carriers is the absolute
necessity to provide a more even balance, in public
support policies and regulation of the various modes of
transportation and to integrate planning for their de-
velopment. As explained in Appendix H, public .up-
port for all competing modes of transportation except
pipelines is large and -pervasive. This-has adversely
affected the rail industry. Not only has there been a.
direct effect on the profitability of the rail industry but
also such pliblic support has facilitated the develop-
ment of competing forpis .of transportation, some of
which are more harmful to the environment and con.-
sums much more energy per ton mile transported than
do railroads. -

Chapter 11 shows the comparative energy consumed-
by railtechnology as compared to other modes. For high

13
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volume operations; if an additional 10, percent of the
traffic which could be carried -by the rail industry were
diverted to*trucking, total energy consumed in. inter-
city freight transportation would increase approxi-
mately 8 percent. On the other hand, if the rail industry
regains that same volume of traffic, total energy con-
sumed in transportation would be reduced by about that
same percentage. Changes in national transportation
policy could help achieve this energy saving.

The lack of profitability of the rail industry, partially
due to its impaired competitive position, is resulting in'
some disinvestment of capital in the industry and.in in-
adequate maintenance of some of its facilities.-Afany im-
portant operating companies -re literally consuming
their own assets. Only a few rail systems now exist with-
out substafitial deterioration of facilities due to de-
ferred" maintenance. Reports filed with the Interstate
Commerce Commission -indicate thbt nationwide de-
ferred maintenance and capital expenditures now total
about $4.3 billion and that figure is increasing. The de-
ferral of niaintenance over a long period of time was
one of the primary' reasbns for the ultimate collapse of
the Penn Central and the inAbility of its trustees to re-
organize the company through normal* procedures. A
continuation of this trend in the industry has significant
implications for the future.

The effett .* inflation on the competitive position of
the rail industi and its competitors is not uniform. In
supplying its own investment in rights-of-way and basic
facilities, the rail industry will be forced'to'withstand
the full effects of long-term inflation in the cost of the
materials and labor which go into those facilities. Thus,
market forces, including the high cost of money, will af-
fect the rail industry directly, and the industry has
little ability to control -those costs. In fact, the defered
mnaintenance bil, because it must be paid over the next
J1 years, will about double due tonfltWin.

On the other hand, the cost of using the rights-of-way
and many basic facilities of other transportation modes,
except pipelines, is fixed by law. Such costs will vary
only if legislative action is taken to increase user charges
in keeping with inflationary trends. The implication
this has for rail profitability and for, energy consurep-
tion is significant.

The rail industry presents a, fundamental problem
in public policy in a private enterprise system. There
is a natural hesitancy to provide government assistance
to railroads because doing so seems to be in conflict
•With the underlying philos6phies of our free'enterprise
system. It would be tragic-if the rail industry were rele-
gated to a lesser and lesser.role in transportation. BaZ-
aneing and equalling t7he government- support fo'r aZ

trportanod can ep prevent oi, rear
erosion ol rail's competitke posiltfc azw enduro that
eacA mode peorm i& mo eAfec4 o rok.

Central to the planning of the Association. Vias ben.
its .attempt. to take a broader look at the role if rai-
roading in the transport system. of the, Region. Sub-
sequent sections of this Plan offer suggestions Ion tho
kind of rail service most likely to serve genuine trans-
port needs in. the.next 10 to 15 years. The Plan. aulo
addresses the question of -how, that type of service will
fare -in competition with other modes, both! in cost and.
service.

This report presents an unalysis of the impact. of
total abandomnent of rail service an(I the substitution
of service by alternate modes; it also considers the pios-
pects for saving economic resources by substituting
truck service to points now served unprofitably by-rail.
Assessments are made -of the energy, environmental and,
local econdmic impacts associated with substituted
service.

The goal that stands over all of these intricate mode-
choices and impact analyses sh'ould be efficiency in the
use of available resources. The Association seeks to rec-
ommend a System Plan that calls fil the right amount
of the right kind of rail service. There is no sense in
building or rebuilding more md better rail facilities
than are -justified on a cost-benefit basis. There is no
need to preserve rail service to points served faz moro
economically -by other modes.

In this regard, the Associatioi i believqg that our 'a-
tion's major systems of transportation 'must be rega.-
lated in a balanced manner that adds to thi strength of
each mode. Federal support as may be necessary should
not produce, cimpetitive distortions among modes of
transportation. The N tion will not be wll'served by
continuing policies of separate development of each
form of' transportation regardless of cost, energy anid
environmental considerations.

There is much waste that already has occurred~as P
-result of separate development, and the ation no longer

can afford wasteful policies. The, capital requirements
of-the bankrupt railroads and the rail industry as a
whole during the next decade will be enormous, Butthey-
will pale beside the amount which will be invested

through existing programs in competing mod@'of trans-

pqrtation. If these expenditures are made according to
the status quo and without a senible, evaluation of the

need. for an integrated transportation system~t~hp lt-
tion wM makebad use of its resources, bankruptcies 'Will

continue to spread through the rail industry and tho
public will suffer.
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AN ALTERNATIVE TO HIDDEN CROSS SUBSIDIES

The railroads, like other common carrier transport
modes with: high fixed costs, traditionally have fi-
nanced some deficit services through transfer of funds
-within the firm, a device known as "cross subsidy". Rail-

.roads always have had certain obligations 'beyond thos
associated -with a normal business enterprise; the char-
ters, powers of eminent domain -and regulatory system
under.which they operate all reflect n presumption in
public policy that commone carriers have special respon-
sibilities. Stated somewhat differently, public policy
-was willing to tolerate a. measure of railroad monopoly
power partly because that monopoly power created a
flow of funds which could be tapped to finance, via
cross stibsidy, some services which public officials wanted
continued but not at direct taxpayer expense.

Extensive development of waterway and highway
systems and the increased availability of private car-
riage have weakened tlie economid base that tradition-
ally .enabled railroads to support these public service
obigaitions. Shippers increasingly .have developed and
exercised the option of operating their own transporta-
tioi system (usually trucks) wlhen common cArrier rates
were excessive. In addition, shippers over time 'have
been able to change distribution patterns to avoid high
transportation costs. This combination of private car-
riage and altered production and distribution patterns
has undermined the abilify of common carriers, es-
pecially railroads, to support deficit services.

As rail revenues and profits were lost, the effort to
achieve financial viability while serving all customers
often required compromises that served neither corpo-
rate nor public interests. For example, as passenger
lpsses mounted, services -were downgraded if not totally
abandoned. Although service to the public -was poor,
carriers still had significant losses. A similar pattern is
now occurring on light-density freight lines, resulting
in plant deterioration and a decline in service quality.
The carrier minimizes deficits and the public still has
some service, yet neither party -benefits, or at least the
situation is far less than optimal.

In the past, the burden of cross subsidy has fallen
primarily on two groups-the owners of railroads
(through reduced profit margins) and certain: freight
shippers (through rates higher than otherwise would be
required). Since public policy relied on a flow of funds
frbm these sources that no longer is sustainable (partly
because of other public policies), the underlying con-
cept is no longer valid. Recentlyigovernment has begun
to' assume a portion of the burden through direct and
indirect subsidy programs.

The, issue to be addressed now is how deficits are to
be funded in the future. Abandonment of all deficit
services-is not an alternative, at least in the near term.
The historical role of common carriage, as well as pro-
grams such as Amtrak, commuter service subsidies and
funding under Title IV of the Regional Ral Reorgani-

zation Act of 1973, all suggest continuation of'certain
deficit rail services in the public interest.

The Regional Rail Reorganization Act of 1973 was
quite explicit with resped to subsidy funds for one kind
of deficit operation, light-density lines. In mandating
criteria to the Rail Services Planning Office for rail
continuation subsidies, The Act states he following
policy: "Rail properties are suitable [for subsidy] if
the cost of the required subsidy for such properties per
year to the taxpayers is less than The cost of termination
of rail service over such properties measured by in-
creased fuel consumption and operational cost for alter-
native modes of transportation; the cost to The gross
national product ... ; the cost of relocating or assist-
ing... in'dividuals and firms adversely affected there-
by; anfd the qost to the environment measured by dam-
age caused by increased pollution." (Section 205(d)(4)

These are considerations iii establishing subsidies for
services not otherwise profitable. The law does not re-
quire the Final System Plan to provide services meet-
ing these conditions without subsidy. The Azt explicitly
recognizes that the purposd of subsidy is to enable re-
tention of public benefits that pure private accounting
cannot consider.

The provision of large amounts of -federal funds to
upgrade properties of The bankrupt railroads in the
Region haa important implications for the issue of cross
subsidy, but it does hot obviate the need for the recom-
mended policy. Some interests have contended, for ex-
ample, that if large amounts of public funds are re-
quired for rehabilitation of the decrepit physical plant
of the Region's bankrupt carriers, a substantial "na-
tionalization' of the rail industry 'hhs already come
about and that such an institution ought to be capable
of bearing the marginal additional costs of deficit serv-
ices such as light-density lines. -

USRA believes that relaxation of the position against
coss subsidy would lead to a larger and larger finan-
cial burden on the federal government, further blurring

the distinction between private and public management
of the industry. The Association, while rejecting the
concept of cross subsidies, recognizes that ConRail or
other railroads should be free to operate deficit services
which. offered potential economic benefit to the railroad.
Carriers should engage in product or market develop-
mentprograms as would any normal business enterprise.

A large federal role is unavoidable in repairing the
collapse of rail service by the Region's bankrupts, but it
must be sharply defined and held to th minimum. Pub-
lic policy should insist upon private responsibility for
-ail services which can carry their own weight in the

marketplace and the provision of public financial sup-
port for money-losing services which private carriers
are 1equired to conduct for public purposes.

15
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Summary and Conclusions

In preparing the Preliminary System Plan, the
United States Railway Association faced the challenge
of defining how to revitalize regional rail service while
accommodating all the diverse goals of the Act. To meet
the basic intent of the Act, -the Association had. to try
to find a, way to restructure the bankrupt carriers so as
to insure adequate and efficient rail transportation,
achieve a private sector solution, preserve competition,
conserve energy, protect the environment and minimize
unemployment and adverse effects on communities-all
at minimum expense to the taxpayers. These complex
and often conflicting goals were the fundamental point
of reference for each of the many decisions required in
developing this plan.

Broadly, the most critical decisions addressed by the
Association were:

* Definition of an industry structure for the Region
which embodied the elements of service, efficiency,
ccmpetition, preservation of the financial strength
of the solvent carriers id most of all, achieve-
ment of a new company(s), ConRail(s),' able to
sustain itself financially.

* Determining the 9ystem configuration of the new
companies, including the principal and secondary
through and feeder routes, and recommendations
on light-density local service lines.
-Determining the financial results for these new
companies and their financial needs from both the
public and private sectors.

* Establishing specific goals and recommendations
concerning the ancillary, but important area of
passenger service.

The Association's conclusiofis are that:

* The Northeasb and Midwest Region should be
served by three major rail systems-a. ConRail
largely .based on Penn Central, the korfolk &

Western and the Chessie System-supplemented by
strengthened opertions of the smaller solvent rail-
roads. In the interest of preserving competition in
major markets, the Norfolk & Western and/or
the Chessie System should expand to control and
operate services over certain main lines of the bank-
rupts. Because of these transfers of properties'to
solvents, ConRail would not exercise monopoly
control over any major market in the Region.

" ConRail's System initially should include some
15,000 - miles of principal, secondary and feeder
lines including 3,400 miles of light-density lines.
This sytem wi enable 'ConRail and the Region's
solvents to provide carriage for more than 95.5 per-
cent of the traffic currently generated by the Re-
gion's shippers.

* ConRail should generate a positive net income by
1978, but it will not internally generate sufficient
cash flow to finance necessary rehabilitation over
the next 10 years.

* ConRail will need financing substantially in excess
of the $1 billion now provided in the Act This
financing should be arranged in a way that mini-
mizes the duration of the government's involve-
ment.

* Passenger service inthe Region should be improved
by transferring financial and operational respon-

%The Edre Lackawana Is excluded here and hereafter except as
noted otberwise.
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sibility for the Northeast Corridor from ConRail.
A major upgrading program in the Northeast Cor-
ridor and the'development of 16 other passenger
corridors in the Region are recommended.

The remainder of this chapter discusses each of these
conclusions, indicates the Association's tasks leading
to the preparation of the Final System Plan and out-
lines the chapters of the Preliminary System Plan that
follow.

Regional Rail System
The Association has concluded that the Northeast/

Midwest Region should be served by three major rail
systems-a single ConRail (as defined herein) along
vith expanded Norfolk .& Westerna and/or Chessie sys-

ters. These carriers generally would be balanced and
competition would be provided by at least two df them,
in each of the major markets of the Region.. They would
be supplemented by the smaller solvent carriers now
operating in the Region, each of which should benefit
by this system definition.

,To develop this two-carrier competition, the Associa-
tion proposes that the Chessie System be expanded sig-
nificantly in metropolitan Philadelphia and be given
access to the Allentown-Bethlehem markets. It is also
proposed that either the Norfolk & Western or the Ches-
sin System be extended through Upstate New York
and Northeas hn, Pennsylvania to Northern New
Jersey and the Newark/New York metropolitan area.
Using connections this system vould assure competition.
to New England. ConRail would be made up of thepres-
ent Penn Central system plus certain parts of the smal-
ler bankrupt 'carriers. This regional system -iiou]d
achieve competitive balance and lead to reduction of
duplicate mileage in the eastern part of the Region.

The proposed plan would meet the goals of the Act
by providing competition in all the important markets
in the Region, strengthening each carrier in the Region
affected by the restructuring process, providing the
best chance for the development of a profitable ConRail
and resulting in the lowest possiblecost in rehabilitation.
of the bankrupt carriers' deteriorated facilities.

The route and operating configuration of the C/onRail
system represents an interlim-step between thati which
exists today and that which necessarily must evolve in
the next decade. The initial ConRail operating and
route structure represent estimates of how best to reverse
the fo'rtunes of the bankrupt cari'riers -so they can. once
again perform adeguate and effienvt rai, transportation.
Tte Plai, however, is not carved in stone and it will be
subject to many modifleations in the -next decade.

Alternative Structures
Drawing uponrthe goals of the Act, t4e 4wociation.

established three criteria for evaluating -alternative
structures: (1) an adequate and efficient rail service to

preserve competition and existing traffic flows so far
a's possible, (2) the effect on the financial self-sufficiency
of ConRail and (3) the financial self-sufficiency of other
railroads in the Region. In addition, because some the-
oretically attractive alternatives might be verT difficult
to implement, the Association examined the likely, prac-
tical consequences of implementation.

Four major structural alternatives were considered
by the Association. These were the following:

* Establish a single ConRail to take over operations
on all main lines of the bankrupts. This alternative
would offer the best chance for ConRail to become
financially self-sustaining. It would lead, however,
to monopoly situations in significant geographic
areas, thus depriving shippers of the advantages
of competitive alternatives.-

* Establis. a onRail East and West. The adoption
of this structure would lead to the creation of two
companies, divided roughly along a line extending
from Albany to Haii sburg to the Potomac River:
The eastern railroad would operate as a neutral
terminal company, primarily providing switching
-services for cars. originating and terminating in
the area. ARI railroads Teaching the terminal inter-
chafige points would have access to the terminal
area. The western railroad would operate as a: line
haul railroad over all the Pehn Central arid Ann
Arbor properties west of the dividing line, This
alternative would encourage the piovision of com-
petitive services. It would create, however , two
organizations that together, as a result of less efli-
cient operations, would be less profitable than one
company. The western companytaken alone, would
be no more profitable than a single ConRail. More-
over, this alternative assures continued losses and
therefore cohtinued government involvement in the
neutral terminal company providing solvent rail-
roads and ConRail access to all shippers. Its sAce-
tion also would require that two new organizations
be created, inherently a more complex undertaking
than establishing a single new organization.

e Establish a ConRail North and South. This split
could be accomplished essentially by "unmerging",
the Penn Central into two railroads roughly ap-
proximating the old New York Central and Penn-
sylvania railroads; properties of the smaller
bankrupts would be joined with either of these
two organizations. This alternative offered less
chance df financial self-sufficiency for the railroads,
either individually' or in total, than the single Con-
Rail alternatives; creating two organizations,
both of which face difficult challenges in becoming
self-sustaining, doubles the probability of failure.
This alternative also raises complex operations
questions related to breaking up the Penn Central



into two new railroids. And it would not be pir-
iiculirly effective in encouraging competitfion.

w Pst Mbisza single large long kauZ railroad, zvitk
neutral terminal companies in. key areas.-This op-
tion would lead to the consolidation of the.banlrupb
carriers into a single system and would create
jointly-owned terminal companies as subsidiaries
of the line haul cirriers; these terminal -companies
Would -perform pickup and delivery services in the
hiportant Philadelphia" and Xew York/rTewark
market areas.. The solvent carriers would have
access -to these terminal companies over their own
line or via operating rights over ConRail tracks-
thus jproviding competition. in eW "York/Newark-
and Philadelphia, Under this alternative, the total
profitability of ConRail find the terminal com-
panies together will -be somewhat less than the
profitability of a single ConRail. It also would
require the start-up of three or more new organi-
zations and it would present artificial operating
barriers to the line aul carrier which -would ham-
per its efficiency.

This last option, however, did provide the basic
elements of an approach to resolving the regional struc-
ture issue and meeting the various goals and purposes
o the Att.

The Assbcintions. proosed stracture, would maintain
competition in the maj6r Eist Coast markets and mini-
mz e track and terminal duplicatio- (thereby reducing
rehabilitation costs) without the creation of an ad-
ditional operating entity, other than ConRall kn the
Region. Thus, the outline of a solution was available
and the Association undertook development of'the fol-
lowing alternatives.

a Est lst a singl OonRail to take over mostopera-
tions8 of the ba2?bwpt8, but transfer, soe lines frown
the bankrupts to solvents to provide then?, witk
access- to certain key markets. This alternative

-probably would create a ConRail someWhat less
profitable than: one with access to all the traffic of
the bankrupts. This alternative, however, would
enhance competition in significant geographic mar-
kets (such as N1ew Ybrk/Ndivark) and would offer
-more protection to the solvents' existing traffic base
than an alternative not offering them access to key
markets. As indicated, the Association has selected
-his alt&rnative as best meeting the purposes and
goals of the A-ct. If one solvent does not desire,
access to these markets' then a solution centered on
the other in combination with ConRail would be as-

* ceptable. If the Association 'is unable to inriplement"
its selected- system, for -example, because neither
solvent desires-access to "ceftain markets, the follow-
i ng alternative would be: the second choice.
Unite 'the snUier banekrupts in the Region to CO7Tn-
pete wit7t. a company operating ovei, .e Penni
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ecntral linci. This option would invol-e creating
two east-to-west carriers: the Penn Central and
the Ann Arbor competing with the Erie Lack-
awanna, the Central of New Jersey, the Reading
and the Lehigh Vralley. To provide adequate com-
petitive strength, the latter system would require
access, through joint ownership of lines or track-
age rights, to such gateway points as Cincinnati
and St. Louis. While USRA. has not yet made a
complete financial analysis of this option,2 it ap-
pears somewhat less attractive financially than
either of the single ConRail alternatives. In addi-
tion, although it does provide competitive service to
major points and would be easier to implement than
either the east-west or north-south ConRail splits
(since both companies would be formed by joining,
rather than splitting, existing bankrupts), it would
i pair the competitive position of the Regions'
solvents. Detailed evaluation of all the alternatives
is presented in Chapter 3 and Appendix C. The
coordination projects, over which ConRail and the
solvents will carry out joint operations, will offer
additional opportunities to improve efficiency and
profitability. These projects are described fully in
Chapter 4 and-AppendLx D.

Line Transfers

Imp7ementation of this selected system coheept re-
gzurcs that certaim -mai Hne bae conveyed to ConRai7
and otier lMies transferd to solvents. The proposed
structure is -indicated in -the large color map enclosed
-with this report, titled Zortheast and Midwest Reeom-
mended Industry Mrtrwture. As showii the selected
system would have the following important features:

S ConRail would consist of the present Penn Central,
the Reading (less the Reading's Philadelphia and
Allentown markets), the Lehigh Valley (fron.t
Newark to the point where it intersects the Erie
Lackawanna west of Binghamton, .Y.), the Cen.°
tral of New Jersey, the Pennsylvania. Reading
Seashore Lines, the Lehigh'& &Hudson River and
the Ann Arbor railroads.

* The Norfolk & Western Railroad would operate
its present system, plus the Erie Lackawanna lines
from Buffalo to Binghamton and on to lNewark.
The resulting system would enable the Norfolk &
Western, the Delaware & Hudson and the Boston.
&MIfaine to operate as an integrated system, should
.they choose to do so.

* The Chessie would operate its current system Plus
the Reading's Philadelphia and Allentown mar-
kets. Because the present Reading route- from Har-
risburg to Allentown and Philadelphia also would

-TIdls Is due to the late deelon ot the Erie Lackamann to seek
statums a aI'Uroad In reorganlzatlon."
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be main ConRail routes, Chessie's access probably
would be provided through trackage rights.

" The Delaware & Hudson would operate over its
current lines, pis over the Lehigh Valley line
from Wilkes-Barre to Allentown. This weuld pro-
tect the Delaware & Hudson's current north-south
traffic and establish a "friendly" connection, with
the Chessie.

• The Boston & Miine, the Maine Central, the Ban-
gor & Aroostook, and -the Grand Trunk Western
would retain -their present independent status as
would the Detroit, Toledo. and Ironton and the
Pittsburgh. & Lake Erie. They lso would be
strengthened through the coordination projects.

It is important to note that implementation of the
Association's recommended industry structure de-
pends critically on the successful conclusion of complex
negotiations between USRA...and the Norfolk & West-
ern and the Chessie. Each solvent, is examining the
proposals in terms of its responsibility to its share-
holders, with a view to minimizing the financial risk
involved. Should both of these solvents decide that it
is not in their best interest to participate in th pro-
posed restructuring, USRA. would need to adopt one
of the less satisfactory system options. USRA and the

solvents will continue discussions prior to the issuance
of the Final System Plan.

'Freight Routes Included in ConRail System

After arriving at its conclusions concerning the struc-
ture of the regional rail freight system, the Associatio-n

* addressed the task of identifying the specific principal
and secondary through routes and. feeder routes that-
should comprise ConRail's freight system. -

Based on analyses of traffic flows, line and terminal
capacities and the condition of the trackage, the Asso-
eiation has conclud~i that C'onRai shovw operate over
15,000 miles of principaZ, secondary, and feeder
trao aae-inoudi'ng 8400 miles of Zigh-density
ln'an oh lines (discussion on this issue to follow). Fig-
ure I shows the recommended structure, which features:

*. 3,000 miles of principal through routes connecting
major freight terminals;

* 3,800 miles of secondary through routes that pro-

vide system connections, capacity to accommodate
future traffic growth and through service, pending
completion of the rehabilitation program. on pri-
mary tlirough routes;

* 8,200 miles of feeder-routes to be used for gather-
ing local traffic and moving that traffic into yards,
and

* twenty-five major system .yards to accept and
classify traffic -for movement over the principal
freight routes.

The Association believes this ConRail system ade-
quately meets the needs of the shippers and contributes
significantly to meeting the total rail transportation
needs of the Region..,

Sight-Demisity Rail Lines Included in the System

The Association has concluded that ConRail can and
should provide services over at least 3,400 miles of
light-density lines based on review of 9,600 miles
of light-density lines now receiving service. This con-
clusion implies that the operations over about 6,200
miles of light-density lines should be subsidized or serv-
ice should be discontinued.s

The subsections that follow discuss the nature of the
light-density line issue, describe the method used by
the Association in determining which lines should be
included in the ConRail system and present specific con-
clusions, on lines to be included..

Issue. of Light-Density Lines

The issue of how best to decide on. the light-density
lines to be , included in ConRail's system was among
the most complex faced by the Association for it re-.
quired careful consideration of the sdmewhat conflict-
ing implications in -the various goals of the Act. For
example, the goal of economic self-sufficiency requires
that ConRail not be saddled with providing unprofit-
able service, and service over many light-density lines
clearly would be unprofitable. The Act also specified,
however; that USRA define a rail service-system that
meets the needs of the Region and minimizes adverse
community effects and disruptions in service to shipper,

Approach to Analyzing Light-Densiy Lines

Against this background, USRA took the following
steps in examining light-density lines. First, 'USRA
defined an analytic process aimed at ascertaining for
each present and potential (after through traffic re-
routing) light-density line the economic contribution
or burden on -the railroad opekating such service. Sec-
ond, data Were collected for each line that included
physical characteristics, freight service over the line,
shippers on the line and traffic characteristics. This
material was provided by railroads serving the line,
individual shippers, federal agencies and by concern6cl
citizens and state groups lsually in testimony given in
.public. hearings held by -the Rail Services Planning
Office. Finally, each was analyzed to determine whether
revenues currently generated are sufficient to cover tho
costs directly attributable to that traffic.
. In all, the analysis encompassed 844 lin6- segments
and 11,2800 miles (not including any-lines of the

- Upon receipt of additional information between preparation of the
Preliminary and Final System Plans, USRA will analyze the trafllc
growth potential of these lines. On this basis, additional light-density
lines may be recommended for inclusion in conR ill's system, T le
Association will also give further review to those llnes'which serve
xecoverable coal reserves.
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Brie Lackawanna). Of these xoutemiles,.thae railroads
now provide Service over 9,600 miles, service has
been abandoned over 1,200 miles following ICC
abandonment procedures and the railroads 'are not pro-
viding service over 1,000 miles, although these have
not been abandoned formally.

A description of the approach to analyzing these
light-density lines and USRA's findings are presented
in Chapter 7 of Volume I and in. Volume II of this
report.

Conclusions
The Association concluded Con:Rail's system should,

include 8,400 of the 9,600 miles of light-density
lines currently under operation.

The lines recommended for inclusion would retain
about 75 percent of the traffic on branch lines; if service
were discontinued on the remaining lines, it would rep-
resent only 4.5 percent of the total traffic (measured
in carloads originated or terminated) of the bankrupt
railroads. Though it is apparent that, in some cases,
termination of service would adversely impact specific
shippers and communities, the Association found that
the overall regional impact of potential service terinina-
tion, based on unemployment increases, reduction in
county income, environmental impact and increase in
transportation costs to shippers, would be minimal on.
a county-level basis in all but a few i nstances.

The light-de.nsity lines not recommended for icla-
sion in ConRail's-Final System Plan may be eligible
for the joint 2-year federal-state rail continuation sub-
sidy progrim. Thus, the states, local governments, ship-
pers and 'private organizations can determine which
lines they wish to include in that program, a task in
which IJSRA stands ready to help. Even if a/l the
branch lines not recommended for incluZsi wereaub-
sidized, the Association estimates the total cost will be
within the funding subsidy avail, ble under the Act.

ConRail Financial Projections
A key goal of the Act is to organize the bankrupt rail-

roads into a, financially self-sustaining system oper-
ated 'by private, for-profit corporations. In particular,
Congress anticipated that ConRail's securities would
have sufficient value to compensate the creditors fairly
and equitably for the assets conveyed to ConRail.

To ascertain whether this goal could be achieved,.
'USRA developed detailed financial projections for
ConRail through 1985. On the basip of these projections
the Association has concluded that CogRail sjhuU
begin generating a positive net income by 1978. How.-
ever, 'While net income shoudd improve continuously,
the substantial inoestment in rehabilitating the proper.
ties will cause a negative cash flow for 1 to 1 yeara
after start-up.

Specifically, the projections show that ConRail rea-
sonably could expect to improve its net income from a
1973 consolidated loss of the bankrupt carriers of ap-
proximately $221 million to a $91 million defiit.in
1976, a profit of approximately $161 million in 1980
and a profit of $382 million in 1985. These figures are

-expressed in constant dollars; if inflation is considered3
performance looks less impressive. Due to the invest-
ment requirements over the 10-year period 1976-85,
using inflated figures, Con:Rail will' have a finanoing
shortfall of about $3 billion (including rehabilitation;
interest on debt and losses) that probabli will not ba
supplied by the private sector.

The projections -were developed through detailed an-
alysis and field -work by the Association and its con-
tractors. The projections derive from intricate relation-
ships among a host of variables, but it is possible to
identify a relatively small set of assumptions with a
significant impact on the financial results. The ConRail
financial projections do not include Erie Lackawanna
which so recently came into -the planning process. Tho
As.ciation estimates that revisions refledting that in-
crease"wdiild not materially change the result. The re-
mainder of this section discusses the key assumptions
and provides a more detailed presentation of projected
financial results.

Assumptions

The key assumptions ilnderlyihg the financial projec-
tions can be grouped int four areas: financial'policy,
profit improvement due to revenue increases, profit in-
pro-ement due'to cost reductions and rehabilitation and
capital program.

Financial policy. Early in its Work, the Association
adopted two financial policies that are reflected in
the financial projections. First, t'"Assooiation de-
cided that ConRail should not cross-subsidize oper-
ations that generate financial losses. In adopting
this policy, the Assodiation anticipated that Con-
Rail would be fully compensated for the services it
provides to passenger authorities. Moreover, it
-would not operate over un]?rofitable light-density
lines unless some other organization provided a full

-operating subsidy; and noncompensatory rates
'would be raised to at least a breakeven Rivel. SYc-
ond, the Association adopted an accounting ap-
proach, termed !'moqifed betterment acoounting,11
that differs from the usual IC.C approach. The in-
tent of the approach is to portray more effectively
the financial status of. a railroad facing the com-
plete rehabilitation of its basic facilities contrasted
with a railroad needing to continue an ongoing
maintenance program. The approach allows Con-
Rail to capitalize the rehabilitation expenditures
necessary to return the property to a normal condi-
tion rather than recording the entire expense in the



year incurred. The result-of using this approachis
a, truer year-to-year picture of revenues and their
assc datedosts; it doeenot-in any'wvn.ydta', Con-
IRail's cash requirements.

0- Pro#l i~p2'veozea from ilavenua ivoreases'. As a,
starting point in projecting ConRail's revenues$
"USRA projected traffic growth, conimodity by com-
modity, through 1985. The efforb iundicated that-by
198 , total freight tonnage should increase 6.6 mil-
lion tons over 1973 volume (35292,million tons), re-
flecting an annual compou groW4of 1.411ercent.
Coal, accounting for 52 percent., is the most sig-
nificant contributor of this tonnage increase. Al
other commodity growth is forecasted at an. annual
figure of .99 percent (compounded) in the period
through 1985; this compares to-.85 percent in'Theo
period 1968-73. " " " A-

These traffli increases shouldresult in 1985 freight
revenues that exieed, 1973 r~venues by $36 iillion
(expressed in 1973 dollars). Troiiler-on-flat-car
(TOFC) service represents thd largest share, con-
tibuting $135 mlon in a'ddiflonal revenues
in 1985, and selecive rate increases relat ive to
currently-unprofitable ftraffi wll provide $6.& mi-
lion in revenues in-1976 and reach $64 million 3n
1985.
Reflecting the finandial policies concerning cross-
subsidization, the Association also has ssumed full
;recovery of passenger deficits ($55 nMillion in 1970
and, decreasing to $31.8 million in 1985) and, the
provion of lig&i-density lie subsidies ($27't mU-
lionin1976 and 1977, thenphasing out).
* Na2~9f 'iemn dWu b~ cost Ie~uT&WO18. Work-
ing from. detailed field analysis, engineering
studies, etc., IISR.A. staff estimated that total
Improvenient !n cost performance that reasonably
could be attained by ConRail. Assu ptions i n'our
expense areas had the mosb significant impact on
financial results.
-Haintenance of zqay expnses "will be, lower- due

to re'duction in system size, although the unit
costs-will be higher as i result of maintaining
Coi Rail's trck and facilities at upgraded levels.
ConRail will have average annual maintenance
of way expenses some 60 percent higher per mile
than the banlupt railroads expended recently.

-aidnenance of eguipmnent expenses should in-.
crease slightly over the perio'd, reflecting the
YIgher locomotive and car maintenance costs
needed io reduce the high equipment bad order
rd.tio of the bankrpxt railroads.
.---Taiportation expemse& should decline gradu.-
ally,, beginning in Connails first year of operm-

'tion. This gradual decrease should resulb from
t'e implementation of improved mar handling
procedures and systems, consolidation gmip, and
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greater efficiency resulting from rehabilitation of
facilities.
Aree car hre pad is estimated. to improve sub-
stantially over this period. (savings will increase
frm ipproximate y $29 million in 1976 to $80
million in 1985). This favorable change results
f rom the assuned use of an improved. car man-
agement system, the impact of rehabilitation on
'train speeds, (enabling on.Rail to achieve beter
car xtilization), and The assumption that Con-
Rail mill acquire cars "hrough. purchase rather
than lease (thus redudmg the amount of lease
payments).

0 Rehabilitation and caala p)ogram. assumptwns.
The Association estimates that during ConRail's
firEt 10 years $2.0 billion (mminfiated) or $4.2billion
(inflated) will be needed for rehabilitation and.
capital improvements to track structure and facilir-
ties. Wei locomotive and. car purchases will total
$.6 billion (uninflated) or $1.0 billion. (inflated).
This program. When comIpeted should bring the
riglof-way, facffities, .mdtive power -and equip-
ment to standards geneflly -maintained -by more
I xofitable and efficient carriers in the Nation. To
maiie dollar return, optmize service and main-
tai flexibility, rehabilitation funds expended RiL
the initial years, recognizing material constraints,
Would be devoted principally to Con:Rail's primary
through feight routes and major yards. Under this
rehabilitation strategy, the main lines wi be
brought up to adecluate standards (50-60 mr.ph:)
within 3 to ( years. It means, however, that many
seconday and branch lines 'will have only mini-
rmun maintenance done during this period. Capital
expenditures for modernization projects and. new"
equipment would be devoted. principally to signal-
projects and now locomotives.

Financial Riulfs

Table 1 presents key financ.al data projected. for Con-
Rail over the period. 1976 to i9"5. These show that:

" ConR ail wi operate with a net deficit of $91
. .iliox in 1976, its first ftl year of operation,

" ConRail will break even in 1978, its third yea. of
operation and

" let income in 1985 will be $382 million.

Such an. improvement ik net income represents a
dramatic turn-around in view of recent trends of th
3 rotheas's railroads. Yet, the improvement should be
possible -because ConRail is not intended to be a coin-
posite of the bankrupt carriers, but a revitalized, ra-
;structured railroad serving the same territory now

0sevea by the bankruapt; carriers. The opportunity to
repair and rehabilitate track and facilities of six rail-
roads is imiqa in the railroad industry.



" TIAr- r-&ndr y of key rnan c;zfaml ltff-T
'In millions ocdomnr

171 1977 1978 197 1Q80 1081 108Z 1053 108t. lost

Operating resul ix 197 dloars:
RalWar operating rnvenes,

F re-ghtp~gradohe . -... . ... 48' 503

Total railway operating ruvenueq.:_= _- 2,=3541 2, 563

$2, 016 $2Z055, .sV, GM
503~ 50 5UT

$491 I 1 12391
497' 491. 491

2,519 - T,557 , 2.AQL_ 262&. 4G152. ,2,691'

$2.23t. 'p, h.7
481 4"

2, 7z ,7 174

Lscoana (loss] beflo tax and iatferes .
Net ncome before Income taxes_
Net Income before iheoma taxesfinfiated doIari.

26 100. 212
(27) 32 135
(38) 10, U9

Selected balance shee; items In inflated dollars:
Net properties ............... --- --- -------
Total aszetz
Not external financing. I

Equtpran oter___
Zedcrat~note.-

565' 1.062 1,46(r 7, E 2,302 2, 772T
1531, 2,G78l 2,48M9 2.ST 44N 4V

2r5' 18 108' 22 25f gig;
W1 5 2 1, 25F_ T,537 I;S TOM 2,088

.7,17C 3;698' 4,223
4,A47T 5,07a, 5 U78

W01 371 441
ZZ-2 2,553 , 2ML8

- 7 . r ,130 1,449 1,758 2,052 2,361 2,5,9 Z023 ,222 3,4 3

lIetalned earnings (deficit) $54. $227 $'3,03 $552 $708 OIL

I Excluding ia amountsassignedto any assets acquired by conveyance from the banktr-ptestafes and any securifies uedatconveyance other than tie e quipment Indebt-

cdnesaassumcd wlifelr i'included lnneprop~ertle.j tothTassets, and equipment notes.

The forecasC results are not out' of line with the
current performance of a weli'manageff railroad. Table
2, a Fii-, aIysis, compares anticipated ConRaff per-
formance with that of 10 soIveilt railroads. It shows
that ConRail wiI1 need fo perform -well to achleve these
results, but that. offer railroads hla.e in fate, reached
the assumed, Ie';els. Thus, flie performance assumptions
underlying these projegtions .appeai to be reasonable.

The Association stresses,, however,, that the levels of
performance underlying the above projections -will not
occur by happenstance. Tie-T erf-drmanca of ConRail
'viT exceed that of the- bankruptff 7n o f ronla'7 em-
ploy8g 'nagemnflt 7Fa'a'rtsTip of tf, higest zrga7ity.
The selectfon of Gon.Ril's top management; team ulti-
mately wil deterinie. whether ConRail becones, a rail-
road on the way to a heatthy ft ure or 'w siek corpora-
tion salvagable only by continuing infusios of- go. -
ernment funds.

Te Associations financial projections are basl -on

long-ftern secular frends and!-.the imnproveinenfs iden.-
tiffec anclimpIementabIe by a good management. ANv-
arthlTeusr, the srenit s'tfatd of the U.S. economy com-

2 owrtns& tT- unerertaintfes of the future and suggests
8orne cautiob in reviwng their preese accuracy.

rmpqc of Lfnflation. Ti' results, just presented havo
been stated in constant 1913 dollars'. Inflation, however,
can, change th e restilts significant1y. To, demonstrate its
inpaef, USR A prepared pro-Fcfions iref[eting" antoi-.
pated inflation rates through 1983' Estimates used by
'USRA. indicate that inffafion. will continue above 10
percent- for .1975 and gradually recede to about 5 per-
cent by 1980, remaining in. tbat vicinity through 1985.4

"Using these assumptionsb,. Con iairs financing need
-would chidnge& i, that:

D 7ebt as of f085'w e ,93.6 ifflonr ,epresenihing am
- ,nc:rease of all2,i ,iTior& over tde lninflated aa2e

-TlMe detntir of Milesa estfinates are Itcludetl in Chapter 141, unt
iary information. presentei on. Table. 4.

TABLE 2.-Comparisan. of key aperatin. rat sro af-RlaiT andr other rarTroadsu
Railroad Perfornzancm

Penn
Central Coniall ConRail

Key operating ratios 1973 2i7,,3 I9., ATSF Chessfe:7 XN IILTW 10 N&W SOU SP - BCL VDA

Operating expensmehraiiway operat-.
lprnventm*._.......L_ M827 M M 7 07 0.701 743 0 U82 . 803. 0752 T. 721 0.711 0.770 0 7S 0. 47

nlait enanec-o f-way/rallwa-operat-
Ingrevenues --------------------- .13T .161 i.1tl .128 .120 .163 .18"' .13'" .17 ,162 .12Z .142 4130

lnintinancn: oJI cqulpmcnttrailwur"
operating xenues._ .._--- __ . i117 - .175 .15 .186 .159 .167 .140 .155 ..170 .1711 .18 .183 X,t

Transportation epense/rairway op-
erathgnr venus . .... .470) .481 .3.7 .J981 .af1 .415& .41, ..V1 .351 .31(1 J382Z 3l. 6W3

General, administrative and other I -

expens[rallwayperatIngrevenue. .0 ... -7 .Z91 .ai s .Gs5 .03. W s .OT .07 0 .0O8 .071 059 .070

I 1Rovnuenand expensefor Clntalal'aud, all othe ialatw r . ompfed.using expebse' on-ebasis coffiparab wintli other railroads with respectto light.denslty 1111

adcouning'risles comparable to thoe hosed by tfiefnductry-ihs;93.'Iin addifon to subsidles, Amtrak i nuneratlom andrecoveries oepasacnger dflelts not curientlY
adjustments ana-6 to trannsfor ConRalfrof t-nns od.e otteiienu.to ad ICO ,befg re mbursed.
betterment accounting method, oater attments were made to reflect revenues an . 2 Consolldatid companies.

459
3E3
216

t(W $(W) $(121) , (221



*6on020402 require externa? lvae2uw (rarg'ge?
assunwel to be federa:Z) unti7 after 1985, .rather
tia. .stopping borrowigng in 1981 a8 & tTe vdn-
ftted case.

Simply to maintain the income projectieos shown,
regulatory policy is required that pernits rate increases
gq.mvalen% to costs without sigpfican't time lag. In. ali-
tion, rate increases which do nob allow for full reca-ery
of investment costs compound the problem. Astheork
of the Association proceeds, it is-eritical that all parties
associated with the future of the l.Xorheist rail
system--especially industry management uind regula-
tory bodies-appreciate tht impact of regulatory poli.
cies and procedures and work to improve them.

ConRail Financifig

,As shown in Table 1, Con~ali's net extenal financ-
ing requirements over .the 10-year period 1916-8 are
likely -o be 03.5 billionY The Assocmtion projects that
private sources will j rovide about.$.5 billion of tlis
sum (primarily in equipment notes), but te long-term.
debt requirement not met from private sources vill be
about $3 billion by 1985. Since the Act aloVis govern-

inen guaxantees of only $1 billion of Conail debt, a
$2 billion shortf all must be made up.

The financial projections show that ConRail -would
likely be able to service additional debt of this size if
its operating performance matches that assumed-in the
projections. However, the A soeiation does not believe

-that the private sector wouldbe wilingto provide addi-
tioal funds in this total amount without soe fore. of
government participation.

Henwe, the Association has coO7udedV that C'onlfai
,will eed finawhg in excess of the $1 bilion zow pro-
'ved in th e Act. However, given, the dea'e to im f27.
'ment quickly a private sector solution to the N02'tTwas2
dil p'oblem, should tMs awstance.be i'ovied by the

wovernnnt, it mu-st be in a way that mihimizes tka
duration of the government's invovenment.

The Association faced two broad options in consid.
ering the financial question. It could- have instituted
means to reduce the financifig requirement so that Con.
Rail could function using the $1 billion provided in the
Act, or it could have recommended that the govern-
ment, take steps to meet ConRail's additional require-
in~nts. More' specifically, the alternatives are of two
kinds:

. As a mans of enabling O'mlai, to functionwithdn
the funding in the Act, -educe either the nis of
tiaci in the system r2 the scqpe of th, 'ehilita-

tion program. To stay within the financing pro.

VThese estimated liabtIit.s exclude any debt payment for assets
,counveyed by the estates -to ConRail since definition of ithe securities
Package must await the6 concitislons of the studies, but the estimates
0i include assumptions of existug ihdebtediess or reveaue e swp ent.
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viler in the Act, USI attemptec to define a re-
duced rail system that would enable Contail to
become flnncially self-s.stajnin, yet require only
$1 billion in government financing. The nalysis G

slhowedthatthe resultingsystemsizewould.approx-
inate, UJ0Qo miles, eliminating over 75 percent of
the existing trackage of the bankrupt caxriers. This
alteative was rejected. as incompatible with the
goal of meeting rail service. needs in the Reeon.

Me Asociation. ,dso considered reducing the level
of the rehabilitation program by reducing expendi-
tures over the entire system. This alternative also was
rejected. The condition of the principal routes and
y.ob is so poor and. yet so impbrtant to enable Con-
Rail to provide good service that a rehabilitation pro-
gram that spread the available funding over the entire
syst vwo ld result in. uniformly poor service und ef -
cieney systemwide .a.=d-imply perpetuate what exists
today.

e AdtdoanaZ meamn of financing lon.Rag ,77 sh be
eatab~z'ied. The Act has several programs designed
to provide linancial assistance to the Northeast
railroads. However, none of the programs provide
suffielent long-range fnancing to ConRail or to
other railroads. It is the USRA'-conclusion. that
the federal government appears to be the only
available source of this finaneimg for- ConRail.
Thus, &o Association. Is begm to consider how
this long-range solution might be developed.

The Association7s studies on alternative forms of
finaneing, combined with its work on valuati6n of prop-
erties, will provide the basis for a complete fecom-
meudation on financing to be presented in the Fbial
System Ilnu.

Northeast Rail Passenger Service

T1he As8ooiation Aa concuei, that passenger emv-
ice inL the R2egion, a7hozed be improved- by 8hifflng pri-
mary finTancfaX and operatiolwd Teaonsiilty for the
Arotheast oridor7 from 7onRail,. carring out a
major 'upgrading program, i the Northeast (7orrkor
az deveoPing 10 other ps=nger terridors. Ti sec-
tions that follow briefly describe the background. to
USRE s passenger service work and' discuss each
conclusion.

Since the primary planning effort was to be freight-
oriented, Congress sougt to emphasize explicefly the
importance of passenger service in. the Region. Spec-
cally, tho Act states that the -Final System Plan.

gtSr. attempted, to vauate the fnanca plIeations of such'.
system, but: It Is not poss tbd to develop complete n iolections
for this option, because or the m=yor adjustments In. tram ffws, costs
and revenues assoclatedwith ths option.

iThe corridor is defted as tbe present Penn Cenudri route fom
33oston to Wash-gtoa.



should help effect "thie movement cff pIassengj •...
including the re m ire _i f o coamufer and- hif ecity
raf passenger service.., and, th Tentiffeaton of ull

short to medium distance corrfdors in d'ensely- popu-
late& areas in wIich the, nmfyr upgErdng 'riF lines

for hifgh sjeecl pa'ssengeK' operation -would rearni sub-
stantial publia- benefits." Nforebtver, fh Act hmEructed
the Secretar' of Transporfation to" fiipriovu service in
the Yortheast Corridcor

Im i'espon S*. to this- mandate'2USR " conducted& a
study of the scope and calfty of ral jass ner service
in the Regi6n-focusing prin ariy on thiZtentiflxcation
of intercity corridois that w uIgc be appropriate candi-
dates fbr u-pgrading pi ogramns Builc.ing- on.thi study,
the Association concluded that-:

• asponsi~ilfy for f t Xorfhteasi Ar,,,7J"s~rg

Ve 2amf nsfeed' fromom hAe frefgZt- 'wiTroaadk. The
Northeast Corridor could play a more effective rord
in intercity transp6iition than it does today, The
Washington-Newark portion oi the.-Coiridor ias
heavy-freight services now and them ismuek Inter-
ference betwee freight; and. passenger opgrations.
With the implementatiom of recommended service
imrovements (increased, frequency aud speed),
the dnterfe rence probemn could becomemoresevere.

"-Th Association. recommends that ComRail
through-f reight services be rerouted. to. separate
mos& freight and passenger trgim operationwt.Local
freight: service willi continue ta. be.provided try Con-
Rail but ConRail should. yied responsibility or
tle entire Northeast Corricor-whie wBi be. used
prnclaIly for passenger service.,Througi feigTit
services-currently provideff in the Cbrrioz would-
be transferred to a; parallel route compose& of seg-
ments of the Baltimore & Ohio, the Reading ,aict
the Leligh Valley xaihoads; It is anticipated that
this transfer could- be. accomplished over the next
few years....

"'odarsewtV[C& in- t6e gio , a-uzcrd'e BegT 22,r
fo r exienmi . and improrement' 7eticee -16' dtyj
pail's. USRA. identified. 16 city pair as candicTates
far ner- or improved. cordbr service. (Fige21.
The st significant new corridor sereic .- ould 1e
provided between, the cities of 'Cincinnatj and

,-Detroit, Cleveland and Pittsburgh, Ohicago; anc
Cleveland. and Washington and. Pittsburgh. The
sernvic re, ommendecdwouldThe intermediate speed
(80, mip.j, modest freqiuency operition s- Throve,.
mpnts froi. that base could.pracecd ifdemandtwa-
ranted. The start-up data foi most ser'vices w ll be
3to 5yea hence asmost,-will utilize CouRai'tmck
whicIL.must flrstba rehgbil it ed.

-As a closing point relative to passengners srv.eq, the
Association emphasized the need to resolve anissuethat

i sbeen. thTe source of considerable controversy and ir-
.ifafon--na-mely the issue of compensation to. freight'
raifroa& for the. provision of passenger serviies. This
controversy ha§ .contributed to a lack of cooperation in
many instancei between the freight railroad, and' th
passenger author ies- and paiformance in pioviding
passeng.g servicehassuffered. While USRA, isnot seek-
ing to blame past problems? on. one side or the otler,,iI

'stresses the need. to. establish arrangements that- ffflly
a3i& etuitablycomp ensate freight, and passenger organi-
zatiomn forthe services they provide to e6ch other,

Thus, USA&- recommends that the approaeLk ta be
used im Jetexnin ng the gomensation rendered ig for
the facility-ta b awned/controfled by the exclusive or
dominant user, bearing the full costs; the secondary
user should pay an appropriate charger for the use of
thz faciflties.

Mit sum, USRA. lieves its recommendations on pas-
senger servfces wili contrifbute t. the improvemnent, of
iotli -passe.nger in f egli services in the gRegion, It
provides for improve d passenger service, in these areas
where, it, Is- most. ne&Ted4, t fixes responsibility :for p;sl-
senger service with authorities- whose whole concdfn is
with the passenger; 'and- it clarifies an& establishes fair
and equitable principlesforcompenmtngeitlierireight
or passengei agendies for seixces one renders to' the

USRXs .Cohfinuing Pwogrami
A sgriflrimit amount: of -work remains to, be clono'

ehtween-Issuance. of the Prelhuinary and Final Syst6nm
Plans. Broadly, the tasks to bh cirried out include cant-
leting USRALa pranning- wark, qynthesizfng and. re-

sponding tcrpublicomxtient on the PrelinTiimi7 System
Plan negti ating vith outside parties,'as3ist.ing in Cbil-
Rai act zatiorn:and .epal rg the Finat System: Plan'

Negolatfng With Outskde Parties

The Association has recommended, a number of ac-
tions in.tliePrelimfin y System Plan contingent on the
conasumatlon ofnegotiationmsi't ouLtside parties. Comei.
pIex negotiation. wit solv enmt railroads, Amtrak ai'l
public authorifie must be carried out a order tog impl&.
ment the Plans; industry stmratiua; recommendations
AAditiomal neg-tiations with :espect to light-density
lines and- cqoi.dination. project' (e.g., joint facilitiesagreements) also must be carried out with solvent car-
riers. Substantial effort vil haveto. he ddvoted to these
tasks ta finalize as many agreements as, possibe prior
to. the issuance of the F-naI Systeim Plan.

COmpretrng" the Prann'ng Work
A. numher of critical planning tasks must be. com-

pleted im the- coming. months. Ir fnanciul planning,
USRA. must Value hoth. the pioperties.- to be. accj&cd
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and the securities accruing to the estates and. deVelop
a definitive capital structure for ConRaiL A second.
platmng task relates to including the Erie Lackawanna
in the -ystem. USRA must conduct analyses of the Erie
Lackawanna's light-density lines, operations, facilities
and equipment. i the manpower area, USRA. musb
develop a detailed plan for manpower utilization. and
deployment, project labor protection costs under TitleV
of the Act and assess the -benefits of utilizing an em-
-ployee stock ownership plan.

Responding to Public Comment

Duing -Rail Services Planning Office hearings, 9,
number of interest groups including state nndlocal gov-
ernments, shippers and creditors will review and make
substaaitive.comments on the Preliminary.Syftenm PIa.
The .ssociation must be in a position to assimilate fhese
comments, respond to questions rased and factor thes
results into ongoing planning 'work Information rc-
ceived will, fi example, resulb in a reevaluation of
many light-density ine aecisions to determine vhere
lines Tecommended for exclusion i the Preliminary Sys-

rem Plan should be includel in the Fiiial System Pla=

Assisting in ConRail Activation

TJSRAs onlytheplanning agency for the revitalized
1forthen s rail system; management of ConRail- and.
other railroads must make the plan happe- A large
number of projects must be launched between now and.
conveyance- day in order to place'ConRail on a sound
footing to begin operations. Such projects will relate
to organization, executive selection, administrative sys-
tems, operations control, budgeting and. a host of other
taks associated with ConRail start-up. USRA must
play a leadership role relative to these activities.

Preparing the Final System Plan

Through the months ahead, the Association must re-
view and refine, all conclusions reached. in the Prelimi.
nary SystemPlan Drawing onnewinformation, RSPO
hearings, results of negotiations, etc., the plan must
be revised, appr6ved by the board and. prepared. for
-ubmission to the Congres by Xuly 26,19715.

Organization of the Prellmirfdry System Plan

TheIngdings an. conclusions developed. as part ofthe
Asodation's p lin for rail service inthe, orfheast and
?Miawesb Region are presented in the :following 13
dla~tors of Voluam L



Chapter 3, The RegionaZ Rail System : Presents con-
clusions on the structure of the rail system that
should serve the Region.

Chapter 4, Coordination wih .Solvent Railroads:
Describes potential opp.rtunities for- onsolida,-
tion, pooling and joint use or operation of facili-
ties to enhance the efficiency of the Mibn's rail-
roads.

Chapter 5 Operating the RestRctwrd Rail ByT-
ten " Analyzes the bankrupts' operations, describes
the process-followed in preparing a preliminary
ConRail operating plan; summarizes estimate&
ConRail route and terminal re.quirements and pro&
jects ConRail operating improvements

Chapter 6; Upgrading Rail F iitta anc- Eguip-
ment- Summarizes the fesults of comprehensive en-
gineering and field analysis of the physical coir-
dition of trackage, facilities and equipment and
presents an upgrading program.

Chapter 7, Lightt-Density Lines and Their Cor.-
,munity Impact: Discusses the policy aspects of the
light-density line problem, the impact on com-
munities of discontinuance of service, and the pro-
grams available (Title IV of the Act) for con-
tinued rail service.

Chapter 8, IntramoddaZ and IntermodaZ Competi- -
tion: Describes the competitive, environment be-.
tween railroads and among railways, trucks, bargesv.
pipelines and air cargo, carriers and raises issues
of public policy.*

Chapter 9, Marketing Raidt Freight- Szuic, De-
scribes the traffic and revenue forecastsusect ta de-
velop financial projections and lays out Conirails
pricing strategies;

, :Vhalpter, 10, Availabilty of Service by Alternate
Modes: Describes economic and social costs of

-- 'div irg Tail traffic to trucks, focusing on the
impact of discontinuation of service on light-den.-
sity lines-

T.0iapfer, 11, Factdki Affect .ig Einironmental As-
8essament: Summarizes ' ehergy,. pollutidn and
aesthetic factors involved: fin: transportation serv-
_ices and. provides a foundation for examining the
environnientmal eTects. of thl6,FnaI System Plan.

Chapter IZ, Manpower Req'uirements and PaTicies,
Discusses the manpower plan and the implementing
agreements.

Chapter 13, Passenger Service ii the _Rcg'ont
Presents findings on the scope and,-quality of pas.
senger services and summarizes conclusions. on
transfers of ownership, control of the Northeps,
Corridor and service improvements needed im £6
other fntercity passenger corridors.

Chapter 11 FinanaiaZ Analysis of the Pretimintry
System Plat: Presents pro forma financial statc-
ments for the single ConRail system.

Chapter 15, Financial Progrd/ms Under the Act:
:Describes the financing programs provided in the
Act.

Appendixes. to the Plan present results of detailed
analyses to support findings and conclusions in tho
chapters and.provide general background information
'and h bibliogaphy of USRX repbrts.

Volume Ir of tie:-Prelimnary System, Plan describes,
"the detailed= analytia process used in dev,¢eloping the

light-density line- conclusions and. provides a detailed
description of eac line analyzed and the recommenda-
tions- on: each. line. Appendixes describe community

"impn t analyses and, present line-by-linec reconnucnda-
tion.
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3
The Regional Rail System

Thew. central issue f ng the Association, has been to de!ferine
Izow the services and properties of the bankrupt carriers should be reetruc-

tured so as to achieve the goals of adiquate and efficient rail ;sercvice

and a self-sufficient private sector (JonRail at eminiintu. cost to the

taxpayer.
URA con6idered four major operating alternatives for restruchtring

the bian'rapts. They are:
" ConRail I-a merger of all bankrupt carriers,
" ConRail East and Test-ConRail East as a large eastnerm

terminal "district railroad with the western lines of Penn. Central

as a ConRail West,
* (aonRail orth, and &nth-essentialiy a breakup of the Penn

Central along the lines of the former Pennsylvaia and New York

Central railroads and
* CounRailJ Neutral Terminal Companies-merger of the bank-

rupt lines while concurrently providing solvent carrier access to the

major eastern markets.
This last option provided the basis for resolving the regional stbuc-

ture. isue ad meeting the various goals and purposes of the Act. It would

maintain competition in the major east coast markets, minimize track
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and terminal duplication (thereby minimizing rehabilitation costs) and

create no new operating entity, other -than ConRail, in the Region.

The structure reconnended for the Region is a Three Carrier System

involving ConRail (consisting basically of Penn Central), the Chessie and

the Norfolk & Western. Segments of smaller bankrupt carriers (inclding

Erie Lackawanna), would be transferred to each of these carriers. Dis-

cussions are progressing with the solvent carriers to determine the potential

for achieving this recommended structure.

In achieving the critical balance required by the goals
of the Regional Rail Reorganization Act of 1973, the
most difficult task in developing the Preliminary Sys-
tem Plan has been the definition of the industry struc-
ture for the Region. Embodied are the elements of com-
petitive service, efficiency, preservation of the financial
strength of the solvent 'railroads and, most of all,
achievement of a new company able to sustain itself
financially at minimum cost to the taxpayer.

The regional system recommended by the Associa-
tion involves organization of ConRail around essen-
tially the Penn Central and portions of the smaller
bankrupts with transfer (either property or operating
rights) of other, signifca'nt portions of these smaller
bankrupts to the Chessie System, Norfolk & Western
and Delaware & Hudson. It maintains competitive ser'v-
ice at major points in the Region and equal competitive
access to routes. Furthermore, it achieves significant
rationalization of plant. As a Three Carrier System
(ConRail," Chessie and Norfolk & Western and connec-
tions), it appears to provide the best chances for future
stability of earnings and service in the Region.

The risks and capital iequirements involved in an un-
dertaking as vdist as the formation of ConRail require
caution in the early years of development. Blindly pro-
ceedfng towards the stated structure could make Con-
Rail the instrument of both further financial failure
and increased government involVement in the operation
of the railroad. To that end, in the following descrip-
tion of the process to develop the proposed regional rail
system structure, the requirement for future change or
evolution is indicated.

To present the industry structure, this chapier is-di-
vided into three basic parts:

e USRA-recommended structure for the'Region, out-
lining wheie and by whom various rail services should
be provided. and the reasons for USRA's deternua-
tions, including concepts considered -and rejected.

0 A summairy description of the principal ConRail
routes, ConRail operating and modernization strategies
and

A A discussion of special issues relating to the operat-

ing structure that are caused by the financing'problems
of ConRail.

One option available under the Act would be for the
Association simply to merge all of the bankrupt carriers
into a single carrier (presumably including Erie Lack-
awanna and Boston & Maine as both were bankrupt
when the Act became law). The structure of the Act. is
predicated on the 'assumption that, if the bankrupt,
carriers were m'erged, rationalized and rehabilitated, the
resulting efficiency gains would result in a financially

.self-sustaining "entity. -While the law seeks economic
self-sufficiency as a major goal, it also requires that the
reorganized system provide adequate and efficient rail
service to the Regron; that it retain and promote com-
petition and preserve, td the extent consistent, with other
goals, existing railroad service -patterns.

Considering all of the goals of the Ac in concert, the
planning effort simply cannot solve the problems of
the bankrupt carriers by bringing about, the demise of
other carriers through the creation of a more viable corn-
pet.itor in the Region. The avoidance of any impact, on
solvent carriers is not possible, but adequate and effi-
cient rail service in the Region cannot be achieved if
the well-being of the presently solvent carriers is
ignored by the restructuring process.

The importance of the structure is highlighted fur-
ther by the fact that a process of government funding
will initiate a time consuming and expensive program.
Once begun, this restructuring process will be difficult to
change, so the time for considering various operational
alternatives is before it has been set in motion. For this
reason, numerous structures were analyzed. Comments
from the Rail Services Planning Office (RSPO) hear-
ings, from shippers and from solvent carriers in the
Region further emphasized that a USRA. planning
process ignoring any solution except mergoi of all the
bankrupt carriers would be irresponsible.

The Present. Structure

An understanding of the complexities of induwtry
structure necessarily must start with the basic traffic
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patterns in the Region and the iole of the major regional
carriers in the movement of that traffic. Basic traffic in-
formatioii is displayed in Table 1 and Figure 1; the first
shows state-to-state origin destination flows of freight
traffic within the Region and flows between the Region
and other geographic areas in the Nation. Figure 1 is a
density map displaying traffic volumes on the major
routes in the Region.

The Region is dominated by three carriers: the bank-
rupt Penn Central" (PC) with 35 percent of the ton
miles and 36 percent of the revenue; the solvent Chessie
System (Baltimore & Ohio/Chesapeake & Ohio/West-
ern Maryland) with 26 percent of the Region's ton
miles and 23 percent of revenue and the solvent Norfolk
& Western (N&W) with 21 percent of the ton miles
and 17.5 percent of the revenue. Table 2 shows the 1973
freight revenues and ton-miles for all carriers in the
Eastern District.

PC has the most extensive network in the Region,
with direct service between.every -traffic pioducing or
receiving area except the West Virginid coal fields. It
is the only carrier in the Region providing single line
service between all the major, eastern seaboard cities
and major points in the remainder of the Region.
Though largely debilitated today, it usually enjoys the
shortest and often the best engineered route between
the Region's primary traffic -points. This market domi-
nance and potential for operating and service gains led

liessie and N&W to commence negotiations toward a
inerger.of their own, an effort which perhaps partly be-
cause of the collapse of PC never has been. consum-
mated.

The major solvent carriers, Chessie and N&W,
have somewhat -similar characteristics. Bot h have a
strong base in the West Virginia coal fields and a manu-
factured and miscellaneous traffic base concentrated in
Ohio, Indiana, Illinois and Michigan. lN&W, ends in
the east at Buffalo and Connellsville (just east of Pitts-
burgh), while the Chessie's eastern terminal is at Phila-
delphia. Beyond these eastern terminals, both carriers
rely on either potential ConRail carriers or upon reor-
ganizable bankrupts to provide access to important sea-
board pbints.

The fourth largest railroad in the Region is the Erie
Lackawanna (EL) with 5.8 percent of the ton miles
and 5.6 percent of the revenue. EL is a major east-west
trunk line, providing single carrier service from New-
%rk to Buffalo, Cleveland and Chicago. Its route struc-
ture both complements and competes with the solvent,
carriers in the Region. It can bypass Chessie and N&W
for traffic to Chicago destined to we9tzrn 'connections
but works with them (especially N&W) for traffic
destined to points such as Detroit and.St. Louis. At the
east end, it is dependent on smaller roads for access to
Philadelphia and Boston.

These four carriers account for over 85 percent of

TABLEu 2.-Freight Revenues aqd Ton-Mile; Estcrn Dis ri
Class I Railroad , 1973

thotf.-ands) rai
t

ne)
Easternflistrictrailroad (Acct. 101) Percent (ABct)60) Percent

freight of revenue of
revenue total ton-ales total

Akron, Canton, and Youngstown (NW) 8, 659 10 .3 I 12
Ann Arbor ---------------------------- 10,237 .22 010 .25
Baltimore and Ohio (Cheesle System).. 532, SS2 11.55 3, BI5 11.70
Bangor and Aroostock ..........-------- 13,547 .29 4M3 .20
Bessemer and Lake Erie --------------- 5,090 1.09 2593 1.00
Boston and Maine --------------------- 67, Q5 1.47 2,749 1.12
CanadianPaific-- ----- 9,230 .20 14 2
Central of New Jersey ----------------- 2B,701 .63 GI ,2
Central Vctmont --------------------- 8,001 .19 331 .14
Chesapeake and Ohio (Chessle System) 467,811 10.15 2V, 4a0 1M 0
Chicago and Eastern Illinois ------------ 43,687 .05 2, 0 S3 1.22
Delaware and Hudson ---------------- 43,277 .04 2, 577 1.05
Detroit and Toledo Shore Line --------- 8,621 D1 261 .11
Detroit, Toledo and Ironton ----------- 42, 439 .02 1,451 .0
Elginollet and Eastern ............... 5, 333 1,22 1,00 .43
Erie Lackawanna -----.--------------- 250, 862 5.57 14, 200 5.
Grand Trunk Western .................. 101,133 2.20 3,270 1.
Ilolois Terminal Co ----------------- 12,727 .23 453 .

Lehigh Valley ------------------------ ,178 1.22 3,231 1.33
Long Island -------------------------- 8,570 .19 33 .03
Maine Central -------- ...... I ---------- 29,419 .81 010 .3)
Mlsourl-Inlinois ----------------------- , 843 .15 260 .1
Monongahela -------------------------. 7, 3W .10 .9) .10
Norfolk and Western ---------.------ 83, 7 M .17.55 51,010 21.00
Penn. Central ------------------------ 1, 72, $7 36, V3 85,051 5,12
Pennsylvania-Reading Seashore Line3.. 8,310 ,18 131 .0,
Pittsburgh and Lake Erie .............. 3D,082 .85 1,339 .87
Reading--: -------------------------- 100,841 2.19 3,749 1.M
Richmond, Fredericksburg and Pc-

tomae -------------------- --------- 25,021 .50 1, m2 .99
Western Maryland (Chessio System) .... 60,811 1.10 3,007 1.20

Total - ------------------- 4 0,10 00.00 ,215,023 10. 00

Source: 87th Annual Report on Transportation Statistics In the United Statti for
the year ended Dec. 31, 1073, by the Interstate Commerce Conimlssion. Tha
percentages shown are for the Eastern District as defincd by ICC. For data purposes,
this is the closest approximation to the region.-

the Region's ton miles. No other carrier has over 2 per-
cent of the ton miles iii this market, but this fact un-
derstates their importance. Mlany serve either as major
feeders to the dominant trunk line systems or' as key con-
necting routes.

Each of the' following railroads, as indicated ehrlier
in the Plan, are railroads in reorganization. Th6 Cen-
tral of New Jersey (COJ) is a major terminal opera-
tion in the Newark metropolitan area apd into Southern
New Jersey; it feeds traffic to the Chessie System in
conjunction with the Reading and also to the Lehigh
Valley, EL and PC.

The Reading (RDG) is a major originator and ter-
minator of traffic in Eastern Pennsylvania and provides
a feeder service to Chessie at Park Junction (Phila-
delphia) for north-south traffic and at Lurgan, Penn-
sylvania for east-west traffic.

The Lehigh Valley (LV) has terminal operations in
the Newark area, is a strong carrier in the Allentown-
Bethlehem market and- offers a trunk line service from
the eastern seaboard to Buffalo. It provides N&W with
access into the Allentown and Newark markets. In
addition, its route between Allentown and Wilkes-Barre
is a key link in the competitive alternative to PC for
traffic to and from New England and the South.

: 3.4
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The A:nn Arbor -(AA) operates from Toledo to
Frankfort, Michigan, at which point it has car ferry
service across Lake Michf,-a. It handles very modest
overhead traffic plus some local industry traffic.

The Class II Lehigh and. Hudson River (LHR) ta-
very little, traffic today, but once was an important link
between the former New- Haven on the, east and. the
major trunk line carriers (EL, LV and former Penn-
sylvania Railroad) on the west.

The smaller, profitable railroads that are not candi-
dates for inclusion in ConRail also are diverse. Dela-
ware & Hudson (D&H) is an important bridge carrier
linking the Boston & Maine with EL for east-west
traffic and LV with B&M for traffic between New Eng-
land and the South. D&H-s line into Montreal pro-
vides a competitive route to PC's Montreal line. The
reorganizable Boston & Maine (B&), the only com-
petitor to PC in the Boston metropolitan area, is also
an imnjportant overhead carrier for traffic from north-
ern New England to the west. The solvent Maine
Central (MEC) and Bangor & Aroostook (BAR rail-
roads perform gathering services in Northern New Eng-
land, feeding traffiG to th6 B&M or the Canadian rail-
roads (through- their subsidiaries) for movement west.

The major Canadian railroads-hav : lines into North-
erri New England. The Canadian National's subsidiary,
Central of Vermont (CV), forms a through link with
PC from New York to Mfontreal and provides a cen-
tral artery for Vermont commerce. The Canadian Pa-
tific (CP) line connects witl. B&M at Wells River,
Vermont, and affords an' alternate north-south route for
Montreal and other Canadian points.

There are six other important solvent carriers in the
Region. The Richnnond, Fredericksburg & Potomac
(RF&P) is a link* betwe n the Seaboard Coast Line
Railroad (SCL) at Richmond and Chessie and PC at
the Potomac Yard (Alexandria, Virginia) Gateway.
The Pittsburgh & Lake Erie (P&LE) serves the steel
industry in the Pittsburgh-Youngstown area; it is also
utilized by the Chessie System for the movement of a
largd portion of its east-west through traffic under a
trackage rights agreement.

The Detroit, Toledo & Ironton (DT&I), a north-
south carrier from Detroit to Ironton, Ohio, is an origi-
nator and terminator of steel, automobile and auto-
mobile parts traffic and as such feeds the major trunk
lines in the Region. DT&I also handles significant
amounts of northbound coal. Grand Trunk Western
(GTW), a subsidiary of Canadian National, is a major
automobile and automobile parts carrier and provides
it parent company with, access to, the Chicago market
for movements of east-west traffic.

The Bessemer & Lake Erie and the Elgin, Joliet
& Eiistern are both owned by U.S. Steel and are pri-
marily haulers of coal and ore and finished steel prod-
ucts." The former operates from Lake Erie (Conneaut,

Ohio) to the Pittsburgh area, lie latter from Porter,
Ind., west around Chicago to Waukegan, Ill.

Though these carriers are-not important in overall
regional statistics, their merger in one fashion or
another with. other carriers could change significantly
the competitive balance in the Region. For example,
if B&MII had-not been declared reorganizable and be-
come a part of ConlRail, New England would have been
left without any rail competition, and the D&I{ and
EL potentially would have been denied a substantial
portion of their traffic base. When these smaller car-
riers undergo structural changes, therefore, ripple ef-
fects go well beyond their own boundaries. For this
reason, there is great concern about what actions USRA
takes regarding the smaller banluupt carriers whicl
could become part of the r~organized system.

It is important to realize that USRA can make only
recommendations concerning the reorganizable and sol-
vent carriers in the Region. Its power to chango struc-
ture is limited to the bankrupt carriers which are po-
tential ConRail partners. Those carriers, again, ar'

-Penn Central (PC), Erie Lackwawanna (EL), the Con-
tral of New Jersey (CNJ) ,the Reading (RDG) and th.,
Lehigh Valley -(LV), plus the smaller Lehigh & Hudson
River (LHR) and, the Ann Arbir (AA).

USRA's Approach to the Structure Decision'

Starting points for analysis of the best structure for
the Region are the goals of the Act. Sections 101 and
206 indicate that, the major aims are:

* Adequate and efficient rail transportation.
M Minimum cost to the general taxpayer.

* A financially self-sustaining system.
* Adequate competition.
* Preservation to the extent consistent with other

goals of existing service patterns in the Region.

IWhen basic operrtional alteruatlves were being developed and
studied, Erie Lackawanna, having bc,- Jclarvl reorganizable, was not
a potential ConRail carrler. Throughoa th-e analysis, special consider-
ation was given EL because of I t mirgin.l financial condition and Its
Importance as a major carrier on tlL, ow:fcrn teaboard. No data pre-
sented in the discussion of the orldhiri 'l t-, however, reflects Inclu-
sion of EL, e.g., the financlal rE-cmuItu c9 nnIall North and South av-
shimed it would be an Independent earrer.

EL's subsequent financial problems and it. petition to be included In
the USRA planning process had a .aJtor impact on plans for the
various industry structure. The finanafel Implications of EL inclusion
in the various alternatives are not available. Significant Information
on the competitive rn-mifications of Its inclusion had been developed,
however, which examined the role of EiL a a competitive alternative for
the east-west traffic and its relationhip to other carriera such ls the
Delaware & Hudson and Boston & 3Iain(.

Industry structure recommendation3 as umne that EL is part of the
planning- process and that USRA must make specific recommendationi
concerning the disposition of its property. ror example, it Is assumel
that ConRail will obtain the EL routes w,.St of Hlornell, Now Yorl-.
The precise means of transferring EL assets, whether under the ltegionl"'
Rail Reorganization Act of 1973 or throunh liquidation, must await
final legislative action. The USRA board lia recommended to Congre I
that the Act be amended to make EL a railroad in reorganzatiou, therel Y
extending the benefits of labor protection provisions and accelerati
procedures for disposing of deficit lines and transfer of other routes to
other carriers. If the Act is so amended, the transfer of ML assets it
reorganization would come under its mandatory provislong.
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--The Assocation has considered-service routes through
out the Region, but a primary focus must be on. the area
east of Pittsburgh and Buffalo. The extensive services
Uxf the solvent-carriers west of this area issure continued
competitive services. It. is in the East that ainalgama-
tion of the bankrapt.carriers can occur and this.could
deny both N&W and COhessie access to competitive mar-

jkets theyiow enjoy. Although market protection might
be maintained through open junctions. N&W and
Chessie would have no independent traffic base. Con-
Rail, would have the capability of denying traffic to
thosesolvent railroads. Such a decision would be irre-
vocable; once the physical amalgamations aye made, it
would be very costly to reverse events.

Given the size and complexity of the rail network in
the Region, there was a great variety of possibilities for
restructuring services. To organize USRA discussion
and analysis and to provide the basis for public. dis-
cussion., the Association first defined several concepts fbr
reorganization of carriers in the Region. USRA then
prepared specific networks under each of these concepts.
This second step permitted quantitative analysis of the
alternative structures.

The stmuwtite concepts were stated in the formn of the
foowing hypotheses to be tested. Many are. veessarly
mutUy exclusive.

0 Merger of all the bankrupts should produce the
most efficient system possible under the existing law.
1 6 Merger of all the bankrupts would result in a ma-
nopolistic system on the eastern seaboard. Competition
is vital for efficient railroad operations and good serice
to shippers. Therefore a means must be, found for -main-
taining -adequate competition and existing patterns of
traffic, to the extent possible.

. The really significant problems of the Region's rail
carriers lie along the eastern seaboard, where there is
the greatest duplication, level of passenger losses and
potential problems from merger of the bankrupt car-

* riers. Therefore, the eastern seaboard should be split off
-and dealt with as a separate entity, possibly allowing
the Penn Central lines in the midwestern port.ion of the
Region to be reorganized conventi6nally.

* The Penn Central merger was a mistake to start
with. Size does not produce significant efficiencies, and
both present and future railneeds in the Region could
be met-more effectively by splitting up the present Penn
Central and forlming two smaller systems.

e There is no opportunity for a private sector solu-
tion unless maximum efficiency in the rail system is
achieved. Given the pervasiveness of intermodal com-
petition, there is no reason for continued rail/rail com-
petition,, and the Region would be better served if a
single monopoly encompassing both the bankrupts and
the solvent carriers were created.

* The bankrupt carriers have been economic failures
and rail efficiency would be best served if. the. present

operations were liquidated and absorbed by other car-
rieis-either those within or outside the Region.

* The basic problem of rail carriers is not in their
operating pattern but rather in their financial organiza-
tion. Except for pipelines, rail carriers are the only
mode responsible for both operations and for their fixed
plants. The separation of operations and fixed, plant has
been successful for other transportation modes and
should be considered as an alternative for reorganiza-
tion of rail carriers hii the Region.

Once these concepts were defined for discussion and
analysis, USRA staff considered several specific oper-
ating plans for each concept. For example, under the
premise that the problem basically lies along the eastern
seaboard, the next issue was what constituted the east-
ern seaboard-east of Buffalo and Pittsburgh oran area
roughly comparable in scope with the Northeast Cor-
ridor definition (Boston to Washington and out; to
Harrisburg and Albany)?.

In this case, it was determined that passenger activity,
potential mergers and originations and terminations
of traffic were concentrated heavily along the east-
em seaboaid, with relatively, little activity between
such points as Harrisburg and Pittsburgh and Albany
and Buffalo. Simply stated, if there was an east coast
problem at all, it appeared that it had to be in Newark,
New York, Philadelphia and similar points and not in
Altoona, Syracuse or Rochester. Therefore, the opera-
tional plan studies involved a split at Selkirk (Albany)
and Enola (Harrisburg).

One operating plan representing each concept was
then Chosen for detailed analysis. This process was a
starting point and did not necessarily eliminate other
operating arrangements for ultimate study; rather, it
was recognized that,, through the analytical process,
further modifications might be made or a specific struc-
hire might be rejected entirely.

During this review process, two original concepts
also were dropped from consideration. The idea of a
regional monopoly, involving merger of all the bank-
rupts and solvents into a single carrier in the Region
was so contradictory to the intent of the law and poten-
tially so difficult to achieve (Chessie and N&W having
indicated no desire to want to withdraw from the rail-
road business) that it did not merit detailed analysis.
Similarly, the lack of interest by either N&W, Chessie
or other carriers in acquiring large portions of the
bankrupt system led USRA to conclude that a detailed
analysis of this solution should not be undertaken.2

This process of redefinition, discussion and judgment
'whittled the more than 10 initial operating options
down to four operating alternatives and one non-
operating alternative. They are:

2 ThIs Initial judgment proved to be in error and in fact, studies
"vero Initated on m limited basis to consider this concept.



" ConRail I (merger of all the bankrupt carriers).
" ConRail I/Neutral Terminal Companies (merger

of all the bankrupt carriers but allowing solvent car-
riers access to key east codst markets).

e ConRail East and West (organizing an eastern
seaboard regional system with boundaries at Albany
and Harrisburg and Washington and a western. sys-
tem consisting primarily of the Penn Central lines
either reorganized conventionally or as a separate Con-
Rail entity).

, 0 ConRail North and ConRai1-South (the'unmerg-
ing of the Penn Central into a mainline route structure
closely following that of the former New York Central
and the former Pennsylvania Railroad, with the small-
er bankrupts going to either the North System or the
South System).

o ConFac, the Consolidated Facilities Corporation
(a separate corporation to hold assets for ConRail,
thereby concentrating the government role on the fixed
plant of the bankrupt carriers).

Assessing the Alternatives

A detailed description of the four alternatives is
presented in Appendix C. ConFac as a concept is de-
scribed at the end of this chapter. The following
briefly summarizes each alternative and describes
USPRA's conclusion regarding how well each structure
served the goals of the Act.

ConRail I contemplates merger into one restructured
entity followed by rehabilitation As originally en-
visioned, this option should have resulted in the maxi-
inum reduction in duplicate facilities and solved the
most critical problem of finding the money and mate-
rial to reblild the fixed plant of the bankrupt carriers.
It was presumed this option also offered the greatest
opportunity for increased efficiency and use of equip-
ment, and therefore greater productivity, of owned
equipment and decbreased rents for cars owned by other
railroads.

Con! ,ail I did not demonstrate sufficient financial re-
sults to enable USRA to ignbre thd potential for fur-
ther regional problems it engeindered. The creation of a
monopoly of traffic in Eastern New York, Pennsylvania
and Now Jersey could cause-increasing deterioration
of the traffic base of the, major solvents after several
years. Potentially, an increasing monopoly would be
established. Clearly, the position of New England car-
riers would be worsened with the inclusion of EL. Only
the most sangtine financial forecasts, coupled with other
techniques of competitive protection, justified this step.
The 6onrlal I/Aeutra7 Ternzinal Conpany structure

originally was proposed to assure continued competition
in certain key markets Mong the eastern seaboard with-

3The original concept studied did not include the Erie Lackawanna.
The study would bare included EL had EL not been declared reorganiz-
able at ti time.

out the attendant duplication of facilities and opera-
tions which would result otherwise. This alternativo
was to be formed in the same manner as outlined atbovo,
except that n6utral terminal companies would be oet
up in the Newark/New York area, in the Philadelphia
metropolitan area. and perhaps in the Allentown area.
As envisioned, thesa terminal companies would bo
jointly-owned subsidiaries of the line haul carrier,
serving the markets to assure service to all lino haul
operators to the extent possible. The operating pattern
studied would have had Chessie with access to Phila-
delphia and either N&W or Chessie with access into tho
Newarkc area.

The As'sociation concluded that the basic objective
of the Conlail I/Neutral Terminal Company option-
that of maintaining competition in important markets
wile mininizing the, duplication of mainlines, terminal
facilities and operations-provided a start toward a
possible resolution of the structure problem. The Asso-
ciation believes, however, that the precise operational
plan outlined would require substantial revision in light
of the Erie Lackawanna situation, and is reluctant to
create new institutions which would be a barrier to the
efficient functioning of the line hauI carrier. Finally,
this modest separation of an aclowledged problem did
little to solve it, merely dividing its cost.

ConlRail East avnd West alternative originally en-
visioned ConRail East organized as at major terminal
district operation in the area easb of Albany and Harris-
burg. ConRail -would provide all switching services for
cars originating and terminating in the area and then
iprovide line haul service to 'the major interchange
points of Selkirk (Albany), Allentown, Enola (Harris-
burg) and Potomac Yard (Alexandria, Va.). Whilo
ConRail East would be a monopoly, .the connecting
services at these gateways would provide compe itivo
service for all long haul traffic. ConRail West, would be a
separate entity -both managerially and operationally
and would consist of the Penn Central main lines wesb
plus appropriate parts of the Ann Arbor.

The essential premise of the ConRail East alternative
was based on the probabilitky that the separation would
isolate the losing operations surrounding the terminals
on the eastern seaboard, permitting unique solutions for
these problems. Simultaneously, the western operations
would become intrinsically more profitable anid capable
of future success. Analysis of these assumptions, how-
ever, proved them inaccurate or fraught with poten-
tially wider dangers.

First, it. does not, appear that there are unique sohit-
tions for the. eastern terminal operations; severing sig-
nificant aspects of the railroads operations morB likely
would perpetuate the problem. The need to remedy
inefficiencies in archaic yard operations or delivery pat-
terns would have to be reinforced with an. economic



incentive missing if the operations were isolated. Sec-
ond, tlis fear is reinforced if the suggestion is followed
to make this area permanently government-supported.
There is no evidence that subsidie will be temporary.

Third, the -possibility of raising rates to cover costs
might limit losses (even though not solving baste cost.
problems) ; however, it could ensure permanent high-
cost operations in these areas. This could stimulate the
relocation of present indtistry or deter new industry,
both undesirable for the economic well-being of these
areas. Finally, the thought that potential government
"nationalization" is contaied by this maneuver is
serious. Any permanently government-supported entity
in the industry holds potential for expansion or a con-
venient vehicle tQ escape problem solution.

Problems with the eastern terminal concept would
be more palatable if the western company clearly
showed less of a tendency to fail financially than under
other alternatives. The Association's estimate -of in-
creased costs of the interface between east-west opera-
tions and added investment in rolling stock combined
to make the western company slightly less profitable, in
forecasts, than ConRail I. Therefore, the USRA found
this alternative unsuitable for reaching the Act's goals.

Thi ConRail North and CoOail South alternative
involved unmerging the Penn Centaal system. Many
professionals and laymen believe the Penn Central
mnerger was a mistake and that many of the carrier's
difficulties can be ascribed to its size. This alternative
would divide Pe mn Central into tw6 firms with route
structures roughly following the mainlines of the pre-
merger. Pennsylvania and New York Central railroads:
The smaller bankrupts -then would be merged into one
of the two systems. The operational plans studied as-
stnned that RDG would be merged with ConRail South
and that CNJ, LV, LR aind AlA would be merged
with ConRail North. The former New Haven properties
also would go to ConRail North.
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The Association rejected the proposed split on the
grounds that its benefits are more illusory than real and
would be obtained over the long-term only in the event
that more extensive mergers were a factor. Financially,
the North-South companies would incur sufficient added
cost and require so much added capital that, rather
than reducing the risk of possible future failure (i.e.,
one company failing out of two), they doubled the risk
by.both being so unworkable. Furthermore, the man-
agement requirements of disaggregation, combined with
the already critical rebuilding needs, made the pros-
pects of execution slim at best.

Recommended Structure for the Region

Although none of the alternatives discussed were
totally satisfactory, the ConRail I/Neutral Terminal
Company seemed to have more elements of a solution
than any other. The principles embodied in that alteirna-
tive were the starting point for the recommended solu-
tion. They are that:

* 'The major markets on the eastern seaboard must
have competitive rail services, preferably provided by.
not more than two carriers.

* Duplicative plant and terminal facilities must be
minimized; joint trackage and joint yard operations,
are therefore essential.

e Competition will be best served if the strong solvent
carriers are brought into the major markets requiring
competition, rather than building separate feeder
systems.

Working from these fundamental objectives. what
evolved was a "Three-Carrier System" operating struc-
ture. (See color fold-in map at back.) The USRA_ rec-
onuuended regional system is:

e CoifRail consisting of the-present PC and the RDG
(less the Philadelphia and Allentown markets); LV
from Newark to Waverly, New York; CNJ; the Penn-
sylvania Reading Seashore Lines; LHR and AA.

FINANCIAL ANALYSIS OF THE EAST-WEST ALTERNATIVE

: The financi.al and operational analysis of the east-
west solution disclosed that the two companies com-
bined, in 'relation to ConRail I, - would require 6,000
more freight cars costing $110 million, 1,900 to 2,700
more employees and approximately one percent more
road and track miles.

* This option, compared to ConRail I, would sacri-
fice the ability to divert traffic to longhaul, be eiposed
to a loss of significant interchange traffic and cost $59
million per.year in increased transportation, car hire
and general expenses.

o An estimated $80 million additional tr-ansportation
expense would be incurred during the first five years

while the system was being split into east and west
portions.

- These factors resulted in the east-west option re-
quiring at least an estimated $1 billion more govern--
ment-guaranteed financing than ConRail . The amount
would depend upon ability to raise-nonguaranteed pri-
vate sector equipment financing.

The costs mentioned above, plus interest on the addi-
tional borrowings, restrained the east-west option from
a break-even combined net income before 1985. The east
portion remained a large loss operation throughout the
ten-yehr forecast period. West was profitable, but its -

profits were less than those of ConRail I.
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FINANCIAL ANALYSIS OF THE NORTH-SOUTH ALTERNATIVE

* The financial and operational analysis of the north-
south solution disclosed that the two companies com-
bined, in relation to ConRail I, would require 5,000
more freight cars costing $95 million, 1,900 to 3,500
more employees and approximately two percent more
'road and track miles.

* Costs would increase by $49 million per year in the
transportation, car hire and general and administra-
tive expense categories combined.

* An'additional estimated $132 million in transpor-
tation expense would be incurred during the first five
years while the system was being split into two sepa-
rate companies.

* N&W operation of the present EL from Buffalo
into Newark,- N.J., via Binghamton, New York. This
operation can be accomplished either through direct
transfer to N&W or an N&W subsidiary. The system
would result in N&W, D&H and B&M offering a com-
petitive alternative, 6 ConRail across the northern tier
of the Region. Certain other adjustments in routes and
traffic are possible around this concept.

* Extension of Chessie via the present -RDG line
through Harrisburg to the Philadelphia ahd Allentown-
markets. Chessie should assume direct responsibility for
handling the present RDG traffic in Philadelphia;
Allentown would be open to Chessie and ConRail. As
the present RDG route from Harrisburg to Allentown
would also be a main .ConRail route, it is anticipated
that Chessie's access would be -over trackage rights,
with ConRail performing the switching services at
intermediate points. To Philadelphia, Chessie can also
access the Reading -using its route from Baltimore.
Thus structured, the Chessie system would provide
competition along the, southern tier..

* D&H acquires LV trackage rights from Wilkes-
Barre to Allentown. This.vould protect D&H's preent
north-south traffic and would reestablish a "friendly')
connection (Chessie) for movements west to Pittsburgh,
a connection lost in the Penn Central merger. The same
trackage rights also would provide a friendly connec-
tion to the Potomac'yard via D&7 and Chessie.

* Boston & Mhaine, Maine Central, Bangor & Aroo-
stook, Detroit, Toledo & Ironton, Pittsburgh & Lake
Erie and Grand Trunk Western retain their present
independent status. -Many proposals have been made to
merge these properties into other carriers.4 Subsequent
mergers should be undertaken, but the first priority is
to resolve the fundamental problem of restructuring the
bankrupt system and continuing effective competition
in the major markets on. the eastern seaboard.

& Appendix D lists these proposals.

9 These factors resulted in the north-south option
requiring more than $1.0 billion in government-guar-
anteed financing in excess of ConRail 1. The exact
amount would depend on the ability of the companies
to secure non-guaranteed private sector equipmont
financing.

The costs mentioned above, plus interest, on the addi-
tional borrowings, restrained the north-south option
from reaching a combined net income in the ten-year
forecast period. Although north had a small profit in
1985, it was more than offset by south's loss.

The recommended structure is basically a concept.
Discussions are under way with solvent carriers to as-
certain their interest in helping to solve the critical
'problems in the Region and #o determine what is re-
quired to allow their participation without impairing
their financial integrity.

USRA reognizes that significant government ex-
penditures will be required to solve the bankrupt carrier
problem; this has been n basic factor in the, present re-
organization process. The board believes that, with the
proper' level of federal support, the major solvent car-
rieis could assume an important role in resolving the
service problems of the Region. This extension of solvent
carriers could result in a solution which is less costly in.
terms of the taxpayer funds than creation of separ~tq
entities designed primarily to feed these caniers.

Alternatives to the Three-Carrier System Solution

Implementation of the Three-Carrier System solution
depehds on the successful conclusion of complex discus-
sions -with N&W and 'Ohessie. One or both of the solvent
carriers -well may decide that it is not in their best in-
terest to participate in the proposed restructuring. Dis-
cussions to date, therefore, have not locked on a single
solution but have rather explored alternate possibilitieos.
In these discussions, N&W has indicated its doubts that
the EL lines east of Buffalo could be made financially
self-sustaining as a part of its system without. sub-
stantial and probably continuing federal -financial aid.

Should one of the solvents not participate, the Associ-
ation's preferred alternative would be a Two-Carrier
System solution.

Specifically, if Ohessie is not interested in serving
Allentown and Philadelphia as contemplated, NMW
could serve these markets. This could be accomplishedl
if N&W were extended southward from the EL main
line into both Allentown and Philadelphia and north.-
ward from its present Hagerstown terminus -into Ilar-
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risburg and thence eastward into these maTlkets. To deal
with the problem that both these routes are somewhat
circuitous, USRA contemplates that NI&W also could
acquire, either through trackage rights or joint 'opera-
tions, the capability to operate directly from central
Ohio to Harrisburg over present PC routes.

Similarly, if 1NQ&W decided not to participate, then
- a Two-Carrier System concept could be developed

through expansion of the Oh~ssie eastward over present
RDG lines as previously discussed and the acquisition
by Chessie of the EL from the central Ohio area into
Xewark and the Binghamton connection with D&H.
The present EL main line intercepts the high-capacity
Baltimore & Ohio line in the vicinity of Akron and
would provide a very competitive route to Con:Rail
-while still allowing downgrading of duplicate main
lines in the Midwest.

If either of these Txo-Carrier System alternatives
-were developed in lieu of US.a:s primary choice, the
Three-Carrier System, additional operating rights and
fransfers might be necessary to create the most efficient
patticipating solvent network.

USRA recognizes that any solvent carrier must be
extremely careful i- using its private capital to a-void

unreasonable financial risk to its owners. Considerable
federal financial -assistance-is available under the Act
to minimize that risk, including monies for. rehalilita-
tion. Obviously, no solution, is totally without risk; in-
action could also affect the operations of the solvent
carriers.

if -a satisfactory solution can be reached with one or
more of.Ole solvent carriers, USRA believes the strue -
ture :envisioned ihas significant benefits for the Region
and goes a&long way toward.a permanent solution. To
reiterate some of the advantages, the proposed structuire
Iwould:

S:Maintain competition in major east coast markets
by line haul carriers, thereby avoiding the haphazard
-division of carrier 'responsibility which often affects
sd-vice quality.

*- Mininize track and terminal duplication, thereby
adhieving a competitive system at the lowest possible
federal cost.

* Create no new operating institutions such as neutral
terminal companies, a Middle Atlantic Raiil Corpora-
tion 5 or ConiRail East (which, if established first and
f6und unsuccessful, would be extremely difficult to
undo).

*Merge smaller properties with larger roads; his-
torically the easiest way to effect a merger.
* * Maintain the existing major traffic flows and mini-

mize the possible disruption of service -which could
occur with more radical restructuring programs.

The Middle Atlantic Rail Corporation envisions a merger of CNI, •
RDG and LV.

If Neither Chessie nor N&W Participates

If both Chessie and X&W do not participate in the
restr cturing procesi on the eastern seaboard, even with
major federal financial asistance, the whole concept of
competitive railroading in the legion will be-affected
seriously. If the two solvents both opt not to expand
eastward, that indicates they feel the cost to do so is
greater* than the benefits they may receive. If neither
solvent participates, the options then available include:

* Creating two separate operating entities supported
by federal fmiding with the explicit purpose of provid-
ing competition, or

e Organizing ConRail I as a monopolistic carrier on
the eastern seaboard.

Of these alternatives, USRA believes the best solution
would be to form MARC-EL, a. secdnd trunk line east-
west carrier based on the merger of EL with the key
properties of CNJ, LV and RDG (essentially the Mid-
dle Atlantic Corporation). To improve competitive
balance in the midwest, it is contemplated that
MARC-EL would be given access, through joint owner-
ship of trackage rights, of ConRail lines to such gate-
way points as Cincinnati and St. Louis. To complete the
dvelopment of an effective competitor, consideration
should be given to including DT&I and P&LE. Any
opportunities for plant rationalization would be car--
ried out, such as paired track arrangements between
MARC-EL and ConRail between Mansfield, Ohio, and
Chicago.

Reaistically, this alternativ, is a. second choice in
terms of both effective competition and rail efficieney
within the Region. It is, however, superior to a. break
up of the Penn Central System into a ConRail Korth
and-South simply because it can be implemented in a
relatively short period of time, and the.EL anil its con-
necting lines has had a history of vigorous conipetition
on the eastern seaboard. It also isimore effective than
the-creation of an eastern terminal feeder system, such
as MARC alone. To be effective competition, such a
system would depencl-on the willingness -of the major
solvents to participate. The deficiency of MARC-EL is
that it used federal dollars to sustain a. competitive rail
system or the eastern seaboard. NVo financial projections
have been made for the =ARC-EL system, but it is
anticipated that-ConRail (essentially PC under this
concept) and MINARC-EL (with added midwestern
routes) would be less economically self-sustaining than
ConRail alone in the Three-Carrier System.

A more -definitive answer must await detailed finan-
cial projections being developed by USRA. The funda-
mental policy issu is whether, after failing to achieve
competition through expansion of either both or one of
the existing major solvent carriers, the federal govern-
ment should spend money to insure that rail/rail comn-
petition is maintained 'along the eastern seaboard.
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The preceding discussion leds USRA to conclude
that, the Thiee-Carrier System must be pursued vigor-
.dusly. If only one solvent carrier is interested, restruc-"
turing should be pursued under that alternative. Other
possible solutions simply are not as promising. F6r that
reason, USRkA plans extensive efforts in the next several
months to determine the exact dimensions of a solution
involving both or at least one of the major solvents in
the Region.

Defining the ,ConRail System
Simply stated, the condition of the bankrupt rail-

roads, and especially that of the Perin- Central, repre-
sents a transportation disaster unparalleled in the
nation's history. lost of the bankrupt properties, in-
eluding key yards, major main lines and essential shbps,
are in a serious state of disrepair. Areas appearing in
relatively, good physical shape are that way largely due
to cosmetic efforts-the track has been ballasted and
Smoothed, but the rail and ties are both well beyond
their normal lives. The solution is going to be costly;
just keeping the bankrupt carriers operating until
ConRail begins operation could cost taxpayers more
than $400 million.

The conflicting, goals of the Act, therefore, must be
balanced as much against this harsh reality as against
each other. Much discussion has centered on the fact
that viability of the systeni may conflict with the pro-
vision of adequate and efficient service. This issue, not
unimportant in .the design of ConRail, must be con-
sidered in the context of the importance of the funda-
mental need to overcome 20 years of physical neglect.
The necessity for rebuilding the sjstem thus becomes
the most critical constraint on. the adequacy and effi-
ciency of the service to be provided and it is the magni-
tude (both physinally and faniaily) of that ileliabiNi-
tation requirewent that must neessarily determine the
ConRail configuration.

That the physical condition of the plant is badly
deteriorated is not debatable. What can and' should
be debated are the alternate strategies for rehabilita-
tion. Specific questions include the following.

o What should be the timing of rehabilitation and
wvhat ar the iinplication of such strategy?

a In what sequence" should the system be rehabili-
tated, e.g., should main yards and main lines be brought
up to high operating standards while the rest 6f the
system is held at minimum maintenance levels, or should
main lines be held to a minimum standard (30 m.p.h.)
'while repairing the -very worst of the secondary and
branch lines?

* What level of public funding, in the form of loans
or grants, can be committed to the rehabilitation pro-
grain?

o What, are the implications of the above three de-
cisions oni the route structure and services to be pro-
vided by ConRail?

The Association's conclusion on each of these issues
follows. They are a significant factor in the future buti-
fiess strategy and government control aspects of Con-
Rail.

* The timing for the program should be about 14
years, providing maximum flexibility in us6 of funds.

* Funds should be spent in the initial years, recog-
nizing material constraints, on the major core system
and yards and. terminals. This will improve service,
increase dollar returns and sustain flexibility.

0 As the financial projections in Chapter 14 demon-
strate, the costs of rehabilitation, when coifibined *ith
operating losses in early years, exceed the funds al-
located, by the Act. Rather than reducing the system
size now to meet an arbitrarily set figure, however, op-
erations.should continue over the system size sob fort h.
It would be unwise not to rebuild this transportation
system p-'operly, but both timing and location of ex-
penditures will be reviewable in future years, clearly a
way to reduce potential government financing.

USRA recommends setting priorities after an anal-
ysis that measures benefits from rehabilitating a line
segment (reduced transit time) against the cost of ac-
complishing that rehabilitation. This results in a rank,
ing of line segments where rehabilitation will provide
the maximum benefits in terms of 'reduced transit time
for each rehabilitation dollar spent, This process, de-
scribed in. greater detail in Chapter 6, tends to coneent
trate the rehabilitation program on the heavy density,
lines-especially those in the western end of the Region
where the plant is most deteriorated. Under this strat-
egy, the main lines will be brought up to adcquat&
freighit service standards (50-60 m.p.h.) over a th rec- to
seven-year period.

This means thadt many secondary and branch lines
must necessarily be held in a- "patch" maintenance
condition during this period. If the use of availablo
resources is" not concentrated on main lines, the througi
routes will continue to deteriorate. Train speeds already
unacceptable will decrease and ConRail will not have
the:capability to offer.piggyback or any other time-sen-
sitive service. Additionally, as track conditions continue
to deteriorate, so also would- the speeds of passenger'
trains, resulting in further substantial lengthening oqf
manyI already slow Amtrak schedules.

Another critical element in the rebuilding program
is the amount and availability of federal funding, eithr
in the form of, loans or grant s. The $500 million to $1
billion for rehabilitation and mod6rnization provided
in the Act will be adequate to rebuild not more than
approximately 5,000 miles -of railroad and attendant
yards aiid shops. Obtaining private finanacing sources
for the remaining mileage is 'considered impossible;
thus, the result of staying within the financial limita-
tions of the Act would be abandonment of all but the
heaviest route.

Specifically, staying within the Act's funding limita-



tions means that services would be terminated between
Montreal and- Syracuse; all of Southern New Eng-
land including Providence, Hart-ford tud New Haven;
-virtially the entire Central Pennsylvania coal region
lines except those into the very highest production
areas; all of Michigan north -of the main line between
Detroit and Chicago; and virtually all of the gathering
network in-Ohio, Indiana and Illinois. Clearly this does

- not meet the Act's requirements for adeqfiate rail serv-
ice in the Region.

At the other end of the funding spectrum is the c6m-
plete rebuilding of the entire -plant as it now exists,
at a cost of $3.8 billion. This estfinate is in.constant-
dollar; inflation over the pe od required for imple-
• entation would more than double that amount- USRA
believes this level of public funding is poor'public
policy, inasmuch as the ,benefit from expenditures of
this magnitude on these light density lines is question-
able. Specifically, some $1 billion in rehabilitation funds
-would be required over time to bring light-density lines,
recommended for exclusion from the ConRail system,
-up to normal mainfehance standards fbr such lines.
These lines pro duce revenue of only $72 million, mak-
ing rehabilitation a questionable public investment.

USRA recomniends af unding level for-iehabilitatifn
purposes of about $2 billion (in constant dollars). Fail:
ure'to commit this amount would result in incomplete
iehabilitation jobs on the .principal main and secondary
routes; and -would not halt the continuedt deterioration
of plant, recycling the principal cause of the present
failure of the system.

If recommended expenditures could not be justified,
the best policy debision would be to ut the system size
accordingly. Expenditures beyond about $2 billion. can-
not be programed adequately now; funds may or may

-not be required, depending on how ConRail develops
over the next decade. In essence, funding above that
aniount is for rehabilitation projects to be decomplished
.bvoad the planning terin.

These projects may or may not be required, depend-
ing. both on the trends in the national and regional
economy and in railroads as a transportation mode. As

noted earlier, the recommended strategy is to conden"
trate available money in terms of material and man-
power on those projects where the need is greatest and.
-where both service and financial returns are highest,
while holding the remainder of the system at a safe
operating level.

- In the decade and beyoind required for rehabilitation
there inevitably will be sign ificant changes in the rail
marketplace. USRA has attempted to predict the
changes which will occur; its assessment of the rail
potential is reflected in its traffic growth projections.
As with any forecast, these projections are subject to
variables; for example, a change in federal energy poll-
cies -might diert more traffic to 'the railroads but it
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might also lower industrial production, resulting in. less
total'tialic for the rail mode. The ultimate industry
structure evolving in the next decade probably will
depend on overall trends in the national economy, spe-
cific trends in the regional economy, the, direction of
such specific matters as federal energy policy and, per-_
imps most significantly, the direction of national trans-
portation policy.

The convergence of two criticaffactos-thedynamcs
of the marketplace for rail transportation and the-rel-
atively long time required to rebuild the railroad-
leads USRA to this conchision:

The route and operating configuration of the Con-
Rail system represents an internim tep between that
which. exaists today and that which, -necessmy must
evolve in the nxt decade. The initial ConRail op-
crating and route structure repreents estimatea of
how best to reverse the fortunes of the bank rupt
carriers so they can once itgain peform, adeguate
anzd effloYent rail transportation. The plan, however
is -zot carred in stone and it =71l be'subjeeg to many
modifcations in the ne tc decade.
The'fiahu'i of the rebuilding process allows for coit-

siderable flexibility in the future. The systemn cann6t
be rebuilt overnightl, anditis therefore not necesay to
have absolute precision in all elements of the route and.
operating structure. The blan as outlined in he ol.low-
ixig section represents q. itarting point in -what, by ne-
cessityi must be an evolutionary process.

ConRail Route and Terminal Plan

The preceding section discussed the major considera-
tions leading to the development of the ConRail oper-
ating plan. This section discusses in detail the main line
route structure, the major yard facilities planned and&
the implication of the described reiabilitatidn strategy
on routes and terminals. The major freighTi routes
and major yards are displayed in Figure 2; all routts
with planned densities of 5 million gross tons per year
or more are shown in Table 3.

Five specific areas are examined: principal through
freight routes, secondary through freight routes, prin-
cipal feeder routes, secondary feeder routes, and prin-
cipal yards for Con:Rail.

Under the preferred regional structure (Three-Cat-
rier System), the present PC will form the nucldus of
the ConRail route configuration, supplemented by C(hT,
LV, RDG, L R and AA. Certain important lines and
markets on the latter carriers will be transferred or
made ai'ailable to other catriers for use under trackage
Tights agreements, e.g.; the LV mainline from Wilkes-
3arre to Allentown (t.ackage rights to D&H) and the

present RIDG from Lurgan to Allentown and Philadel-
phia (trackage rights to Chessie). In addition, there.
may be changes in tho precise markets served as ar result
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of negotiations with the solvent carriers. Under the al-
ternative Two-Carrier-Systeinthe ConRail routes would
be essentially the same; MA.RC--BL, however, would re-
sultTh significant route changes.

.Notwithstanding these pbssible changes, and the veri-
ties of the rehabilitation program previously discussed,
the primary through. freight routes for ConRail can be
defined at this time-vith virtual certainty. These are the
routes -which connect pinmary load centers and major
terminalson the system and which are properly classi-
fied as the main line system -for ConRail. The bulk
of th system's'ton miles -will be produced on these
routes and, consistent with the prior discussion on re-
habilitation, they vill receive-most, of the near-term
(fii* 5 years) rebuilding efforts.

Regardless of how ConRail evolves over time, these
routes probably will have heavy trafflc density. The high

TA n7s.3.--PrJeced traffic density on ConRail routcs after
rehabilitation

From- To- Via-

More than 40,000,000 gros
-tonis per year:

Chicago, 3L3.. ......
Cleveland, Ohio ......
Harrisburg, Pa- .
Yohnstown, Pa......

ittsib h, a.....
Pittsburgh, Pa.._.....
Pittsburgh, Pa.....
Reading, Pa.......
Toledo, Ohlo-......

20,000,000 to -40,000,000
gross tons per -year:

Albany, N.Y......
Bucyrus, Ohio ......
Cincinnati, Ohio.._-

Clearfield, Pa......
Columbus, Ohio ......
Conway, Pa.. ......
Conway, Pa-.......
East St. Louis, L.....
Harrisburg,'Pa ......
Harrisburg, Pa ........

Indianapolis, Ind-.-..
Indianapolis, d_._
Jackson, Mch __
Iflngo Ju iction, Ohio.
Philadelphla.2a .....

Ph llipsburg, N......

Cleveland, Ohio .........
Albanyi N.Y ..........
Phlllipsburg, NJ....
Hariburg, Pa.........
Clevelandi Ohio ........
Johnstown, Pa ..........
:lohstowh, Pa ......... :_
Philadelphia, Pa ..........
Detroit, hlch .............

Springifeld,Y= -ass.......
.Alliance, Ohio........
Columbus, Ohio ..........

Harrisburg, Ia ............
Toledo, Ohio .... ..
Alliance, Ohil ......
Columbus, Ohio ..........
Indianapolis, Ind ........
Perryville, Md .-------- -
Philadelphia, Pa ........

Cleveland, Ohio ...........
Columbus, Ohio ..........
Detroit, Mieb......
:Pittsburgh, Pa.........
Newark, NJ....

Newar, ..........

Pittsburgh,Ta ........ 1 Ashtabula, M ..........

.Pittsburgh, Pa..--
10,000,000 to 20,000,000 gro

tons per year:
Albany, N........
Bucyrus, Ohio-.......
Bucyrus, Ohio.---
Columbus, Ohio.....
Dayton, Oh o....
Elkhart, Ind .......
-Elkhrt, Ind ..........
Indianapolis, lnd_.
Marion, Ind ..........
Newberry, Pa .....
rhillipsburg, N.J_.
Sheff, Ind .........
Springfield, Mass_
Wilkes-Barre, Pa._....

Youngstown, Owe ........

kgew York, N.Y ........
Chicago, Il ...........
Toledo, Ohio .............
Crestine, Ohio .........
Bellefontalne, Ohio .....
J ack son , 11 h .... .......
Kalamazoo,A.11ch -.-----
'Elkhart, Ind ...........
'Cincinnati, Ohio ..........
Lyons, N.Y .............
Albany, N.Y..-...
Chieago,'ll...........
Boston, Mass........
Alentow, Pa.....

Toledo, Ohio.
Buffalo, N.Y.
Allentown, Pa.'
Altoom, Pa.2
Alliance, Ohlo.2
Kskl Junction, Pa.3
Greeaburg, Pa.%
Pottstown, Pat
Monroe, M1ch.

Plttsfield, Mass.
Manwfeld, Ohio.2
Dayton, Ohio and XWnlo,

Ohio.
Newberry, Pa.
Findlay, Ohio.
Bayard, Ohio.
MIngo Junctlon, Ohio
Efllnghar, Il.

-Safe Harbor, Md.
Columbia and Coatcsville,

Pa:
Union City, Ohio.
Union City, Ohio.
Ann Arbor, M11d.
Carnegie, Pa.
W. Trenton, N.. and

Boundbrook, N.T. (via
LV).

Flemington unction (via
Y v).3

Youngstown, and Domet,
Ohio.

New Castle, Pa.

Poughkeepsie, N.Y
Fort Wayne, Lid.
Tiln, Ohio.
Ashley, Ohio.
Springfield, Ohio.
Union City, Milch,
Three; Rivers, hMcls,
Mfarlon, Ind.
Union City, Ohio.
Coming, N.Y.
Warwick, NT.
Schneider. lad.
Worcester, Mass.1
'Lebihlton, PaJ

TABLE 3.-Projected trafflic denily oan ConRai Tofes after
rehabitation-Continued

From- To- Via-

5,C%00ce tclpo i0OOC rocs
tons per year

A bby, Ind ...... Indianapolis, Ind ....... lllnconaunctln,1nd.
Columbus, Ohio. Char---t--, W.-Va........ Point Pleasn, W. Va.3
Detroit, 1ch ......... Buffalo, NX ........... St. Thomas, Ontario.
Effacrt, Ind ----------- Marlon, nd-.......... Logansport, Ind.
Elkhart, Ind ......... Xankakec, 1 ............ Scmeider, Ind.
Framig ham, Mar-s... ProvIdca e, R J-....... Walpole, Ma.
arrburg, Pa ....... Haer aown, Md--...... Chambersburg, PaJ

IndlanapoU, lad. Sheff, Ind ............ Lafayette, Mid.
Jacksmon, 3ileb. ..... Sagina=, M11d ....... Lansing, Mch.3
Kalamazoo, M3lle.... Sackson, Ih....... BattleCreek, 31eth.
Louisville, Ky ....... Indianapolis, Lid -..... Colubums, Ind.
Marion, Ohio ......... Hoene , N .Y ........... Jamestown, N.Y2

MoT~yllNJ....Newark, NXJ.. Ne------ w~ Bruswfek NJ.
Marshall, Ill ......... Shall, Ind ----............ Danvile, IILI
Newark, NJ ......... Kingston, N.Y ..... Hav-straw, N.Y.
NlIaram Falls, N.Y... Rochester, N.Y ----------- 3iddleport N.Y.
Denovo, Pa .......... Buffalo, N.Y-. ......... Olean, N.Y.
Sallsbury, Md ........ Wilmlngton, DeL-....... Dove-, Del.
Sprlngfleld.Ass_...... Now Haven, Con ...... Hartford, Conn.
Syracue, N. ....... Montreal, Quebec ....... Watertown, N.1Y.

I Reommended joint operation wilh s lvent on all orpart of line; cee discusdoon

reconmended regional etructure.
A Poible joint operation with golvent over all or part of route, sea discusdon. of
ommended regional structurd.
3Coo lination projects may shift all through traic from all or part of this l3ne;

dc.,-les do not rellect this poe-Ale shift (see app. D-1).

degree of certainty about the future of these routes
justifies early commitment of rehabilitation material,
nlanpower and money. Once they are overhauled, the
level of investment in tracks, structures and signalling
probably will keep them as the main arteries of the
system.

The rehabilitation commitment to these principal
through freight routes makes the decision as to -what
routes, should be used vitally important. The following
approach was used in designating the routes.

* All traffic of the candidate carriers was analyzed.
* Forecasts of future traffic flows were made.
* Terminal capabilities were assessed.
* Based on the above three f actors, train formation

planning was undertaken as pait of the blocking proj-
ect. (See Chapter 5.)

e Existing and projected train movements from this
exercise were simulated over the potential ConRail
network. Total train movements over link sgmnents
-were compared to line capacities. Route adjustnents
were made where capacity constraints were encountered.

I Line capacity with and 'without slow orders was
defined through use of a computerized train dispatch
simulation model.

*. Line capacities were adjusted to reflect the effects
of rehabilitation projects and where problems were en-
counteied, alternative routings were established, for use
during the rehabilitation progam.

Rehabilitating these lines deserves special attention.
Given the projected availability'of ril, ties and main-
tenance of way ( of W) forces, rehabilitation of each
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main-line segnent was programmed in pr.ority order to

provide the maximumn benefits in the shortest amount of

time. (See Table 4.) With this method, more than 40

percent of the, operational benefits fron maiin-linet im-

provement are anticipated in the first three year& of the

14-year rehabilitation program; more than 60 percent

can be realized in the first five years (she Table I).
During the latter stages of the rehabilitation pro-

gram, most of the line segments being rehabilitated will

not yield significant oDperating benefits in Mterms of re-

duced transit time. Through rehabilitation, -however,
normal maintenance and the potential for future slow
orders are reduced significantly on these line segments.

In programming the rehabilitation projects year by
year, it was necessary to consider the time that could
be made available to the lIf of W forces mn each of the

line segments being rehabilitated. To inieasure the im-

pact of M.t of W interference -on line I, pacity, a train
dispatching simulation model was used. -WTith the fol-
low ig ixceptions, it. uppears that, Al of W forces will.
be able to carry out the presently anticipated rehabili-
'tation program on principal through line segments
without exceeding practical line capacity. -Principal line
Segments which have sufficient density and capacity
limitations to require alternate routings and detour
roufes during rehabilitation include.:.

Main-zi3 segment
1. St. Louis, III.-Terre Haute,

Ind. (via Effingham)
Chicago- Cleveland- Alliance,

Ohio
Harrisburg, Va.-Phillipsburg,

NI.T.-Pt. Reading Jet, N..
Columbus, Ohio-Toledo, Ohio

(via Findlay)
Harrisburg, Pa.-Perryville, Md.

Indianapolis, Ind.-Chicago, Ill.
(vii Sheff)

Alternate routing
E. St. Louis, Ill.-Terre Haute,

Ind. (via rattoon)
C,hicago-Ft. Wayne-Alliance,

Ohio
Harrisburg, ?a.-West Trenton,

N..-PL Reading Jet, N-..

Columbus, Ohio-Toledo, Ohio
(via Bucyrus)

Harrisburg, Pa.-Philadelphia,
Pa.-Perryville, Md.

Indianapolis, Ind.-Logansport-
I Ind.-Clicago, Ill.

ConRail Secondary Through Freight Routes

Secondary through freight routes are required for:
an integrated system, future traffic growth and through
services pending completion of the rehabilitation pro-
gram on the principal fhrough routes.

Whereas the designation Of principal through routes
has a measure of certainty over the long term, the same
is not true for secondary through lines. Some may have
increasing or decreasing traffic; some may be reduced
to local services status or abandoned altogether. For

example, the CAnada Southern between Detroit und
Buffalo via. St. Thomas, Ontario, is now a double track
railroad with modest traffic density. In the future it

will provide a direct route, for certain flows between

'Buffalo and Detroit and .valuable "safety valve"
should traffic densities 6verload the main truik line

from Chicago to Buffalo through Cleveland.

This situationxdoes not justify continuation of double

TABLE 4.-Mainline rehabilitation prioiitics, top 10 seginwn'l
ranked in Wermis of train hours saved/ntillian doltars of tra).

related rehabilitation costs L

From- To-

Alliance, Ohioo .... ..... ... Cleveland, O h io ...................
St. Louis, Mo ---------------------- .... Indlanapolis, Ind (via Marshall) ......

3amestorwn, Pa ------_-------_----------- Ashtabula, Ohio .....................
C i n c i n n a ti , O h i o --. *o .......... ... ..........S p r i n g f ie l d , O h i o . ..................
Syracuse, N .......... ......... . Buffalo, N .......................
Columbus, Ohio ----------..------- _----- Crestline, Ohio ......................
Indfanapolis, Ind --------------------- Anderson, Ind- ...................
Fairlane, Ohio - -- ......--------------------- Cleveland, Ohio ...............
Indianapolis, Ind ..-- ............ - - - Shell, Ind ............................
Kentland, Ind -------------------------- Schneider, Ind ....................
Columbus, Ohio --------------------- Trnway, Ohio ..................... I
Marion, Ind ----..---------------------- Warsaw, Ind .........................
Union City, Ohio .......-- .--------------- Cleveland, Ohio ...................
Erie, Pa ---------------------------------- Buffalo, MY ........................
Springfield, Mas ------------.. Worcester, Mass ......................
Syracuse, N.Y ------------......... --- Vtica,N.Y .......................
Columbus, Ohio -------- ----------- Union City, Ohio ....................
Columbus, Ohio -------------....-------- lidgeway, Ohio ....................
Elkhart,-Ind ------------------------..... Toledo, Ohio .........................
Shire Oaks, Pa .............------ Pltca ta.........

I Order of priority adjusted In some cases to recognize rail availability.

track, however,'and the line is programmed for single
track centralized traffic control (OTC) status. This will
free track material f6r -use on principal-througb routes.
Unlike principal through routes, traffic- density on these
secondary through routes is (or will. be) such that
possibilities exist for coordination projects with other
carriers. Mpst of these secondary through routes will not,
receive-immediate or major rehabilitation; for example,
those necessary to handle overflow trafic will not be
rehabilitated until traffic growth occurs.

Principal Feeder Routes

In esence, primary feeder routes 'are major branch
lines to gather local traffic .and move it into the key
yards for transportation on .the through route system.
In this category are such lines as Springfield, Bass. to

Hartford and New Haven, Comn.; Jackson to Lansing,
Saginaw and Bay City, Michigan; Columbus, Ohio to
Charleston, "1rest Virginia, and Marshall to Cairo,
Illinois. These lines generate substantial traffic -and. all
of the major traffic generating points on these lines
appear to justify continued rail service.

In some cases, however, the critical need I for rehabil-
itation material on other routes may make it neces-"
sary to utilize other carriers' track to reach these
markets or in some instances to "trade" these markets to
solvent railroads. Because the traffic geierated, is sub-
stantial on these, lines and because many are badly

debilitated, they will require early upgrading if there
is to be any improvement in service quality. Tnasmue-l]

as this will take materials from the critical main line

programs, efforts to determine where traflio might be

rerouted around the most deteriorated lines are being

explored. The candidate lines for possible rerouting

because of rehabilitation problems include:

iM6
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* Colunbus, Ohio -o Nitro, West Vir'inia-,
* Lansirg to Saginaw, Bay -City and Xidlaind,

Michigan,
Cairo to MaxshallU, Illinois.

The options on mosE other prhniy feeder lines are
more limited. For example, there is no alternative route
on such heavy feeders as Springfield, Massachusetts, to
New Haven, Connecticut; Montreal, P. Q., to Syracuse,
New York .(this line is ,primarily a gathering route
although through service does exis-.to Montreal) ; the

-Central Pennsylvania coal lines (e.g., Keating to
Cherrytre'e, Pennsylvania) ; Wilmington, Delaware, to
Salisbury, -Maryland, and Mingo Junction to Oinal,
Ohio.

There are no coordination possibilities for .these lines
and they will be retained only on the basis of local study
analysis. Programs willbe de eloped tokeep them in
safe operating cofidition.' 'ht.fnajor rehabilitation for
the most part will come after the primary through
routes have b eelupgraded. Maly.primary feeder routes
therefore will receive no more than. a "holding action"
maintenance program for the next three to six years.

Secondary Feeder System

-This is the final classificition of lines, consisting basi-
cally. of short local service lines used to gather traffic
for the primary feeder system or the main line itself.
As discussed in greatir detail in Chapter 7, virtually all
these lines have been intensely studied. The continued
operation of many of these lines is dependent oil the rdil
continuation subsidy program." Those lines found to
provide financially self-sustaining feeder service have
been included in ConRail but, because of material and
'manpower constraints, they can be maiitained only to
the minimum level for safe operations in the foreseeable
future. (The analytical process reflects the cost of min-
inmn mairntenance and does not cliarge these lines with

-major upgrading expense.)

ConRail Yard Requirements

Yard requirements were developed on the basis of
blocking simulations and yard studies as reflected in
Chapter 5.

The preliminary operating plan for ConRail used
principal classification yards as shown in Table 5. Gen-
erally, _yards on the perimeter of the ConRail system.
were used more extensively than yards in the interior.
Given existing and projected traffic flogws, it is not now
anticipated that many of the existing major yards oper-
ated by the bankrupt i-ailroads will be closed. On the
other hand, under the single system Coifflail option, no
new major classificotion yards are expected to be re-
quired. There is a need to expand or significantly reha-
bilitate yards at the following locations to handle the
projected ConRail requirements:

Yard
Allentown
Avon
Blue Island
Buckeye
Elkhart
Greenwich
Oak Island
Stanley

SLocation.
",11lentown, Pennsylvania
Indianapolis, Indiana
Chicago, fllinois
Columbus, Ohio
bEIlkart Indiana
Philadelphia, Pennsylvania
Newark, New Jersey
Toledo, Ohio

,TAI)L 5.--ConRait system yards

L~l ~ clasifi Preetly
Yard nme location cation operated

capacity by
(Cas

plfday)

Allento wn ......... Alento, Pa........... ZICO -VIRD G
Avon .............kr .......... Indlanapol% Ind -.......... 2,7C0 PC

law ................. aM ,Md ........... 1,400 PC
Blue rlahd .................. Chic, n ............... :700 IRB
uekeye .. ................... Colmnbaq, Ohio ........... 4,7CO PC

Ccda r i .. ................. Nc.Iraven, Conn ......... 1,20 PC
Conwa.y............... Conway, Pa ........ 0, C PC
Dolitt ...................... Syracuse, N. .....;..... 1,0 PCEIzabethport .............. . Elizabth, sc...... O CN$
Elkhart ...................... kbart, ind ---------------- 3,CCo PC
Enola ............ ..... Paari ............ ., )o PC
52tl Street ............... Chicago, ll ................ 1, PC
Frontler .............. ...... BDuffalo, N.Y ............... zccO PC
Gateway ................. Younetmown, Ohio........1.1 ,CO PLE
Greenwich .................. Phlldepbla, Pa ............ M PC,

Sunction .................. Detroit, Mich ............. .swlO PC
.Trenton, NJ ............. 1. ],go PC

Oak Xsld .............. -ery City, ---.-........... 1,0 LV
Port Richmond ............ Philadelphla. Pa........... i,CO RDG
Potomac Yard .............. Amandrta, Va ............ 3,- - 0 (-.}

o Lae .................. St. LoUs, II ................ 0o PC
Selkirk ...................... Albany, N.Y .............. 3,000 PC
Sharonvlle ................. Cincinnati, Ohio .......... 1.8o PC
Stanley .................... Toledo, Ohio ............. ,8CO PC
Wa .ly............ Neark, NJ .......... .CO PC

'JoelUy operated by ths Pe nr Central, Chewf. Sout2rn and the Richmond,
Frederfelkburg & l'otomac RR.

The route wid terminal plan discussed abote for the
ConRail system must be viewed as an interim step.

'between what exists now and -the ultimate systemconfiguration. wh ,h may exist in ten years. By the time
major rehabilitation has reached the primary and sec-
ondary feeder lines, there could be significant changes
in the traffic flows; many may be upgraded far more
extensively while others may be downgraded or aban.
ddned. A fuidamental difficulty'of the bankrupt rail
systems has been. their inability to respond to changes
in transportation demand. For .that reason, a 'major
.USRA objective hs been to create a more dynamic
system and doing this necessarily precludes absolute
certainty about what will happen on many of the line
segnents.

Special Issues

Three questions arise from the need to minimize long-
term-financial commitments-to ConRail's rehabilitation
and the need for flexibility in ConRail's management to
avoid new sunk costs without continued review:

1 '47
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* rould al immnediate reduction in the planned size

of ConRail not only reduce government capital require-

inents but be inherently more profitable and less of a

risk?
* Could the facilities and services of the bankrupt

railroads be liquidated, trinsferring service responsi-

bility to solvent railroads ill or out of the Region?

* What anticipated changes at the exteme edge of

the Association's planning horizon should be taken into

consideraton in this planning process?

Reduced ConRail System

In developing the ConRail concept attention was

given to maintainling present rail service and sus-

taining rail-rail competition in key markets. As has

been indicated, the size of the resultant system and the

overall costs of rehabilitation result in a cost far ex-

ceeding allocations set forth in the Act.

In the limited time available to prepare the Prelimi-

nary System Plan, USRA was unable to completb de-

tailed analyses of the requirements for and 4e§ults of

a system reduced in size, A reduced system was hy.Jotl-

esized and certain tentative conclusions can be stated,
however.

* The system studied contenplated a reduction, of

approximately 4,000 miles compared to the recom-

mended ConRail system, or 11,000 miles vs. 15,000
miles.

* Service would be eliminated over numerous routes
'and to many points.

* Operating results, excluding maintenance, are not

changed measurably, and this system size, compared to

ConRail, does not appear to offer any more potential
for success in the near term.

9 Initial estimates of the reduction in rehabilitation
expense total $380 million, virtually all of which results
from the drop in track mileage. . I

* The overall capital requirements, including equip-
ment acquisition, within the ten-year planning cycle
are estimated to be. $2.6 billion (versus $3.4 billion for
the recommended structure).

These tentative conclusions suggest that immediately
shrinking ConRail may not provide it. with financial
self-sufficiency. The abrupt curtailment. of the level
outlined would reduce rail services in the Region below
tie" level contemplated in the Act. Furthermore, these
changes could increase the amount required for the
manpower protection provisions of Title V of the Act.

Finally, achieving a significantly reduced system de-
ponds heavily on the actions of the solvent carriers. .If
they participate, major traffic flows such as those on EL
in the Midwest can be consolidated .with iheir existing
traffic. If ALURC-EL is formed, additional mainline
and yard capacity must be kept and rehabilitated if it
is to be an effective competitor. Further potentials exist
fronm coordinatiol with solvents.

These initial finding indicate that the smaller sys-
tem does not represent an adequate alternative to the,
proposed Three-Carrier-System. Because rehmbilitation,
savings from shrinkag would involve funds to be
spent after 1980, shrinkage through programmed co-
ordination efforts appears preferable to an abrupt re-
duction in system size.

Controlled Liquidation
Among the possibilities considered by USRA was

that there would be no ConRail. The assets of the pres-
* cut bankrupts would be distributed to solvent carriers
either within or outside the Region. Initially, this alter-
native did not receive detailed consideration, because
tl1 solvent carriers indicated no interest in acquiring

substantial portions of the bankrupt lines, especially
those of the Penn Central, Subsequently, however, it
was decided to study this alternative in some detail due
to the tremendous amount of financial aid believed nec-
essary to develop a restructured system.

As an initial step a consultant was asked to report on
the possibilities of liquidation and to recommend how
such a process might be accomplished. Concurrently,

Penn Central trustees contacted all major carriers ro-
garding their interest in the possibility of transfering
significant portions of Penn Central properties. The
consultant's report defined a number of possible benefits
from a controlled liquidation process as well as major
liabilities.

ITSRA determined that controlled liquidation could
represent .an attractive long-term solution, but that tho
immediate difficulties involved made it an impractical
short-term strategy.

First, major acquisitions by extra regional carriers
would involve'a massive restructuring of th Region's
(and the nation's) rail transportation system, would
be extremely tjme consuming and- would have a nego-
tive impact upon solvent carriers in the Region.

Second, a USRA request that solvent carriers identify
the lines they might want to purchase revealed that no
carrier wants to acquire Penn Central lines east of Pitts-
burgh and Buffalo. Thus, under a simple liquidation
process, major eastern market centers such as Xolv'
York, Philad6lphia- and Allentown/Bethlehem. would
be deprived of cdmpetitive rail service. To preservo
service, a concept such as ConRail East would have to
be implemented.

Future Railroad ,System
Even though; reducing ConRail system size immedi-

ately does not appear to be an adequate alternaftive it
does underscore future issues and the need to evaluate,
this type of investment.

If unconstrained by regulations or past rules and
practices, the railroads could, over time, focus tleir
energies and' investments oi those elements of trans-
portation in which the railroads are or' could be the

most economically efficient1 mode. Simultaneously, the
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- railroads-would avoid and disinvest from those activi-
ties in which other modes have or could have an iher-

* ent economic advantage.
A possible- concept is a high-density core network

linking all major rail traffic generating centers and
-market areas fi the Regioi. Service -would be -provided
by ' combination: of unit trains and intermodal trains,
.upplemented with a highway gathering service and
.a aietw6rk of rail-highway transfer terminals.

Shippers accumulating train-load quantities of iner-
chandise and bulk commodity freight would be served
by dedicated shipper trains operating between fixed

-origins and destinations. Shippers not located directly
on rail lines and shipping goods in smaller volumes or
to customers not conveniently served by rail would use
trucks to collect and distribute freight through regional
transfer terminals. The ubiquity of the highway net-

work and flexibility of the truck will facilitate the
handling of these smaller traflic flows, iaggregating
them into trainloads for the longer inter-city haul.

The net result would be to provide the public with
efficient, low-cost services in those markets where rail
has an inherent advantage. It also would enable both
the rail and highway modes to forego excessive and.
probably duplicative reinvetment.

With greater freedom to select markets to be served,
a cost-based pricing system and an. efficient, coordi-
nated highway service, this concept could evolve as a
healthy, dynamic element of the Region's economy.

Jrior to any related commitment, however, this con-
cept's feasibility must be further studied and estimates
of the transitional ippacts mnst be considered. In addi-
tion, of course, overall public policy implications must
be defined firther.

SEPARATE CORPORATE OWNERSHIP OF'RIGHT-OF-WAY AND STRUCTURES USED. BY CONRAIL

Because of the magnitude of projected government-
guaranteed borrowing. it.is appropriate to consider vari-
ous means of providing both the funds and the security
for government obligations.

'One method is a separate ownership and financing of
the right-of-way and structures, as well as of their rela-
:bilitaf ion.

Consolidated- Facilities Corporation

IL possible method for separation of right-of-way and
operations would be through the creation of a separate
corporation,, referred to as the Consolidated Facilities
Corporation (ConFac), which would acquire the right-
of-way and structures after those assets have been con-
-veyed to ConRail. ConFac would use government pro-
vided or guaranteed funds to rehabilitate its right-of-
-way and structues and then, make them available to
ConRail for operation as a transportation system.

This form of financing would identify the federal
government with the activity absorbing most of the fed-
erally guaranteed f-unds and potentially reduce govern-
inent managerial involvemenf in the operation of the
railroad. ,

ConFac can be structured in one of three ways: as a
private corporation using appropriately safeguarded
government guarantees to fund relbilitation of track;
a wholly-owned government corporationl; or a mixed-
ownership corporation owned jointly by the using rail-
road mid the federal government. For each option it
may be assumed that appropriate charges would be paid
reflecting either (6) interest only,' (b)" retirement -of
)rincipal-or (c) a formula reflecting total financing and

variable user charges.
ConRail's management of transportation operations

need not be changed if ConFac financing is used, and

CofiRail still could be responsible for track maintenance
and the physical aspects of the rehabilitation program.
In this respect, ConFac would perform the role of a
financing source rather than a property owner.

ConFac As A Private Corporation

ConFac would issue stock to be distributed ultimately
to tlie bankrupt, estates along with ConRail stock. Its
initial assets would be the right-of-way and structures
conveyed to ConRail by the bankrupt estates. All other
assets of the railroad would be owned by ConRail-
Conf-lail would bear the cost, of rehabilitating the right-
of-way and structures and then be reimbursed by Con-
Fac with the proceeds of government-guaranteed bor-
rowings.

Governmerit-owned ConFac

It is possible to establish a corporation owned by-
the federal government and charged with rehabilitation
of the facilities. Precedents in the transportation area,
include the Saint Lawrence Seaway Development Corp.
and the Panama Canal Co. In both cases, users pay
charges partially to defray the government costs in-
volved.

A public corporation also lends itself to additional
infusions of federal funds to advance national trans-
portation policy or to assure that facilities meet the
requirements of the operating railroads.

A- number of problems are associated with a govern-
inent corporation, however. Appropiate means would
have to be found for ConFac to compensate ConRail
for the assets transferred to ConFac ownership withiut
caiing a large increase in government funding xe-
quired.



9382

Some would argue, that a ConFac would serve to
encourage 'efforts by other rdilroads to transfer their
right-of-way to the federal government and thus might
lead to nationalization. ConFac might, as a result, delay
public recognition of the need to develop a cohereit
i ransportation policy which allows all modes of trans-
portation to compete freely and provide. the. nation with
an efficient transportation system.

Mixed-ownership ConFac

An alternative to the private or government corpora-
tion would be ownership equally divided between Con-
"Rail and the federal government. Such a mixed-owner-

ship ConFac would have attributes of both private and
government corporations.

Should the creation of ConRail and ConFac under
this option lead to sufficiently profitable rail operationg,
provision could be made for the private purcha~o of
the government stock in order to return the right-of-
way to private ownership.

Questions of Public Policy, Law, Taxation and Accounting

A number of public policy, legal, tax and accounting
questions remain to be resolved before the Association
can present any type of recommendation regarding the
Conia6 concept.
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.4
Coordination with Solvent Railroads

Over-expansion, technicaI innovation and" external market factors

have led to excess capacity in the fixed facilities of the Region's razroadS.

The consequent under-utilization of assets has been a continuing drain

on, the industry's financial resouzrces, a situation iwell recognized by

(Jongresa in the Act. If two or more railroads can coordinate their opera-

lions over one facility, substantial cost Savings might result. The concept

of coordination has been endorsed by the Department of Transportation

and the Rail Services Planning Office.

Thi chapter outlines the benefits resulting from reductiniih or

elimination of excess capacity. Three apprqaches are outlined--Joint

facilities, pooling and market exchanges or sales-and the advantages

and disadvantages of each are explored. The chapter discusses USRA

coordination activities and Appendix D lists coordination projects under

consideration.

The Association.concludes that the coordination process provide-3

significant potential benefits for both the public and the railroads and

should be continued in thefuture.
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Section -202(b) (5) of the Act directs the Association
to "consider methods of achieving economies in the cost
of rail system operations in the Region including con-
solidation, pooling, and joint use or operation of.lines,
facilities, and operating equipment..." Since im-
plementation of such methods would involve the trans-
fer, of rights or property, the provisions of Section
206 (d) (3) direct USRA to- determine whether specific.
acquisitions by profitable railroads will materially im-
pair the profitability of any railroad in the Region in-
cluding ConRail. These determinations are the first step
in providing for possible consummation of such acqcuisi-
tions in the Final System Plan.

Both the Department of Transportation and the Rail
Services Planning Office of the Interstate Commerce
Commission have recognized and endorsed the Con-
gressional directive regarding coordination. The De-

1,artinent of Transportation, in-its report 6n "Rail Serv-
ice in the Midwest dind N ortheast Region," recom-
mended that duplicative lines and facilities be doNwn-
graded or eliminated. The Rail Service Planning
Office suggested 'in its evaluation of t-h DOT report
thaf the Association "accept and implement" the DOT
recommendation.

As used in this chapter, coordination is the process
of integrating the facilities or services of two or more
railroads, with no major change in the markets served
by each." Coordination offers the opportunity to achieve
the economies involved in consolidation and rational-
ization of facilities without merger of corporate struc-
tures. Two railroads, for example, may coordinate their
operations in one market and at the same tinme continue
to compete vigorously in that and other markets.

Coordinations gemrallyr become possible through the-
existence and creation of excess track capacity that stems
from technological innovation and changing traffic pat-
teris. Since 1929, the size of the average freight train
]moved in the Eastern District has increased 93 percent
while during the same period freight train miles have
declined 52 percent. This, coupled vith the sharp reduc-
tion in passenger train volume, has resulted in a large
amount of surplus track capacity in-the Eastern Dis-
trict. In addition to these causes of overcapacity, other
factors such as the changing pattern of manufacturing
activity and consumer demand have had a major impact
on traclk capacity.

There are two general causes of excess capacity_.
the rail industry-duplication of facilities which are
not fully utilized and duplication of services which are
economically marginal or not justified. Dtuplication of

facilities is the maintenance by two or more railroads
of similar fixed 'facilities in 'a specified area, with

The concept of major market extenslons is discussed in Chapter-3

since their potential "Impact on the profitability of the Region'g rail-
roads can vary slgnificantly under different Industry structures. The
specific projects are listed in Aplpendix D-3 With the USRA. detem=L-
nation under Section 206(d) (3).

:neither being utilized to capacity. 'Maintaining a rail-
road line not specifically needed to generate or
handle traffic is a, misallocation of scarce. resources
which could be used more productively at other loc-

,tions. Manpower can also be saved and land made avail-
able for more productive uses. Coordinations will also
result in u reduction of :elated administrative expenses.

Duplication of services occurs where two or mome
railroads serve a specific geographic area which does
not generate sitlicient rail traffic to justify service by
that many railroads. In sueh cases, service by fewer
tailroads at a specific point would result in a total sav-
ings.to the industry in addition to improving tme qual-
ity of service. or arresting its deterioration.

Types of Coordination Agreements

The most common method of reducing duplication, of
facilities is the ,use of the joint facility agreement
whereby two or more railroads use a single fixed facility
such as a main line, service facility or yard. The typical
agreement calls for the tenant railroad to share the
investment cost of the owning railroad as well as the
maintenance expense.

A second method of coordination is pooling, which is
useful in dealing with both service and facility dupli-
cation. Pooling, is an arrangement whereby two rail-
roads use one railroad's train to haul the cars of both.
Each railroad retains the revenue from its own cars, but
the cost of hauling-them is shared.

Pooling, in some instances, can lead to a reduction in
competition and the net effect on the quality of service
must be taken into consideration. Service quality should
not lie significantly affected since pooling involves a
mixing of traffic, and unsatisfaetory service by one rail-
road not only will affect its competitor's service but
its own as well.

Agreements to exchange routes or transfer them to
another railroad represent another f6rmn of coordination
useful ii reducing overcapacity by withdrawing unre-
quired or nonviable lines :from multiple-railroad mar-
kets. For example, a railioad operating a 30-mile branch
line to reach a market located on or near the main line of
a competing railroad may wish to withdraw and sell or
lease its industrial trackage iaf the market to its com-
petitor. With the market located on or near a main line,
the remaining railroad can offer customers better serv-
ice at low.er cost. Effects on scope and level of competi-
tion brought on by such exchanges must be analyzed,

USRA Coordination Efforts

The Association has actively suggested and encour-
aged cooidination under Section 202 (b) (5) of the Act.
Meetings have been held with all railroads in the Region
to -explain the goals and functions of the process to
them and to requesb that they prepare lists of possiblo



coordinion-projdcts which they would'like to pursue.
After the-lists were received and studied, projects which
the railroads deemed unwoi'kable were eliminated and
those -wIlich appear feasible are being gii'en further
consideration. Data exchanges with railroads wer
,arranged where possible, and in many cases Association
staff .-ispected the -facilities involved. The economic
evaluation of each project was left to the individual
railroads so they could decide which coordinations to
pursue. The Association acted as a catalyst, encouraging.
the. speedy exploration of possibilities.

As part of the process, the Association studied joint
facility agreements in the West, which have generally
been more extepsive than those in the East. These were
with few excepti6ns found to be successful, largely due
to a desire on the part of senior management to make,
joint operations work. There had to be mutual benefits,
of course, with cooperation in tie dispatching of trains
and ,kpecific responsibility for maintenance and other
operational activities. The Association will continue to
encourage joint operations as a method to reduce dupli-
cation-of facilities and better utilization of capacity. It
is anticipated that the entire coordination process will
.cntinue through and beyond development of the F inal
System Plan. Implementation of some of the larger and
xore complex projects will take several years. In the
meantime, the Association continues to meet with the
railroads to look for possible additions to the-lists of
coordinafions and to evaluate them :from a regional
viewpoint.

Coordihation and Minor Market Change Projects

Appendix D-I details trackage coordination and
minor market extension projects. These'hre under active

.study for possible inclusion in the Final System ]?lan.
Appendix D-2 lists the studied light-density lines

whichhahting been analyzed, are npt recommended for
inclumion in the ConRail System, and which are crossed
-by or. connected to one or more solvent railroads. .Al-
though- thes lines may not be included I ConRail,
some may be profitable to an acquiring railroad and for
that reason have been offered to such railroads for
potential acquisition. Such acauisitions are for the sole
pur.poqse of--continuation of services. on lifght-density
lines and cannot be used as a device to create additional

- competitive routes. It is uncertain at tis., time as to the
extent of interest the solvents will display in acquiring
these lines.

Since.trackage coordination projects, minor-market
changes .(both of which are listed in Appendix -D-1)
and the, transfer of light-density lines (cited in Appen-
dix D-2) to- be implemented under the Final System.
Plan involve the transfer of rights or property to a
profit-able railroad, they are subject to the provisions of
Section 206(d) (3) of the Act. In fulfilling these provi-
.sons, th Association has found that the projects-in.
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these appendixes will not materially impair the profit-
ability, either singly or cumulatively, of any railroad ii.
the Region or of ConRail. This findingis based on thi
fact that implementation will be by mutual consent oE
t.hqypaties involved, will produce cost savings for them,
or in the case of light-density lines, will involve in-,
significant traffic shifts which will have a minimal ef-
fect pn. connecting carriers.

Therefore, all the projects listed in these appendixes
will .be eligible for implementation under the Final
System. Plan, but it is emphasized that financial terms
and other conditions essential to ultimate consumma-
tion of these projects have not as yet been determined.
nor accepted by the parties involved. It would.thus be
premature to conclude that all will be in the" Final
System. Plan. Not only do they requirm the consent of
the parties to be transacted, but there are also conflicts
between the various projects that will be resolved prior
to the Final System. Plan. Under further analysis, soma
may prove desirable while others may be dropped from.
the Final System Plan when. the ConRail operating
plan ii further jefined. Because of the tentative nature
of the projects, anticipated benefits are not included in.
the pro fornas in Chapter 14.

These projects are presented here to elicit 15ublic dis-'
cussion and 'afford an opportunity to -comment at the
Rail Services pVlanning Office hearings. Also they are
designed to facilitate the findings to be made -by the
Interstati Commerce Commission under provisions of
Section 200(d) (3) of the Act. Additional projects will
be developed between publication of the Preliminaryl
and Final System Plans. Such projects will falI under
the provisions of Section 206 (g) of the Act to tb extent
that they are wifthin the scope of that section. U0nder'
those provisions, these projects will be ineligible for im-
plementation and inclusion under the Final System.
Plan but may be recommended in it, Where -applicable
they will be subject to normal-hearing procedures. of the
Interstate Commerce Commission under Section 5 of
the Interstate Commerce Act.

Major Market Extensions

Appendix D-3 lists the major market extensions
whiclh have been proposed by the railroads and USRA.
This appendix is divided-into two sections, the first of
which lists those projects as to which theAssocratiom
is unable to determine pursuant to Section 206 (d) (3)
that such extensions would not materially impair the
profituability of railroads inr the Region or of ConRail.
The second t art of Appendix D-3 lists those major
market extensions which the Association, based on cur-
rently available information, believes would not mate-
rially inpiiir the profitability of other railroads in ths
Region or of CorRail. In certain instances, in order to
qualify for the latter finding, the Association has modi-
fied the projects as originally proposed.
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Other Coordination and Market Extensions

Appendix )-4 lists proposed coordination projects
and market extensions which do not require the As-
sociation to make a finding under Section 206(d) (3).
These projects involve acquisitions of portions of solvent
railroads by the ConRail system to be established under
the Act.

Conclusion

The. Association concludes that coordination activi-
ties should be pursued as much as possible during and

beyond the planning period. Successful implementation
of coordination projects can result in significant. eco-
nomic benefits for many of the Region's railroads. Po-
tential positive impacts also include improvement and
preservation of service.

The Association will continue actively to identify,
study and implement coordination oppoff unities among
the railroads in keeping with its mandate under tiho
Act._The structure of ConRail and other railroads musb
change in response to market forces. Coordination will
bea vital tool in this evolutionary process.
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5
Operating the Restructured

Rail System
The cost of ?odng trains and.related expenses consumes about half

the revenues of the ban krupt railroads in the Region'. Improved efficiency

in operating trains significantly influences requirements fot equipment

and facilities and directly affects the future economic self-sufficiency

of ConRail.

An indication of the complexity of existing transportation operations

is that the bankrupt carriers receive for movement 42,000 cars daffy. In.

preparing its preliminary operating plan, USRA made detailed analyse

of the more critical operating factors. These studies identified both

potential cost reductions and future equipment and facilities requirements.

Studies completed to date indicate that, as'ConRail's volume in-

creases between 1976 and 1985, the potential improvement in transporta-

tion expenses for the proposed ConRail System could produce annual cost

savings of almost $80 million compared to I73 levels. Anticipated sazings

'in the amount bankrupts spend to useor hold the cars of other lines are $30

million annually, calculated on the same basis.

A more detailed discussion of analytic methods for improving train.

operation]s is contained in Appendix B.

55
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The operations planning process describel in this
chiajter is fundamental to the design of the ConRail
system. Several operating plans were developed to meas-
iire the hnpact of various alternatives. To permit analy-
sis of a wide variety of operating plans, the Associa-
tion used operations simulation techmiques, employing
several computer models developed specifically for this
planning project. The models utilize the Association's
integrateT traffic flow data base which is described in
Appendix E.

The magnitude and complexity of the various com-
binations of operations of the bankrupt railroads pre-
cluded using conventional techniqies of analysis. Each
1 percent c hafige in the combined transportation ratio
(transportatidn expenses divided by transportation
revenues) of these railroads results in a $25 million
change -in their combined net income or loss." In 1973,
the combined transportation rati6 of the bankrupt rail-
roads was 47.0 percent, or 6.6 percentage points higher
than the average for all Class I railroads. Reducing the
bankrupt carriers' transportation expenses to the Class
I average would imply reduction in transportat.ion ex-
penses of $165 million annually. Over a 10-year period,
compounded at 10 percent., such a cost reduction would
have a cumulative effect of improving earnings by $2.6
billion.

Although substantial improvements are possible,they
cannot be identified through analysis of conparative
industry statistics. The Association therefore studied
'the operations of the bankrupt railroads in detail to
identify and measure specific improvement opportuni-
ties.

The. operations analysis task -was made more difficult
by the complexity of the railroads' operations. The com-
bined railroads move more than 42,000 cars per day
among more than 8,000 stations and interchange junc-
tions. To reduce the potential 64 million origin-destina-
tion station pairs to a manageable number, the stations
were grouped into 517 normal "gathering areas"
or nodes (267,000 potential pairs). These were then
combined into 147 "supernodes", for preliminary plan-
ning purposes. A map of this network is included in
Appendix E.

The 147 supernode network involved 21,600 active
flows and potential blocks. By comparison, a similar
study on a major railroad handling about 20 percent
of the 'volume of the combined ConRail carriers in-
fvolved less than 5 percent of the active flows to be
analyzed. The complexity of the system appears to in-
crease approximately as the square of the volume.

Even, with the 8,000 stations and int~rchange junc-
tions compressed into 147 supernQdcs, carrying out the,
operating simulations in a single pass approached the
capacity of a large'.computer. Earlier manual efforts to

I Unless otherwise indicated, all statistical analyses include the Erie
Lakawanna Rallroad as well as the bankrupt railroads covered by -the
Act.

balance the system operations proved too complex for
iterative analysis.

However, even the 147 supernode network was too
general for some analyses. Multi-stage analyses were
required, so that the analysis was on the one hand suf-
ficiently detailed, and on the other hand, within the
capacity of the computer and the capabilities of the
analyst. To assure that the operations simulation tech-
niques were realistic,'the programs were calibrated to
the existing operation and were designed to facilitate
subsequent detailed implementation planning.

Critical Leverage Factors

There is considerable leverage in railroad freight
operations. Transportation expenses (which do not in-
eludehintenance) of the bankrupt railroads exceeded
$1 billion in 1973, consuming nearly half the system
revenues. The operating and maintenance departments
of the bankrupts employ 92 percent of the total of 106i,-
000 employees. Train and engine service employees ac-
count for 36 percent of all employees of the bankrupt
railroads. In addition to directly influencing employ-
ment and transportation costs, the operating plan also
has significant effects on car use and net car hire and
ownership costs. In 1973, net car hire alone cost the
bankrupt roads $283 million.

Operating Ratios

It is useful to consider the performance of Penn Cen-
tral and the other bankrupts relative to industry norms.
The critical statistics of these railroads, shown in Table
1 and summarized below, gives some measure of their
relative performance and helps to identify key problem
areas.

Operating Ratios, 1973

-jIn percent]

Class I
Bankrupts rallroad

Transportation ratio, ------------------------------ 47.0 40.4
Maintenance orequlpment ratio ----------------------- 14.0 13.1
Maintenance of way ratio --------------------------- 11.5 12.5
Operating ratio ------------------------ . 83.3 70.4
"'Breakeven" operating ratio------------------------73.7 82.1
Equipment net debit ratio -----.--------------------- 11.4 5.9

The bankrupts' operations were more costly per
revenue dollar than the average for Class I railroads,
with higher transportation costs aecounting for the dif-
ference. The seeming "efficiency" of the bankrupts in
maintenance of way actually reflects a, greater deferral
of maintenance in the bankrupts than the average. The
operating ratio required for the bankrupts to brea.k
even in terms of ordinary net income is considerably
lower thah the operating ratio required by .he rest of
the industry. This reflects the bankrupts' high level of
costs, not included in calculating the operating ratios)
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especially equipment rents -nd leases. In order Wd break
even in 1973, the bankrupts required an operating ratio
8 percentage points lower than the industry norm, yet
their operating ratio was 4 percentagepoints higher.

Thus, operating ratio analysis indicates that, in oper-
,ating their railroads -md in utilizing their equipment,
the bankrupts are significantly less efficient in relatica
to revenues than other railroads.

- ABLu I.-Operating ratios (including EL operations), 197$

Bankrpts Aerage Averag Avera
weighted PC EL nDO CN$ LV AA C I Southern Westernaverage District DIStIct

Operatig raiol - ---------------- 83.3 82.7 83.4 87.2 87.7 83.5 97.9 79.4 74.3 77.9
Transportation I a oo -------.......... 47.0 47.0 47.1 40.6 51.2 4L4 47.2 4.4 35.6 39.2
Maintenance of equipment ratio (excluding depro-

ciation ) ----------..--------------------------- 14.0 13.9 14.3 1M.1 .4 17.4 19.9 13.1 12.3 12.
Meintenance of wayratio (excludlng deprecation) 1L6 11.5 11.4 12.4 8.7 11.. 14.3 12.5 13.4 13.0
Trafflc ratio S ..................................... 1.3 L0 .2.0 2.3 L.0 3.0 L7 Z2 2.1 2.3
Brealeven operating ratio ! ----------- ------- 73.7 73.1 77.0 77.1 7.0 70.4 70.7 M2.1 S3.2 84.
Equlpment net debit ratio .---------------------- 11.4 13.7 0.7 7.5 11.7 15.9 12.0 5.9 .8 4.9

I Railway operating expensesfrallway operating revenues. sTrala totnatl way op=UnIn3 revenu.
I Transpbrtation-Rall llno--Totalrallway operating revenues. , 'Rallrmy operating ep pcn let net Incometralway operating revenue.
SMaintenance of equipment total less depreciation (accounts 305 and 331)krullwmy 7 Mrs o frighbt cam and highway revenua equipment (debit baulace accounts 12

operating revenue!. I=as credit b3lanco accounts 115)jrnll)ra opatIng revenue.
SMaintenance of way and structures total less derectatlon (amunt 2)[raIllnay

operating revenues.

Transportafion Expenses bankrupts generated only '78 percent of the gross ton
A comparison of freight expenses per 1,000 gross ton miles per crew hour generated by Class I railroads as z

miles (GTM) is shown in Table 2. The bankruj~ts' con- whole.
bined freight expenses pet 1,000 GTM ia about $1.50 Further analysis reveals that the bankrupts' opera-'
higher .than the average Class I railroad, with higher tions, in terms of total crew hours, are 12 percent morn
transportation costs accounting for the entire difference. yard intensive than the average. Thug, the bankrupts re-
Analysis of the bankrupts' labor &iroduct.ivity 'exllains quire more crew hours per unit of production than their
in-part why the transportation function is out of line competition, and a higher proportion of these crew
compaied with that of the rest of the industry; the hours are used for yard switching, indicating a more

TABLE 2.-Compaatfvc freight menets per 1,000 gross ton-miles

B p Ae Average Avera-
Dollars per 1,000 gross ton-miles wegutsd PC EL EDO CN L. Southern Western

average District District

Freight expenses:
1973 -............................... 7.52 7.35 0.83 12. W 21.0 8. 10.10 .8 5_90 5.4

Freight transportation expenses: 4
1973 - .......... 4.77 4.70 4.07 &32 17.73 L31 S CS 3.19 2.72 ?.7

Malnten ofce of equipment (fright) expenses
(Includlng depreciation): ,

197: ------ t ------- -------------------------. 1.72 L67 L40 3.18 5.M 1. 2.Go 6 L L32 1-2t
Maintenance of way (freight) expenses (Includ-

ing deprecation):
1973 ...................................... 3.32 L 1.0 2. 3. 1.31 1.57 3.10 L13 LE-0

Direct Labor Productivit

1,000 gross ton-miles per crew hour:
1973 ----------------------------------- .... 22.83 23.55 B 8.7 I1.85 4.10 21.72 20.E 29.18 25.29 35.-,

Dollar revenues per crew hour:
1973 ------ -..-------------------------. 290.48 23.85 210.70 13.43 91.4 2M. 07 2a3.92 217.41. 13. 24LCS

Percent crew hours rard switching-
1 73------------------------------ S 6353 &1.6s 57.47 M345 5M.43 43.16 40.82 62.20 47.63, 41.52

PC role in railroazd industry

1973 R Revenues Omston.mlles Total

-PC- Or,4eal Class T -0 " .n~r Int

MW84Bankrupt percent all Class I..............................
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"labor-intensive, yard-oriented railroad operation than
the'average. For this type of operation, ihe bankrupts
received only 92 percent of the average rail revenue
per gross ton mile.

Equipment Ownership Costs

Statistics on carloading cycles were developed by
Reebie Associates for the Federal Railroad Administra-
t.ion's Demurrage Study. This study, based on a 15,600-
car nationwide. sample, indicated that railroad cars
spend an iordinate amount of time in-yards instead
of moving.

As shown in Figure 1, loaded und empty cars in this
saimple consumed approximately 62 percent of their
load-to-load" cycle time in yards. This represents 15.8.
days of the average cycle of 25.6 days. The customers

FIGURE I

AVERA GE EQUIPMErIT TRIP CYCLE

NOTES
AVERAGE CYCLE TIME ,6 DAYS
DERIVED FRO. TIME DISTRIBUTIO'-S BASED
ONJSAIPLE OF 15.549 CAR RECORDS OUT OF
1971 CAR FLEET TOTAL OF E,762.00011'.CLUDES
SYSTE.M AS.0 PRIVATE CAR S

SOURCE' FRA REPORT FRA-Oz-73-1

themselves had the cars urier their control less than
24 percent 9f the cycle time, or 6.0 days. Loaded and
empty cars actually moved less ,than 15'percent of -the
time, representing 3.7 days.

A similar analysis was made for car movements.in
the "Eastern District" where the bankrupt railroads
dominate. This study found that, compared with the na-
tional sample, cars in the Eastern District spend s6eree-
what more time in terminal yards and somewhat less
time in intermediate yards. On an overall basis, 69 per-
cent of the total cycle time is spent in yards, compared

with 11 percent moving and 20 percent. in shipper
hands.

Focus of Operations Analysis

From statistical analyses, transportation operatiofis
and equipment utilization appear to be key leverage
points in charting a course toward improved efficiency
and financial viability for the bankrupts. In particular,

-i6 appears that operational improvements should ba
sought in yards.

The Penn Central and other bankrupt carriers arc
known to be yard intensive. Although the bankrupts?
share of train- hours is close to their share of the reve-
nues of the industry as a whole, both of these exceed
the proportion of GTMN produced. These figures and
other statistics, along with field observations, focused
the operations planning process on yard and train
operations.

Productivity of yard and train operations was ana-
lyzed to determine the extent to which productivity
could be improved through better management and imr-
proved facilities. Direct labor cost for crews represents
about 21 percent of the combined gross revenues of thu
bankrupts compared with only 17 percent, of the reve-
nues for railroads on the average. USRA also analyzed
the indirect labor.and other costs associated with opera

- tions. These studies reviewed potential manpower re-
quirements resulting from a merger of the bankrupt
railroads, improvements in the work processes used by
bankrupt carriers= and in the quality of the work being
performed.

Improving Service

Shippers have placed great emphasis on the need for
railroads to proyide a fast, reliable service. The rail-
roads' failure to match motor carriers in this respee
over the years in potentially competitive markets has
resulted in an inherent discounting of rail rates. Only
in- selective cases have railroads reversed this trend. On
the other hand, as shippers choose among available rall
routes, improvements in service in terms of reliability
and transit time by one railroad or route can have a sig-
nificant competitive irpact.

Making rail transit time .competitive with that of
motor carriers is, of course, quite difficult since the dif-
ference between the two is normally very great. As
shown in Figure 1, however, there is much room for
improvement through the reduction of time in yards.
The railroads' transit time problems are primarily the
result of the queuing time involved in sorting and re-
grouping traffic in successive yards; slow orders on the
road only compound the problem.

A recent study by MIT for the Federal Railroad Ad-
ministration suggested that the single most important
deterrent to reliable rail service is the frequent rohan-
dling of cars at yards enroute from origin to destina-



tion.. The statistics on car cycles cited above confirm
that transit tim&s can be improved significantly by re-
ducing the- number of days that cars spend in yards
enroute from origin to destination. This would also sig-
nificantly reduce equipment.ffeet iequirements and yard
crew- and clerical work loads and eventually reduce pres-
sures to di.scount rates to offset service deficiencies.

Improving Operations-

Changing railroad operations requires challenging
the implicit assmnption of many railroad planners and
executives that further improvements .to their opera-
tions in competitive markets, though desirable, are pre-
eluded by labor, marketing, financial or other con-
straints beyond their control. As the bankrupt roads,
however, spend over. one billion dollars (not including
car hire) for transpoitation each year, this activity
.should be subject to- carefull planning and control. Un-
fortunately,' like, most railroads, the bankrupts have
neither sufficient information. to. plan nor satisfactory
systems to- control their operations.

For example, the bankrupt railroads did not have
.a current origin-destination traffic flow analysis, which
is as basic to.transportation planning as production
statistics and projections are to manufacturing. Such
data can: be obtained froin the car movement and inter-
line abstract records alreacy available in the bankrupts t

data baes.Engineered: performance standards and. con-
trols for men-and equffpment are virtually nonexistent
on these railroads, A- few railroads, notably the most
profitable ones,, have recently invested in equipment
control systems; on the bankrupts, however- equip-
ment control is still nominal.

These and otheu-railroads remain perhaps the largest
businesses- in the. United. States in which, with a few
exceptions, the primary production functions and assets
are not yet regularly planned and controlled. Fortu-
nately, it appeaxs: tht efforts to plan operations have
begun-Jin recent year-s as; opportunities to lower costs by
reduced maintenance of the plant have disappeared. As
a result of.their-worseningsituation, railroads generally
are beginning to become alert to opportunities to im-
prove their operations and service through integrated
planning and- control. Mluch remains to be done and
most of it is-within the control of management.

Rail. Operations- Alternatives

-The movement of a carload of freight from one point
to another on a railroad system is surrounded by a
mystique that tends to discourage those who have not
grown up in railroad operations from taking the time
required to- understand it. Actually, rail operations.dire

3 Transportation Systems Division, Department of Civil Engineering,
Nassachusetts Institute of Technology. Rail Trip Time Relfabtfl,:
,Evaluation of Pcrformonc Measures arn. Ana7Vs(S of Trip Timv Dastw.
Studies In Railroad Operations and Economics. Cambridge, Mass.,
02139. Zune 1972.
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relatively straightforward in concepL It is the number
and'variety of combinations.of flows which complicate
the process. There- are two basic functions in handling
carload freigllt: movement and sorting.

The movemenb function is usually defined by the
orighr destination and. the route designated- hy the
shipper on the bill of lading. Normally the shipper
specifies a preferred "service route2l If the shipper does
not designate the route the originating railroad's agent
designates the most "favorable" route (calledtbk&1ong-
haul" route) for the originating railroad. It should be
noted that, due to the generalized nature of railroad
costing, the most "favorable'! or long-haul route may or
may not be the most. profitable route. Beyond the "long-
haul" route, the agent may have some discretion in the
selection of carriers- to, destination as long as the lowest
rate applies. The routing choice. is discussed in greater
detail in Chapter 9.

The route shown on the waybill designates only tlJe
origin and destination of the movement on a given rail-
road. Normally, the routing of the car over thatrailroad
from its origin (or on-line junction) to destination (or
off-line-junction) is at the discretion of the railroad.

Generally a railroad has only-one practical route via
its, own lines between a given origin and destination. In
the case of the bankrupt railroads, several alternate
routes exist, although one typically would be preferred.

Where thereis a choice of route, the choice is A suallf
made on the basis of distance, capacit , speed, grades,
condition of track and intermediate points served. The
selected line normally gets the. investment, mainten-
ance and service to- become and remain dominant.

For ConRail, thm cost of acquiring and rehabilitating
lines is not a sunk cost. The long term choice of routes
therefore call be reevaluated. Once that choice (anl in-
vestment) has been made, the routing for a given move-
inent ikill become virtually automatic. Given the origin
and destination of a carload movement, its normal route
(and the work load and cost involved in moving the
car) will be easily ascertained.

It is in the sorting (or classification) function that
mandgement often has many options. Classification poi-
icies tend to be relatively rigid, but there is normally
more flexibility in setting these policies than in th%.
choice of routes for movement. A typical movement i3
illustrated in Figure 2.

FIGURE 2

TYPICAL CAR M3OVEMENT

ORIGIrN D-S-Ir1ATIOCH

I:rDIsTI'M INDUSTRY
INTERCHA.GE IrITERCfI-GE
INTEIRMODAL INTERMODAL

FAGILTY CRtGt rl -SATIONT, C-ACSTY
TRAIrl YARD TRAIMt YARD

YARI INTERMEDIATE YARD
YARDSI
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Typically, a car released by a shipper is moved:by a
switch engine from.the shipper's iding to 'a local yard.
From there it will be grouped with other outbound cars
and transferred to the main classification yard by. a.
transfer or road crew. At the main classification, ya.rd
the inbound cars will be classified (flat-switched or grav-
ity-humped) into blocks according to outbound destina-
tion. At this point, there are usually several potential
choices, although classification policies generally pre-
scribe a specific block for each destination.

To understand existing blocking policies, it is neces-
sary to consider how they evolved. Before railroads had
effective competition, most railroad managers believed
that the way to maximize overall profits was to obtain
the maximum productivity from each individual yard
and road crew. Utilization of assets was ignored. It was
implicitly assimed that, if each yard's productivity
was maximized, system productivity -also would be
maximized. -

For this, two standards have been widely used in the
railroad industry: cars handled per yard engine-hour
and gross ton miles per train hour. Though somewhat
less in favor today, these £wo standards still have a latent
influence on management thinking in rail ophrations,
and both are counter-productive to systemwide operat-
ing efficiency as well as service.

Carried to extremes, these standards encourage the
"cascding" of cars from yard to yard in long tonnage
trains, with rehandling several times enroute Since
movement in this way adds about a day's delay for each
yarding, intolerable delays (as well as excessive overall
switching cost) are the consequence.

Recognizing the effect of this type of operation, many
railroads hav6 established "thiough blockingI policies
to bypass intermediate yards. Generally, these blocking
plans move cars between major classification *yards and
major interchanges. Also, interchange cars are often
now handled by "run-through" trains moving directly
to or from major classification yards of principal
connections.

Unfortunately, some of the benefits of bypass block-
ing plans have been lost because of a tendency to con-
centrate classification capacity on -the expedited move-
ment of some rather than all cars. Shippers with lever-
age often are favored instead of making the optimum
blocks from the standpoint of all traffic. This is a nat-
ural occurrence in an industry *here planning generally
has been implicitly defined as responding on an ad hoc
basis to specific pressures by key customers or meeting
competition by another railroad in an important market.

Blecause the rates ate normally ideitical among rail
competitors, improved service through bypassing inter-
mediate yards is often a railroad's mosteffective dohi-
petitive lever:' .t was through this ad hoc process that
most railroad blocking policies evolved. In few cases
have they been developed through systems analysis or
on any othe., integrated basis.

USRA analyzed the traffic flows and the blocking
and scheduling policies of the bankrupt railroads, It
appears that the basic blocking plan of the Penn Central
is relatively efficient, especially with respect to inter-
mediate yards. On the other hand, PC appears to have
congestion problems in the origin and destination
terminals. Revised blocking policies might relieve the
congestion and reduce the work load at these points.

M11oving the sorting function could thus affect. not
only the location but also the magnitude of ConiRail's
capital investment. Investment in acquisition and re-
habilitation of facilities, as well as closing or down-
grading yards, will be determined in part by blocking
policies. The main lines connecting these facilities also
are influenced by the blocking plan.

Operations Pranning Process
The operations planning process focused on the criti-

cal factors previously digeiissed. USRA used an iter-
ative plinning process which began with broad over-
view studies. These were followed by increasingly de-
tailed studies focusing on problems identified in the
broader studies.

Overview Studies

The overview approach is based on field observhtions
and analysis, using comparisons with other railroads
and authoritative estimates of the impact of potential
changes. Included in the overview phase *as an inten-
sive 30-dy study of the bankrupts by five railroad vice
presidents with operating experience outside the
Region.

To develop an operating plan, it is necessary to have
some concept of the plan's results. The overview studies
initially were used to provide preliminary assumptions
for USRA's Office of Financial Planning. This enabled
Financial Planning to make order-of-magnitude esti-
mates of the viability of the various strategic optiono.
The overview analyses were also used for estimating
the sensitivity of viability to changes in basic assump-
tions such as traffic growth, network size, etc.

Detailed Studies

The detailed studies used data on traffic flows within
the system to develop an dperating plan through simu-
lation of current and projected traffic movements. The
operating plans were then used to estimate the equip-
ment, facility and manpower changes that, may be an-
ticipated under a given option, Ultimately, these were
translated into an effect on pro forma income and cash
flow statements and balance sheets.

The detailed studies are more time consuming than
overview studies but they yield significant differentia-
tions between the strategic options under consideration.
They also provide a basis for the analyses necessary
for i.nplementation of an operating plan.

! ro,



Consideration of alternate systems by USRIA gave,
an additional dimension to the plamingefforL In addi-
tioiitto -the strategic options discussed ii Clap -r 3-,
several other policy alternatives are being analyzed.
These, include.

V Variatiofis in the railroad's pick up and delivery
role, *

* Viridtions in the extent and rate of rehabilitation
and

S-nclusion-or exohision oflighit-density lines.

Im addition, the. following tdchnical options have been
analyzed:

0' Variougtrain-sizes, crew consists.and basesof pay
* Addition of major new classificatiin, facilities and
* Various blocking s.trategies. "

As these changes and variafions are: still being studied,
no estinate of benefits resulting Iroin them has been in-
eluded l thie Preliminary System Plan.

The detailed planning process used computer shniufa-
tion to -alalyze these options..A flow chart, Figure 3,
shows .the Ielationship between the various efforts in
operations -planning and. the output used by other
US.RA planning l.jts..The mbst.significant opqrations

-planning efforts, whlich are- described, in detail in Ap-
-pendix E, are_asf ollows:

Ti-4- Flawm'Data Ba a-A nerged. nonduplica-
tiv e origin, and. destination traffic- flow data bae was
developed-forfite-bankrnptroads containing,,for each
flow, a~tual Qrigin- and.. destination station, com-
niodity, cars,, tons, and revenues. Revenue abstracts
were, used for loaded Mn-vements- Oga_. movement
"'cycle close" records,-vere used for empties.

-An -lxernative, empty- movement- algorithn was
also develop64: for the.use, when. "cycle close" records
were not available., High , auJ expected traffic pro-
jections -for 1980 and! 1985 , d'eveloped by Temple,
Barker & sloane, wereusedc as one estimate of future
requir.ements.= Traffic, pro*ections incorporating a
lower rate of growth duimng . the ne.t several years,
in recognition. of current- economic conditions, were
also used to- estimate future requirements.
- Bloc7Jn g Shwy--S:nford Research Institute-and
the 17SRA staff jointly developed a proposed block-
ingstrafeg-y for each option, using the traffic ,fbw data
base and analyses of' ard capacity. The proposed
blocking strafegy was fed' into a specially developed
computer program. which printed out, the workloads

-at each yardlnodethe number of times eacli. flow was
hndl'ed_,uditln .ad ,,sorrprhicipal lines. The com-
puter also printed. out ai. analysis of each flow, so that

SAn empty cycle clos- record -contains as an prigiin the interebange
point at whch- the empty was recerved' or thle location where tha.rar
changed -from ioafl toemlii- status;; deWtiac.om Is the Iaterchinge de-
livery point or the p~oint at whicb the- empty IaxelQaded, ,
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improvements could be made in the 'blocking strategy
in successive iterations.

The output report; showing yard and line loading
then was used to test yard and line capacies. Train
miles. car mi and, gross ton miles- also-were gen-
erated by the computer for each option tot fssess the
economic-impact of operating decisions so costs and.
(TeTays could. be 'reduced inrsuccessive iterations.

Yard and Te minal At die.--USRA's staff visited.
60 yards and terminals on bankrupt roads, complet-
in- a. 35-page- questionnair- at. each terminal In 23
yards, thiswas supplemented! by 3 consulting teams
provided- by It. L. Hines Associates, Inc. The-teams,
which included experienced railroad engineers, oper-
ating officers and cost analysts, estimatef yard. effi-
ciency and costs s well as existing capacity and
identified improvements needed in the physical plant
and in management techniques-

Line Capacity Alysi -l-Nearly10,000 miles of the
bankrupt mainlines were included in the variousline
capacity shdies. FRA ,SPO and USR4 cooperated
to determine mainline capacities. The Traiii Per-
formance Calculator (TPC) program of Thomas K.
DyerInc. mas been used bya a three agenciesto relate
profile, alignment, normaltrack speed and sloworders
to train, running time and fuel consumption.FRAalso
used the Train Dispatching Simulationanodel of Peat,
Marwick, MNitchell & Co. to simulate the movement of
trains over single, double and multiple track config-
urations, at various track speeds and with a vatie.T
of signal systems.

Analyses have been made of the effect of slow orders
on train delays, train crew costs and. locomotive fleet:
requirements. Analyses also were made of track and
signar requirements, as well as various rehabihition
scenarios given a blocking and scheduling plan. FRA
has inade these data available to USRA.
TifermodaT Sftudy.--Opportunities to improve in-

termodal servicies were analyzed, including traffic,
operatingand'cost studies. Reebie Associates, working
with F RA on a related' project, is assisting USRA in
this effort. Intermodal operations are discussed in de-
tial in Appendn.k F.

Ylerminal Effectiveness StudiesUSRA's Re-
gional Il'anagers, assisted. by railroad personnel, are
madng detailed analyses of sample industrial switch-
ing and local' operations., This s tdy relates industry
switching work perbrmned ta the revenue- received.
and identifies profit improvement opportunities with
conventional rail pick-up, and delivery services.

Egd~pnent U7lizatimt 9hedy.-Analysis- of the
potential for improiing- freight car utilization was
carried out for USRA. by- Strong, VIshart & .Asso-
ciates. The three major tasks in this study were:

A A review of car distribution policies, teclnfiques
and infornation systems,
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FIGURE 3
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A A projection of future freight car needs and
* External and internal constraints on freight car

utilization.

A study of locomotive requirements is being carried
out by USRA staff. E lctrification proposals for very
heavy-volume mainlines are also being reviewed.

Yard Offices and Agencies.-A staff study was
made of yard offices and agency functions to deter-
mine the potential for improving performance and
cutting costs. Systems in use on bankrupts and other
railroads were reviewed.

Management Info-Vnation Systems.-The USRA
staff is conducting an overall review of the manage-
ment information, systems of the bankrupt roads.
This review will enable USRA. to plan the initial in-
tegration of the in-formation systems as well as plan
long lead time/high payoff management information
system requirements so that benefits can be realized as
quickly as possible.

Administrative Study.--The staff reviewed the
present management organization and function of
each'of the bankrupt roads to determine the orga-
nization requirenents of the properties under various
strategic' options, taking into account the consoli-
dated workload, decisionmaking requirements and
organizational goals.

This study covered positions not included in other
studies. It provided input to USRA's Office of Man-
power Planning as well as projections of the general
and administrative accounts.

Basic Planning Assumptions

The following planning assumptions have bei, used
in the planning process for evaluating strategic options:

" Joint Operations.-In'omparing strategic options,
a high degree of rationality has been assumed.
While it is theoretically possible to operate a joint
facility as efficiently as separate facilities, experi-
ence with joint facilfties indicates that. this is rarely
achieved. .11owever, it has been assuied that j6int
facilities would be'utilized to the extent practicable,
rather than constructing or rehabilitating separate
yards for ConRail East and West or North and
South. 'Frictional losses related to unmerging the
systems were considered.

" Tr fflc Bqse.-For operations planning purposes,16
-was generally assumed that the bapkrupts and sol-
vent carriers would retain their existing traffic base
with current routes open. Traffic shifts wore ana-
lyzed on a specific basis where anticipated.

" Traffic Routlngs.--For those options involving a
split- of the bankrupt systems, traffic flows were
assumed to move via thd~better service routes, un-
less the two routes are about equal in service, in
-which cases the traffic was split equally.

* Abandoned Lines.--Where lines or. services are
abandoned, it wag hssumed that all the traffic origi-
nating or terminating on those lines was lost. It
generally 'was assumed, however, that sub-marinal
light-density lines -would be subsidized and retained
for two years.

" 6'ustome' Leverage.--n developing tme operations
plan, emphasis was placed on improving service
generally instead of providing special uneconomic
service to key customers.

Minimizing the rehandling of cars on an overall
basis results in minor flows "cascading" through
several yards so that the available facilities can 'be
allocated to .pre-blocking the maximu i number of

PSqP I INE ROIt
MLNT IDENTIFICATION

PSP MANPO"JFR
REQUIFRE MINIS,

PSP OPRATING PLAtJ

PSP PRO F OR'.IA
FINANCIAL STAILMIr

P.qP REHAVII ITATION
PL.tN N_.;
PSP VALID RE QIIII1C'.,

I
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cars. Ihwas found through simulation that, wth an
integrated operating'plan, the majority of the.-us-
tomers should experience improved service.

SPlanning -Instead of "Stand-By" inoestent.--
SRecognizing that money, men and materials will bt

limited, it was assumed that ConRail would be
provided with a satisfactory plant and udequato
equipment but not at "luxury" levels. Improved
plaiming and control was assumed in lieu of under-
utilized: standby plant and equipment. USRA's
studies indicate there is a tenddncy oto provide.
excessive standby switching service for key custom-
ers. Satisfactory -but not excessive switching service
has been assumed.

Principal Operating Findings

The planning process described in Figure 3 was ap-
'plied to the preferred three-system structure described
in (Chapter 3 as well as to the single-system ConRail,
ConRail Nortli/Soutl,. Con-Rail East/West, ConRail
1/2 and otliar strategic options, under varying as-
sumptions relating to volume changes and management
effectiveness. This process was used to* identify main-
lines and yards required by,.ConRail. It was also used
-to develop' the manpower requirements, rehabilitation
-plan, and operating plan. Inputs to the pro forma finan-
cial, statements were prepared on thid basis for the
-Preliminary System Plan.

Projected Operating Improvements

-All financial axnalys6s in thissection are represented in
1973 dollars, without regard for inflaition, but refl~ct 20
percent- volume growyth through 1985. The ratios and
financial data discussed in this section do not include
EL operations.

In !973,-the operating ratio (operating expense/rail-
way operating revenue) of the Penn Central was 82.7

percent, with Penn Central accounting for 88:6 percent
of the bankrupts' railway operating expenses. ConRail
pro formas project that this ratio, after.initially increas-
ing to 89.6 percent ih 1976, will decline to'71.7 percent
in 1985.'

Penn Central transportation' expenses were 56.9 per-
cent ot operating expenses in 1973; more than 50 per-
cent of the operating ratiO, improvement as; Ueer.
realized in this account . Maintenance of way expenses
accounted for 29 percent of the improvement and all
other expenses accounted for the remaining 21 percent.

The projected transportation ratio-improvement from.
48.1 percent in 1976- (transportation expenses/railway
operating revenues) to 38.7 percent in 1985 resulted
.from projected improvements in yard operations and
train operations.

Total pfojected improvements in-froight transporta-
tion expenses for ConRail I (in millions of 1973 dollars)
are as follows:

ConRail I
Char.e in e pns

Catory ot expc= 1573 1M6 183

DoLkrs Perce=

Yard.rclat...... ... 271 M07 2-9 (33) (12
Train.mbted.. 437 436 379 (37) (13)
Other---- 235 26 2 16 6

Total freight tramp ation... 913 1,CO) 260 (9) (C6
Nct car h1m . 237 223 1 (31) (22)

". 60 1,2 7 1,107 (10) (11)

I Net of the Inctr. cos of moving the 20 percent addittoml tomage exipctd
to Wo added to the tWafo sbo by 1M.

T'arel Inprovenzents.-Projected improvements in
yard operations were based on the findings of the fol-
lowing studies:

e Blocking simulations--Stanford Research Insti-
tute (SRI).

9 Yard operations and. engineering study-R. L-
Hines Associates, Inc. (RLFQ.

* USRA staff studies.

These studies are described in detail in Appendi- E.
The USRA staff 'was assisted in these studies by-a rail-
road operations liaison team headed by PC's Director
of Yards and Terminals.

-Yard operat.ing expenses accounted for 28. percent
of ConRail's freight operating.expenses in 1973. More
than half the $38 million projected decrease in yard
operating expefiscis results fro'L a 10 percent-xeduction
in systemn classification requirements resulting from
scale economies -and an improved system blocling plan.
Tihe remaining improvements result from the physical
rehabilitation of yards und related, facilities..Additional
cost reductions due to improvements in yard operating
efficiencies have not been assumed, as such improve-
ments would require more management attention than
is expected to be available in the first several years.

Train Operating Improvement.--Train-related ex-
penses totaled 46 percent of the bankrupts' 1973 trans-
portation. expenses. The principal reason foe the $57
million decline e.xpected in these expenses is the $2.0
billion plant rehabilitation piogram, 73 percent of
vhich will be spent on track-related improvements. The
net impact of this rehabilitation program is expected to
be a 21 percent improvement in train running speeds,
requiring fewer crews on local freight trains running
over the rehabilitated line segments, virtual elimination
of'Iecrewing of trains enroute, a. reduction of constiuc-
tive allowance payments for delays -assooiated. with a
debilitated, physical plant and a decline in "loss and
damage" and "wreck clearing" expenses to thd norm
of a well-maintained railroad.

Other' Expenses.-Other expenses include freight sta-
tion operating expenses2 projected. to decline slightly
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from 1976 to 1985 due to the merger consolidation sav-
ings. Likewise, intermodal terminal costs are expected
to decline, initially due to the deletion of existing un-
profitable traffic, and subsequently to increase in accord-
ance with projected intermodal traffic growth. Signal
and communication expenses are expected to increase
as the systems are expanded to permit more efficient
operations.

Net Car Htire Im.provernents.-Estimates of changes
jiiet car hire were developed in the study of equip-
luent utilization, control and acquisition by Strong,
Wishart & Associates, described in Appendix E. Net
car hire payable is expected to decline from $228 mil-
lion in 1976 to $177 million in 1985. Of this, $30 million
or 59 percent is due to the development and implemen-
tation of an improved equipment distribution and con-
trol system, as well as less car delay in yards resulting
from reduced classification reiiluirements, and faster
train transit times due to plant rehabilitation. The re-
inaing $21 millioifimprovement is due to a ConRail
financial planning assumption. that all new cars will be
purchased rather than leased, reducing future lease
payment expense (part of net car hire) and increas-
ing interest expense.

Car Handling Requirements

As a result of the detailed blocking study carried out
in preparing the Preliminary System Plan, it is esti-
anated that system car switching requirement,- under
ConRail I can be reduced by 10 percent compared to a
simulation' of existing -operations. This reduction is
possible because aggregated traffic flows in the merged
ConRail system are greater than in the individual sys-
teis of the seven bankrupt railroads and ulso because
the plan places emphasis on , strategy of making more
refined ConRail destination blocks at origin classifica-
tion yards, reducing the total amount of switching re-
qui red system-wide.

By improving the quality of classification (making
more beneficial car sorts with the existing traffic flows),
this reduction can be made without increasing the num;
ber of classifications prepared or the number of cars
switched per day in any of the significant ConRail
yards. An additional two percent reduction in system
,Bwitching can be made by assuming that selected yards
prepare more classifications than they are presently
making. In most cases, railroad liaison representatives
agree that such classifications can be prepared. HIow-
ever, in sonic cases it is evkent that an expansion in
yard capacity may le required. To test the exact ex-
pansion required, and to define which portion of a
yard's operation is actually constraining overall.
switching capacity, detailed yard. simulations are being
carried out in yards where siguificant chfanges are

"anticipated. ,

Facility- Requirements
The general role that the bankrupts' system classifi-

cation yards and main lines will have in the proposed
ConRail operating plan is described in Chapter 3. Main-
line rehabilitation priorities and constraints are also
discussed' in this ehapter.

The specific' roi b-f the various yards will depend on
the strategic option ultimately implemented. This is
Utill under study.

Rolling-Stock Requirements

ConRail's requirement for freight cars was developed
in a special study by Strong, WVishart & Associates.
This study estimated that overall freight car utilization
could be improved on ConRail I by 31 percent, based on
car-days on line per load originated. The estimated im-
provemeit by car type was as follows:

lmprovcmcut iN percent
Plain box ------------------------------------------- of
fEquipped box ---------------- - ..........------- 85
Gondolas ------------------------------------------- 30
Open top hoppers_-" --------------------------------- -07
Covered hoppers ------------------------------------ 47

To achieve this improvement, the-implementation of
a computerized operating control system is required.
Such-a system would c6ntinuously monitor car move-
ments, predict needs for empty cars as well as the loca-
tion and quantity of empties being generated from
loads, automatically fill sonm orders and assign destina-
tions for some empties. This system should utilize a ear
distribution strategy which involves centralized control
of the various steps of car distribution except for the
local matching of individual cars to local car orders.
Extremely accurate and complete "real time" car flow
data are required for such a system.

Improving the utilization of the car fleet would
reduce projected freight car acquisitions over the .ten
years from 1976 to 1985 by more than 40,000 cars for
ConRail I, saving an estimated $1.2 billion in "freight
ear acquisition costs.

Breaking ConRail into two or more systems would
materially reduce equipment utilization by disaggregat-
ing car pools and introducing additional interchanges.
The effects on car requirements and expenditures were
estimated to be:

Additional
Additional freight car

cars epenscu ldol r
In millions]

' --- ----- -- --- ---- 0, (00 silo
North/South -------------------------------- ,00 $95

ncutral terminals ........................... z, o00 5

Locomotive Requirements

Locomotive use 'was studied to determine the re-
qidred fleet; by.types and quantities of locomotives, for
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each of the several alternate ConRail, systems. A ifig facilities should improve utilization by a further
major prblein was obtaining accurate data. A fur- 2 percent.
ther complication was that ConRail locomotive require- Electrifleation.-In view of the uncertain energy sit-
ments will be appreciably affected by the upgrading of' nation and projected traffic densities, electrification may
road and yard track, elimination of certain branch lines be economical for certain high-density ConRail routes.
and wider pooling land centralized control of motive -Because of the lead time for feasibility and engineering
power. Identifying and measuring, the quantity and studies prior to a decision on electrification and the lead
timing of these modifications and improvements, and time for the implementation of an electrification pro-

--their translation into locomotive requirements, was gram, no immediate effect on locomotive requirements
crucial iA determining future fleet size, year by year. has been anticipated.

Penn Central has over 4,000 locomotive units, or
90 percent of the bankrupts' locomotive fleet (eicluding Rail Industry Productivity
EL) ; therefore, efforts- xere concentrated on evaluating Much has been written lately about thed need to ira-
PC utilization policies and practices. Visits weie made railroad roductit The Final Reit f the
to the "Blue Room2' in Philadelphia, -where motive rviy. T epo o thTask Force on. ILilroad Productivity to the National
toe. Visiswemenis o made to selete yards endlsys- Commission on Productivity and the Council of Eco-en. Visits were also made to selected yards and loco- nomic Advisors, I'mrroving Rilroa.l, Produtetity
motive facilities. Methods of' assigning and utilizing (o v iors1973) v focuReilon fPrs ucb ect.t3 IM ~(November 1973) ,fcsdo hssbet
motive power weie-studied. Utiliz tion of locomotive The preceding sections"of this Chapter have deal

unitTh prcein sstcmions of this Chapte hav deuaaltpd~ounits ws estimated on. the basis of visual inspecion with productivity improvements possible within the
sampling of records and discussions with experienced discretion of ConRail management. Though additionalpersonneionapersonnel. productivity gains would reduce the government's role

In addition, -, computer.model was coiistructed, using in-Contail, major productivitygains further than those
the "factor analysis" technique. Ten factors, each bear-
ing on a railroad's locomotive fleet size and composition, sol deie in i's maaement Aeentwere considered. Numerical coefficients wee determined sole discretion of ConRaills management. Achievement

ere acosilderd. eralcoheficntos. eredeterof these productivity improvements will require, in
forsome cases the operation of labor and other rail-

An anticipated decrease in slow orders, for example, so aslth copato of lo andUPPC roads-which also have much to gain.
could be translated into a reduction in locomotive unit
requirements. This niodel was run and the results coin- Capital Productivity
pared with the "on ithe ground" -approach discussed-
.abovej ulloing a. fine tuning of fleet requirements. In developing the.Preliminary System Plan, USRA.

-Train requirements and switching volumes in yhrds has focused a substantial effort on improving the pro-
developed in the blocking project were reviewed for ductivity of plant and equipment investment. In doing
their elffect on locomotive utilization and incorporated this, US A recognized that the normally "sunkc costs :

in fleet requirements for the several alternate ConRail in plant and equipment investment are essentially var-
system configurations. - iable costs in establishing ConRail.

Projected 1976-1985 traffic growtfh of 20 percent will To improve capital productivity, TSRA has identi-
require an 11 percent larger fleet or 468 more locomo- fled opportunities to rationalize and rehabilitate plant,
tive units. The -mosL significant improvement in loco- consistent with'present and future needs. In addition,
motive utilization will occur from track and yard re- major studies have been made of freight car and loco-
habilitation, allowing more efficient use of locomotives, motive utilization. As a. result of the implementation of
This is expected to reduce locomotive fleet requirements the recommendations contained in this report, equip-
by 17 percent, or 722 unit& ment utilization is expected to be improved by 31 per-

It appears that very little slack exists in PC cent; with present car service rules. With this inprove-
locomotfve -distribution on those units centrally ment ̂ i utilization and -by fully rehabilitating only key
controlled: Most existing slackc may be attributed lines, rather than all of the existing facilities. ConRail's
to the lack of computerized reporting and con- capital requirements have been reduced by more than a,
tiol aids, since all location infomnation aind control is billion dollars.
transmitted by telephone. It is estimated fihat installa- As discussed in Chapter 4, USRA is considering
tion of a sophisticated oporating'data system supplying numerous joint-use projects that will improve capital
reliable and complete "real time" utilization informa- productivity further. As with facilities, opportunities
tion to acentralized distribOftion point could improve exist to reduce equipment requirements even further
utilizationby an'additional 2 percent. if more efficient.yet equitable car service rules can ba

Because of the unequal size of the mergerpartners, developed by' the industry. Such rules would reduce
merger-related savings coupled with. improved servic- empty ear backhauls.
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Manpower Productivity

In addition to improvements in' productivity, the
financial projections in the Preliminary System Plan
also reflect greater efficiencies in train and-yard opera-
tions resulting from improved planning and control
and plant rehabilitation. These financial projections are
based on improvements that can be made within exist-
ing labor agreements, assuming that the implementing
agreemefits required for ConRail under the Act permit
normal integration of operations as the properties are
merged. Savings resulting from possible changes in na-
tional and local labor agreements have not been in-
cluded in-the financial statements set forth i Chapter
14.

Revenue Ton-01-iles Pe2, Employee.--As noted in
Chapter 12, railroad industry employment fell over 60
percent from 1947 to 1973. During that same period,
revenue ton-miles (RTI) increased 30 percent, result-
ing in a 4.8 percent compounded annual improvement in
revenue ton-miles per employee. It should be noted that
during this period the Tailrodds significantly reduced
their rolein passenger, less-than-carload freight services
and rail car shops which had little effect on RTIMN but
had a great effect on employment.

In the last five'years, RTMI haxve shown a 5.4 percent
compound annual improvement, and between 1972 and
1973, RTM per employee improved by another 10-7
percent.
On the other hand,-productivity gains measured by

.JRTM per employee have. been more than offset by the
quadrupling of average annual earnings per employee
(excluding fringes) sice 1041, at- a iompouncl. waual
rate of 7 paercent. With'Everage revenues per net ton-
mile increasing at a compound annual rate of only 1.6
percent- during the same period, the RTM per dollar of
employee compensatiion fell from 150 in 1947 to, 120 in
1973. Most of this decline occurred in 1970. and 1971,
when RTM pei compensation dollar fell from. 143 to
123. The rate of decline leveled out with volume growth
in 1972 and 1973.

Reasons fo, Past Gains.-Several factors account for
the productivity gains previously discussed. Reductions
in passenger and lessrthan-carload (LCL) services were
a major factor. Traffic growth was also important, and
this tended to help* the railroads as changes in oveihead
tended to lag changes in volume. Another major factor
involved in improving productivity has been capital
investment, including: dieselization, growing use of
computers, automation and mechanization of mainte-
nance activities. I

Management policies have played a signifidant role,
too. Among the most important in terms of productivity
have been operating h-avier trains, encouragingheavier
carloadings and operating fewertrain miles. To some
extent, these changes have resulted from better plhn-
ning and control of operations, as suggested in earlier

sections of this chapter. "Unless carefully planned, how-
ever,. these management policies would, in effect, im-
prove productivity by reducing the quality of tervice.
Given the fact that average revenue per net ton-mile
actually declined from 1959 to 1966, and only regained
the 1959 level in 1970 (during which period the Asso-
ciation of American Railroads' combined wage and ma-
terial price index rose 63 percent), it is not stir-
prising that rail managements have had a 4-troiig desire
to make productivity gains, even at a sacrifice of service.
Any reduction .of service, of course, accentuates pres-
sures to depress rail rates, creating a downward spiral.

Urgent Need for Further Gains.-It is stated often
that dieselization in the 1940's and 1950k,; avcd the
railroad industry by increasing train size and reducing
locomotive maintenance. The extraordinary insrtalla-
tions of track materials from 1935 no 1950 (see Figure

4) may have had an equally pi'ofound effect on man-
power requirements (with the resulting appearance
of productivity gains) at least for the succeeding 30
years. Foll6wing this surge of track materials installa-
tions, relatively little mintenance was required for
several years. When the bulk of materials installed
-reachel maturity, controlling maintenauce-of-way
budgets became increasingly difficult. As the lives of
mnaterials were reaclied in the late 1960's and 1970's
maintenance.requirements became urgent, and deferrals
of maintenance had a critical impact on operations and
service. The operation of-heavier cars and heavier trains
compounded the problem.

Just as management was running out of ways to
improve productivity, employee compensation rose
sharply, and the RTM per dollar of employee compensa-
tion took a sharp drop. Rapid traffic growth in 1973
tended to relieve this problem in general; however, it
compounded the declining track condition problem.

FIGURE A
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Track material replacement recjuirements are accel-
erating and will continue above normal through the mid
1980's. To survive this and other problems, the rail-
roads must either raise rates substantially (and thereby
possibly drive away more of their present traffic base)
or significantly increase productivity.

Constraints on Productivity Improvement

When productivity is mentioned in the railroad in-
dustry, the discussion usually centers on constraints im-
posed by labor agreements. In the last few ydars, both
management and labor have recogiized their mutual
need to come to grips with productivity. While it might
be argued that the pace of change should be ac~elerated,
it appears that progress is being made.

Preliminary analyses by the USRA staff indicate a
potential for substantial productivity gains through
changes in work rules, crew consists, bases of -pay and
craft distinctions. No tempt has been made, however,
to anticipate the outcome of current labor-management
discussions of some of these issues in preparing the Pre-
liminary System Plan.

The Act aticipates that implementing and collective
bargaining agreements for merging the properties will
be negotiated by ConRail and the unions involved. How
these, agreements are negotiated will have a significant

- impact on the:operations and viability of ConRaiL
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ConRail will be formed by merging several banikrupt,
railroads. Historically, mergers have generally resulted
in a cbntinuation of existing agreements upon which
general implementing agreements have been, laminated.
The problem with the resulting complex agreements has
been that frontline rail management could not operate
as flexibly and efficiently as possible.

Supervisors have been unaware of what could or
could not be done according to the agreements. This has
occurred because frontline supervisi6n's first -responsi-
bility is running the railroad and providing service.
With the tradition of moving management frequently
from place to place and with the poor physical plantthat
exists on the bankrupts today, supervisors have been
totally preoccupied with simply keeping the operation
rtumning and have had little time for learning the idio-
syncracies of each local agreement,

It is imperative that Con:Rail's implementing and col-
lective bargaining agreements be oriented toward in-
creasing productivity and be structured in a relatively
simple straightforward manner so that they-can be uii-
derstood, With the severance protection clauses already
contained in the Act, ConRail ma4 be able to commence
with such a set of agreements without adversely affect-
ing the present employees of the bankrupts.

Equity, imagination and perspective as to futre
needs of the industry and its employees will be neces-
sary as these agreements are negotiated.
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6
Facilities and Equipment
Evaluation and Planning

Thze Associatiow has had under study a vast rafiroad network

-coveri g 17 states, including about 21 000 miles of righ-of-way, more

than 4,500 ocomotives and 175,000 freight cars, .as well as shops;'yar s,

4ignals, bridges and other facilities.
The Regional Rail Reorganization Act of 197$ recognized that

correcting the problem of deteriorated facilities 'and inadequate

equipment condition is essential to ConRail's success and directed Ihe
Association to plan. for the rzilroad's rehabilitation and ongoing norra

mnaintenance.
The first lask was to compile a complete and refined inventory of all

such assets and to determine their condition. These data formed a base for

'USRA planning decisions and rehabiitation, stralegij. This chapter

.outlinzes data-collectioninethods and recommends a plan for restoring tho~a

physica elements-essential to ConRail's success.

Correcting the deteriorated condition of the bankrupts' facilities

and equipment will require a mbstantially greater public investment

than Tpreviously contemplated. At current prices, the Association esti-

mates the cost of eliminmting deferred maintenance on lines included in,

ConRaiat -,'a mhinimum of $2 billion. Bven, with the, roposed reditiom
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in lines, proper rehabilitation will' require the laying of about 1,650
track mile of new and second-hand rail and 2.4 million new crossties

each year, plus repair of innumerable bridges and buildings, the roadbed
and the signals and communications network. There are constraints
other than those of a fiscal nature, the greatest of which is the laclc of

sufficient steel rail.

A program to bring the ConRail equipment fleet to its proper size
and quality wifl cost a minimum of $700 million (in 1973 dollars),
plus the cost of improvements to major shop facilities. The plan also
proposes the acquisition over a ten-year period of about 800 new loco-
motives and 20,000 new freight cars. The Association has prepared
these estimates carefully and believes that they reflect reasonable and
%'ecessary investments.

Tiis chapter also deals with such issues as the shop facilities to
be retained, the extent to whichkthe railroad should be rehabilitated and
the priorities which must be set in view of the magnitude of workz required
ivit7 limited availability of resources.

Deterioration of track, locomotives or freight c,%s
leads to .a decline in a railroad's ability to provide, effi-
cient and competitive transportation service. As shlip-
pers become. dissatisfied and divert traffic to other rail-
roads or transportation modes, revenues stagnate or
decrease as day-to-day operating costs increase because
of the lower efficiency of the physical plant. This has
been the situation of the bankrupt railroads in the
:Region. Under the Act, the Association is responsible
for conducting studies and formulating plans to reha-
bilitate, maintain and modernize these properties.

The physical plant of the railroads under study isa,
vast network covering 1T states and including 21,000
miles of right-of-way, more than 4,500 locomotives and
175,000 freight cars, as well as shops, yards, signals,
bridges and other facilities.1 It was first necessary to
compile a comprehensive inventory of the existing fa-
cilities and then to hssess their condition. Work neces-
sary for rehabilitation as well as possible constraints
(such. as material and manpower shortages) to conduct-
ing -a rehabilitation program were identified. After
evaluating the required work aild possible constraints,
programs for ConRail's rehabilitation, maintenance and
modernization were developed.

These programs were predicated on the need for im-
provement of the plant and equipment to an acceptable

I The figUres contained in this chapter do not include the facllities and
equipment of the Erie Lackawanna Railway. Preliminary investigations
arc being made by USRA staft of the Eit plant and equipment and theiw
related rehabilitation cost.

level as quickly as possible but also reflect realistic as-
sumptions regarding the effect of both material and fil-
nancial constraints. Equipment programs were based
on projected locomotive and car needs, based on the.
size and condition of the bankrupt carriers' present
fleets, projected traffic growth and projected equipment
utilization.

The present condition of the bankrupt railroads1

physical plant is'one of the major problems in develop-
lug a successful ConRail able to fulfill the requirements
of the Act. Improvements in operations and potential
marketing gains are. dependent on improvements in
the plant. These essential improvements will requiro
maintenance costs substantially in excess of present
.levels to compensate for the past maintenance-deferral
policies of the railroads.

The proposed rehabilitation described in this chapter
and reflected in the pro forma statements (Chapter 14),
was developed by programing what, could reasonably
be. accomplished, assuming minimal difficuilties in over-
coming various constraints on'the availability of man-
.power, material and equipment,. These projections
reflect:

" Eliminating all presently deferred maintenance by
1989,

* Correcting the deferred maintenance that will con-
tinue to occur until a sufficient program is fully

underway, and.
*Wormal annual maintenance requiroinnts.



Should Corimail. -ot be, ale 'fin aneinly to-support all
of the necessary Tehabilitation workat the Assoc~htionm
_projected -ates Of 6enewal, 'tie propose.d "program can3
if necessatry progress over a longer -eriod of tfime by
inaotling -less r l, fTwer ties and less other '-naterial
each -year. -Obviously, all l6ng-Tange prograhis xeguire
periodic ev' nd ConRail 'will 'be aile to make rTvi-
sions to -lh .Assoatioi's -presently projected program
in the Eglih of =5turei-afie-patterns arid operational
improvements -resulting Iron1 Tehaibilitation acivities.
Any 'imjor 37evm'ons to tie present 'program, however,
would 'nut 1-a appropriate. until ConRa's -plant has
been. rehabilitate. to -fhe p)oint yOere:

ST-rinscan.getoser heroad -effectively,
S'Yard operations are improved significantly to

Iandletrafficeffiqiently,
-Signal 7stems, stridures and other facilities are
r'elisble,

* Operafions and traffic patterns lare developed .to
the point whexe more 'definite projections are p0s-
sible;and
Y'utu ae- u ingrequirements and anticipated and-
inglevls aredeterminied.

The magnitude of deferrel mainteinance is so great,
however, that the progTam realistically .cannot be Tom-
promised-inits earlyTe's. WNhen opar ting efficieneies
resulfinmg fom The rehu'bllitation program 'are available
-to -Conail and- when future demands on the plant It ave
-better -definition, TeNiew an.d !approprizfte revision of
the program --will, of onrse, !be required.

Traditionally, the level of maintenance lias been a
function oTaTii]able financing z-d thedegreeof oper-
ating efficienty 'vhich -ailmal managemenI felt £desir-
able JA -igMr of overal-chuinstances. -Bat 'C~onzail is
not a i-raditional sitathion; the lines to be ineluded in
'the system are iso -dteriorated -ht -rormal rules do -not
apply. WYile -the Association's xehlibilitfftion strategy
can ,allow -lot some -aownward renwal rates 4during

ConRail's formative years if avralability of fimncing or
-inaterial-dictateiro ,other choice, the consequences could
be serious.

The Association7s wehabilitation strateg recogmizes
that some sacrifice in opqerating effic-ency -may be re-...
quired in 4he light of overall mzate ial and financial
considerations. Howevertih e result may be figher long-
Tun costs, poorer service and possible -decline in market
share. For exbmpe, effective and profitanble piggyback
service is impossible if the-railroads"main lnes cannot
sustain a dependable high-speed .operation. Further.
day-to-day-operaingcosts.can beaffectedhby lower main-
tenance levels. Examples of these 'are:

* Increased costs, resulting -from derailments and
damage claims,

• Increased. day-to-day basic maintenance just to
keep trains n ope'ation, 'wvfich is far less efficient
than prog,-amed rnewals, -
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: 3Xncrease(l train and engine crew costs resulting
froTe infieasea imes to get trains over the road,

* Increased per diem payments and other car utiliza-
tion costs because the cars simply do not move as
-iickly botl over the Toad and through terminalk,
and

* Lost revenue because the plant cannot 'adequately
hanlle business.

Whatever course of action may be necessary, obviously
priorities will be applied as to wlhere work is done first.
First priority mustlbe given to those facilfies retained
in the Final System Plan which presently meet only
inimnal safety stanilar'ds. A-fter satisfaction of those

reqifr'enents, the Associatiorils -plans provide for a,
staged approaclihkeyed to priorities, where the rehabili-
tation effort, will produce a prompt impacL Tis strat-
egy will be dictated by requirements such as

- ' Traffic patterns,
• Train operating 'cost reductions wldch 'will result

from an improved plant,
* Customer service,

R Equipmentuiflzation,
* Eqguipment costs,
" Derailment costs and

-Ongoing inteviimaintenance costs.

On the basis of the route classification.Tresented in.
Chapter -3 geographically pecific rehabilitation priori-
ties are as follows.

P'liorlty Typ C
First ----------- Principal through freight routes
Second-- - Secondary through freight routes

lird.__ 2?imaryleeder routes
Fourth - Secondary feeder xoutes

It should be noted that with respect to the secondary
feeder system. tflese short local service Tines (discussed.
in Clmpter 7) are 'munikely candidates for rehabilita-
fion, barring local support from shippers or from com-
munities. hIldutrial switching tacks, yard tracks ani.

passing tracks willbe rehabilitated and/or maintained
in accordance with the routes they support.

These programs are described in more detail in the
following pages. B3ecause of the different characteris-
tics of equipment as compared. with track mnd other
plhysical facilities, this chapter -des'ibes the Associa-
.tioiis planning activities an. _proposed programs sep-
arntely for each of flese essential components.

Physical Facilities

The physical plants of the milroads'understudy were
identified and evaluated in the following categories:

• Track. consisting of 43,000 track miles. including
switches. grade crossings of highways. amd rfcrossings of otheri lroadlines."Trackni es& rep-

resent the total mileage Ior all track on th rail-
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roads as opposed to "route miles" which reflect
miles of right-of-way, regardless of the nunber of
tracks.
Yards, ranging from large classification yards
where trains are made up for movemen" over th6
road to small industrial yards from which cars are
delivered to customers;
A ,ignal Systems' including signals governing the
movement of trains, grade crossing protection and
various detection devices, such as devices which can
detect hot journal boxes, excessive height, dragging
equipment, etc.;

* Rrdges of various sizes, types and ages;
STiunnels of various lengths and construction types;
& ,erviaing facilities, such as faciJities for the fueling
of locomotives;

• Szoj s for repair and overhaul of locomotives, cars,
equipment and roadway work equipment;

* Buildizgs, usually inventoried and reported as
component of another facility;

* F reight terivissals;
" Harine ter nmnals.
" Electric tratiog, including overhead wire and

third-rail systems;
* Other electrical, including substations and trans-

mission facilities, although much of this category
was inventoried and, reported as a component of
other facilities;

* Com.92undeation facilities, largely inventoried and
reported as a part of other facilities; and.

0 Data, management facilities, mainly inventoried
and reported- as a part.of other facilities.

Development of realistic rehabilitation estimates re-
quired not only this inventory but also an assessment of
present condition. io existing study provided a com-
plete inventory and assessment of all of the facilities
of all the railroads under study. Further, it was essen-
tial that the Association base its planning decisions ol
independent data. USER-As data-gathering task was
completed by several engineering consulting firms with
one of the consultants acting as the project's technical
direction coordinator to assure uniform sampling, re-
porting and estimating procedures.

A uniform inventory and assessment procedure was
constructed for each facility category, including sam-
pling techniques designed to provide confidence in. the
data for each facility category. For example, the sam-
pling technique for ruining track provided, detailed,
specifications for inspections every two track miles-a
2.6 percent sample. These samples were supplemented
by interviews with railroad supervisors and an inspec-
tion trip over each line.

In addition, USRA. staff made ojisite inspections,
further reviewed and refined the consultants' data and.
visited representatives of the bankrupt railroads and
material suppliers. As anticipated, the study coifirmed
that past inadequate maintenance has caused deteriora-

tion of % major portion of the bankrupt railroads' track
and other facilities. The bankrupt railroads, various
consultants and representatives of government, indus-
try and labor had also reported this deterioration.
The Department of Transportation had an evalua-

tion of the Penn Central Transporttion'Company per-
formed by a team of six chief engineers of solvent,
Class I railroads. The chief engineers evaluated the
condition of the facilities and reviewed existing main-
tenance and rehabilitation progranis. Their report pro-
vides the information required to support, tie program
for the iis'e of Section 215 funds as described in Chapter
15. Their facilities evaluation was performed, as was
USRA's, during the fall of 19T4. The findings of the
report support those of USRA, Particularly in regard
to the immediate need to progress rehabilitation.

The USRA engineering consultants' study also pro-
vided the necessary detail for preparing rehabilitation
estimates reflecting the cosC of restoring the railroads'
track, yards, signels, shops and other physical facilities
to their previous best level of utility. Using established
railroad industry standards, rehabilitation requirements
were determined and then identified by standard work
units which were developed for all required maintenance
fun'ctions such as laying new rail, installing ties, repair-
ing structures, renewing signal items,. etc.

Standard costs were determined for each such work
unit to translate the required maintenance work into
dollar amounts. As of August 1974, the engineering
consultants estimate that rehabilitation of all the rail-
roads' track and other facilities to their previous best,
level of utility would cost approximately $3.8 billion.
This estimate assumes no constraints to poeiforming the
required rehabilitation work and includes no normal
maintenance costs; it merely indicates what it would
hai'e cost to rehabilitate.all the railroads' existing facili.
ties to their previous best level if the work could have
been performed during the third quarter of 1974. A cost,
summary of anticipated rehabilitation expenditures by
facility is shown in Table 1.

Though this estimate was necessary for measuring
the magnitude of rehabilitation work required for effi-
cient operation, it assumes "instant" rehabilitation in
1974 dollars without regard to inflation or time and
material constraints which, as discussed in the following
pages, require that rehabilitation work be carried out
over a number of years. The cost estimate developed by
USRA staff for eliminations, of deferred maintenlncd
on all facilities to be included in ConRail is $2 billion
for that work which can'be accomplished in the first, 10
years. H~owever, the rehabilitation is programed over
14 years, and the cost for the additional 4 years i,4
estimated to be $300 million, This estimate is based on
improving the facilities to accommodate their proposed
use and is stated in constant 1973 dollars. The effect, of
inflation is described in Chapter 14 describing financial
analysis of the Preliminary System Plan.
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'T.&= i.-Sunrar of eslimaledre7ia'jtiation cols'

Yaey labor cost Equipment cost Commodity cct, Ftilitylotal Salvap credit Total cost

Trak wox._ .. $8,V034,8150 4$S77,00, 671 SIt,001.443 _ SM....47 51955,22 S7&,0
Y1r.. .1;364, M: 91,1.20 4. 5 0 i C, 00. M3 0 6.026, (Signals .. -. 0O0 C10o0510 31,4,,972. .24.2 0 ,524, 42:Bridges --------. w78, M.| 65 62, 330,= 1 V_,175. 046 "-1 ", -1_WGSI -1.33.7a- 5r- n% Iis

'lunnes ....... - 45,047.027 1,715,420 .,, 52 53,761= -0 55,761,3Z9
Servicing 169,48L In, , 419,101 a7, 67 0 0 419

- - 53,710 8,151 3,213,442 4,725253 0 4,725,2E3
B lgdins .. ..... -- -46, 8 0 a 2_ 491, 493 21, S ,53 8,76., 20 1 79,7 E0 S

-Feight terminl2 105,295 . 31.S52 15,018 =10o5 -0 329,CCS
Marine . ...... 3,2 359 14,047 50,991,z71 90, ,747 -33,575 9.327,172
Electric traction - - -046, 572 40I.398 5.311,8 17a 7,91 ,7,91
Other electrical 3,531,781 81,323 3.217,&3 %,o, 0. o 6,50, 655
Com m n....... s. .. . 25,130,833 1,351.374 18,611,410 45.10,.22 0 45,130,622

Tetalo- ---------------. ---a1 A -- - -... , 415, *020,017 157,%60,313 2,026,135, CO-a f21, M -141,337,6 14 3.160,779,0SI
Contingency 2 .....-.............. .................. .....____...... . .... ------- -------------- .--. -- -. -- -- 613,191,C0

Grand totL -_------- -3 -.. . .9

IThese Tigur sleflect the 7nition Viho'enn 'Cetral Transportation Co., The
Reading "C. hbe-Central 4tailroad-Co.of INcwerseyl"he Ieeglt valey IRdlrma
Co., the Lehigh & Hudson liver Railroad Co., the Aun Arbor lalroad Co.. and
the Pennsylvania-IReading Seashore lines.

2 Contingency appliqd by the technical direction contraector.

To develop programs for performing the necessary
work over the required number of years, the study in-
eluded detailed information describing the required
work eiictions for the rehabilitatiOn.Of each- segment
of track and- of each fac "ty. A com paaison of major
deferred work unit required for all the railroads stud-
ted and for the 4ines included -n.:Conr--ail is shown in:
Table 2. These f:rgres, vf course, will be ftitlier Tefined
as planning -continues towad the formulation -of a
Final System Plan." Future planning will deal with
defined programs and producerefined estimates.

With the inclusion -Df the Erie "Lackawanna Railway
and development of te ConRafl structure, some
changes in the proposed Pelmqilitation prograins may
-be necessary- The prm.posed iransfer of selected Reading
lines to the -Ohessie :Sjystem and the proposed trackage
rights agreement witffThieChessie, D&-I and the N&W
would reduce-rehbilitatiou costs -by approxniately $20
million. An effort to estimate deferred maintenance on
-the Erie Lackawanna is currently underway.

TABLE 1--Sumsary of major deferred work Vnits as of August
" 1974_

111 Prome
-railroads ".ns ate
studied system

Rail (miles):
New ..-.......... .......................... ..... 4,855
Rel ay-_ 4,69 3,485

TotaL- .......-.................................. 10,1522 8,340

Ties (millions) ------------ -.--------------------- 2 9.1 20.6
Switch ties-- 536, 66 424,000
Turnouts ------- -........-........-..................... 00 V ',V
Ro a drostngtrad=ee. M-,,000 D 0%'V00

Source: Data colectcd nd nrI cd by eugling consultnts to US"{A.

Source: Data collected for USRA undcrin-enfory and =-essmnent contract.
Note: Th figures reflect the cost of rehabllitatlng the railroad facilities to their

estlmated previous bzst level ofitilty. ThrcyNwere lrepared sing 3d quarter 1974
dollars and do not cosilder any constraints to performing the rehabilitation work
and do not Include any normal maintenance.

Constraints and Assumptions-

('onRail's rehabilitation requirements are so vast-hat
availability of manpower, equipment and material must
be considered. Various constraints -to carrying out a
rltiabilitation progan include:

* Lack of material (rail, ties, ballast, etc.),
" Lack of qualified manpower,
* Availability of new roadway work equipment and

the condition of the railroads' existing equipment,
" Availability of rail welding facilities and related

equipment,
* Interfemece of maintenance-of-way work with

&ay-to-dayxailroad operations and
" Financial constraints.'

F'on information supplied by the railroads and.
material supplie -s, as well as -other research, 7USRA.
staff prepared assumptions of the extent to which the
required equipment, -material 'and trained manpower
will become an-ilable. 'These assumptions are, summar-
ized hi the box2nddiscussedbelow.

Rail J-eneu1,aL-Prcsent estimates are that -the lines
inclfided in -the Peliminary System Plan contain al-
most 8,400 track miles 'vlere rail replacement has been.
deferred. Even with the xeduction of lines proposed
'in this -Plan, it is 'envisioned that xehabilitation will
require layig as much as 1,650 track -miles (approxi-
malty 870 mewand 780 second-ltand) annually ,(Figure
1), an effort far beyond present capabilities. Rail laying
actixities-illbo constrainedby lack of:

Ability to purchase new -ail,
Facilities to -weld -rail,

* Welding trains to dist bute continuous -velded rail
and'
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SUMMARY OF ASSUMPTIONS AND PROGRAMS

Ycar USRA programs provide for- 12rOgram proJcaions

1975 12 new tie gangs 440 miles of rail available- ------------- 27% of need
1 new rail gang 2, 600, 000 new ties available --------------------- 51% of need

12 new surfacing gangs
224 special ballast cars
84 tie cars

1976 TRAINING PROGRAM ESTABLISHED 880 nifles of rail available -------------- 2-- 23% of need
8 new tie gangs 3, 500, 000 new ties available -------------------- 68% of need

660 special ballast hauling cars
80 tie cars

1977 ADDITIONAL WELDING LINE 630 miles of rail available ----------------- 39% of need
10 new tie gangs 4, 300, 000 new ties available -------------------- 84% of need
1 new welded rail train,
2 new rail gangs

660 special ballast hauling cars
80 tie cars

1978 ADDITIONAL WELDING LINE 760 miles of rail available ---------------- 46% of need
6 new tie gangs 5, 000, 000 new ties available ------------------- 0 08% of need
2 new welded rail trains
2 new rail gangs

556 special ballast hauling cars
56 tie cars

1979 MAJOR NEW RAIL WELDING FACILITY 920 miles of rail available ----------------- 56% of need
NEW RECI4AIATION PLANT 5, 000, 000 new ties available ----------------- 9-- 98% of need
NEW SIGNAL SHOP -

5 new welded rail trains
2 new rail gangs

1980 6 new welded rail trains 1, 600 miles of rail available-- ------------ 97% of need
2 new rail gangs 5, 100, 000 new ties available ----------------- 100% of need

1981 1, 650 miles of rail available ------ _-------- 100% of need
5, 100, 000 new ties available --------------- -100% of need

* Equipment and qualified manpower to install new
rail.

The availability of new rail is severely limited by the
capacity of the nation's four rail mills. Present esti-
mates are that only 210 track miles of new rail will be
available in 1975 to the railroads under study, despitd
an estimated need for 870 miles of new rail during each
year of Con1fail's rehabilitation program.

The present decreased demand for steel may free some
additional ingot capacity for rail steel, but the lhnited
rolling and straightening capacity of the mills makes
the exact amount uncertain. Although USRkA's pro-
posed programs do assume some.increase in the aiail-
ability of rail between 1976 and 1979, a new rolling mill
will be required to fully alleviate the problem.

After 1980, the supply of rail should no longer limit
the proposed program, if a new rail mill or improve-
ments to an existing facility will be operational by that
time.

Because of fluctuatingorders over the last several dec-
ades by the rail industry, the steel industry has b~een,
unable to .justify extensive investments in new rail-
making facilities. Discussions between USRA. and steel
company officials have developed an indication of will-

FIGURE 1

PROJECTED RAIL RENEWAL
PROGRAM REQUIREMENTS

1975-1984
NEW RAIL
TOTAL PROGRAM RAIL -
GANG CAPACITY - --

HAULING CAPACITY
WELDING CAPACITY-

1975 1976 1977 1978 1979 1980 1Q31 1982 1993

SOURCE: USRA STAFF ANALYSIS

ingness on the part of the steel companies to consider
increases in capacity in order to meet the ConRail re-
habflitation needs. To assure the availability of this
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ca7pacity, ConRail may need to enfer into a long-term
financial commitment -with the industry.

Increased availability of useable second-hand rail
and switch material will result from stepped-up re-
newal programs, and it is crucialihat rail and other ma-
terial from abandonments be available' for use else-
where. To accommodate the anticipated need for use-
able second-hand naterial, the programs proposed by
USRA provide for a new reclamation 2 facility and
a System Signal Shop 3 to be operational by 1979.

USRA's proposed program also is constrained by the
550-track mile capacity of the railroads' three existing
rail welding facilities. Plans provide for two additional
portable welding plants, one at Lucknow, Pa,.in 1977
and one at Columbus, Ohio, in 1978. Plans further pro-
v-ide 'for a major new rail welding facility -by 1979 to
achieve the capability for welding the 1,650 track miles
per year that will be required for rehabilitation. -

Rail welding also requires the ability to transport
continuous welded rail, and the railroads' existing seven
welded rail .trais- can transport approximately 580
track miles annually. The proposed programs provide
for one -new rail welding train i 1975, which is in-
cluded in the Section 215 program, one in 1977, t'wo
in 1978, five -n 1979 (coincident with the proposed new
rail welding plant) and six in 1980.

Even with provisions -for a new rail mill, a new rail
welding plant and 11new rail welding trains, USRA.'s
program-may also be constrained initially by the avail-
ability of trained labor and supervision to carry out the
job and to assure maximum production for' dollars
spent. Though present indications are that manpower
will be available, training programs for both existing
and new employees will become an essential part of
ConRail's overall rehabilitation and maintenance pro-
grams to assure the requiredlabor.

Realizing theinventment in training, plans further
provide for a more stable working force solthat trained
employees are not lost becaus% of seasonal furloughs.
Temporary employees_ will, of course, still be r9quired
for peak seasonal demands. As' sufficient trained man-
power becomes available, one uew riil gang will be
added in 19t5, and two each year from 1977 through
1980. With improved training, supervision and schedul-
ing of work activities, the programs also propose to
achieve a 50 percent-increase in rail laying productivity
over a number of years, ,foin 80 to 120 track miles per
annum per gang.

(Jrosstie 'epae7ent.--The 28,000 track miles selected
for inclusion in the Preliminary System Plan require
2.4 million new ties annually to preyent further deteri-

'Such a facility reclaims and rebuilds rail material, such as :frgs,
switch points, joint bars, spikes, bolts, etc., made available fromn-
nexwals and track retirements for use elsewhere.

3 Similar to a reclamation facility, a signal repair shop repairs and
_rebuilds signal components such as relays, code equipment,' electronic

equipment, switch machines, signals, and automatic hlghwby crossing
equipment.
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oration. An additional 2.7 million new tits are needed
during each year of the rehabilitation program to coun-
teract the inadequate tie renewals of the past. Compared
with the present annual renewal rate of 2 million, the
consolidated system must be prepared to inser 5.1
million new ties each year. The three constraints to a. tie
renewal program.are:

" Ability to purchase the ties,
" .Availability of roadway work equipment; and

trained manpower to install the ties, and
• Availability ofproper equipment to transport the

ties to the work location efficiently.
Decreased demands upon the lumber industry have

improved tho availability of ties, and the tie industry
has indicated that; with sufficient advance commitments,
ties will be available. Initially there will be some pro-
duction problems, especially in providing sufficient
treating capacity, but these p~roblems should not con-
strain tie supplies beyond, 1980. Estimates are that 65
percent of the ties required will be available in 1976, 80
.percent; in 197T, 93 percent in 1978 and. 1979 and 911
percent in 1980.

The railroads under study now have 35 tie gangs
which, if p6roperly staffed and equipped, can insert
approximately 2.1 million new ties annually assuming
present levels of productivity. USRA's planning pro-
vides or the acquisition of 36 new tie gangs over a
4-year period commencing at the end of 1975, 12 of
-which are included in the Section 215 program. A very
high level of training and supervision will be required
to maintain present production levels and also progres-
sively to increase each gang's prodtctivity 10 percent to
approximately 71,000 ties per year.

fRevisions of existing procedures as well as new proce-
dures will assure optimum production for the time find
money committed to these maintenance activities. For
example, on some lines, particdarly where there is
heavy traffic, it may be desirable to work two gangs in
the same general area to assure maximum productioA
during the time the track is removed from service and
available for maintenance. Proposed tie renewal activ-
ities are smunmarizedin Figue 2.

Ballast and track surfaciny-Track surfacing i-
volves the'distribution and compacting of ballast under
the ties to correct the track's profile and the cross level

-relationship of one rail. to the other. This activity is
closely related to rail and tie renewals. Twelve addi-
tional surfacing gangs are planned in 1975 and included
in the Section 215 program.

SIn addition to replacement of obsolete unit§, these
gangs should fulfill the requirements for the con-
solidated system. Training programs, especially for
machine operators and repairmen, should alleviate any
manpower problems and, with proper training and
sulpervision3 it should be possible to increase annualsur-
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FIGU RE 2

PROJECTED RENEWAL OF TIES
1975-1984

TIE RENEWALS

TOTAL RENEWALS
PRODUCTION GANG CAPACITY --

S f I 1 1 f I -W1975 1976 1977 1978 1979 1980 1981 1982 1983

SOURCE: USRA STAFF ANALYSIS

facing capacity from the present 6,200 track miles to
14100 track miles.

One possible constraint could be the availability of
equipment to haul and distribute ballast. USRA's plan-
ning provides for acquisition of 2,100 special ballast
hauling cars, 224 of which are included in the Section
215 program, to be delivered over a 4-year period com-
mencing in 1976. Without this, it would be necessary to
rely on less efficient, regular hopper cars, since this
would remove as many as 3,500 such cars from regular
revenue service.

Sign ca and conmunications.-The railroads under
study incude more than 14,000 miles of track where train
movements are governed by signals, more than -1,300
automatically controlled interlocking plants," more
thalf 20 classification yards where remote control
switches and car retarders - are used for sorting cars,
over 8,000 highway grade-crossings with automatic pro-
tection, various communication facilities including pole
lines and radios and a variety of special pr6tective de-
vices which warn train crews of such dangers as hot
journal boxes, dragging equipment, rock slides, etc. In-
adequate maintenance and deferral of renewals has had
an adverse effect on these facilities, and their mainte-
nance. and rehabilitation is included in. TSRA's pro-
posed programs.

It is estimated that correcting deferred maintenance
on all the railroads' existing communications and signal
facilities would have cost $100 million if all the neces-
sary work requirements could have been. completed

'An Interlocking is a switch or group of swItcheg Inter-connected. and
signal controlled to allow the passage of trains from one track to another
In proper sequence.

5 Car retarders are found In hump yards where cars moving by gravity
down the hump are switched to a selected track. The car retarders sloW
the movement of the freight car to assure proper speed for coupliung.

duiing 1974. (This amount is included in the previously
mentioned $3.8 billion figure for total rehabilitation.)
Work functions in this area include renewal of bat-
te'ries, signal cable, and the signals themselves, replace-
ment of obsolete interlocking plants, repairs to polo
lines and renewal and repair of radios and other corn-
communication facilities. These activities initially will
be constrained by:

* Lack of trained. manpower and supervision to com-
plete the necessary work activities,

" Availability of parts and other material,
" BEngineering design. lead. time for modernization of

signals and interlockings and
" Long lead times for delivery of parts and material.

Much of this material must be specially manu-
factured for a particular project.

Given proper provisions for training, the additional
manpower requirements will not present a significant
problem. The key factor will be advance programing
of projects, particularly those such as centralized traffic
control installationsG for which equipment must be spe-
cially designed and manufactured.

Brdgev and buildings.--The railroads studied in-
clude over 30,000 bridges of various age, design and con-
struction, ranging from small spans and culverts to
nlajor facilities, such s the Hell Gate Bridge in tNew
York City. The railroads' buildings encompass every-
thing from large stations-to wayside shanties.

Traditionally, the railroad industry has considered
bridges and buildings as one category for m6intenance
purposes, with. manpower historically classified as the
B&B (Bridges and Building) force. It is estimated that
correcting deferred maintenance on this portion of all
the railroads' existing facilities would have cost approx-
imately $727 million if all the work could have been com-
pleted in 1914. This amount is included in the preoiously
mentioned total rehabilitation figure.

B&B maintenance activities include building repairs,
renewal of bridge timber and steel and bridge cleaning
and painting. The proposed program recognizes that
lead times for engineering design requirements, the
availability of steel and bridge timber, the uvailability
of financing and the availability of construction forces
to perform major rehabilitation will constrain recon-
struction and rebuilding activities.

Initial efforts in this area will be devoted to safety
requirements. However, sufficient labor and material is
available for long-neglected cleaning and painting ac-
tivities. Recognizing the condition of many bridges and
buildings, the proposed program initially provides for
substantial intermediate repairs.

0 Centralized traffic control installations provide for remote control.
ling of many, interlocking plants under the control of one man atd
providing signals so that trains can run In either direction on a track
vit movement governed by signal indication. These instaiantions usually
Increase track use and often allow for retirement of one track ia multi-
track territory.
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Mainfejkance- and Rehabilitation Progroms

USR.'s identific~.tioa of trac.k and otltr fhysi~al fa-
cilities, asmsmenit of the faciuiies' condition) identifi-
cation of C6hnRail's proposed use of these facilities,
id6ntificaion of constmints to performing rehabilita-
tion, and assumptions as to the extent to wbiebthese con-
straints can-be overcome provided the basis for the de-

' velopment of Conil's long-term normal m6antenance
and rehabilitation programs. These in turn providethe
basis for the maintenance cost estimates refected in the
pro forma, statements in -Chajter 14. Tho number of em-
ployees necessary for these programs is shown in Fig-
Ire 3. -

Nomhw2 maintenance.-The proposed normal main-
tenance progranis are based on:

* Determination of the size of th6 system,
S Estimates of howlong the trackmaterial (rail, ties)

etc.) will-last,
" -Development of a cycle, based on system size and

the materials' life expectancy, leading to
* Geograplically specific programs for necessary rail

andtie replacement, track surfacing ,track inspec-
tion, -weed and brush control and other hctivities
to assure adequate maintenance.

Normal maini enance programs for facilities other than
track are based on similar criteria that recognize the
life of materials, service requirements, etc.

RehSabilitation.-This is work required to "catch up"
on deferred maintenance to restore a lifib to a desired
level of operation where normal- maintenance cycles
havenotbeen followedin the past.

Iterim 9naintenance.---Rehabilitation work through-
out the system must be spread out over a number of
years. Interim maintenance prdvides foexp edient work
on those lines to be retained in the Final System Plan to
"sustaih operations until rehabilitation. can be completed.

Hodeing -aotions.--This portion of the program is
somewhat similar to interim maintenance and provides
for maintaining the gtatus quo on those lines not se-
'lected for inclusion in the Final System Plan until ar-
rangements -have been completed for their .continued

. operation or disposition.
Work of this nature is the least productive for the

resources required. Further, resources committed to
holding actions are not available for the crucially-im-
portait rehabilitation activities on those main lines se-
lectedfor-inclusion in the Final System Plan, where an
improved physical plant will contribute to less costly
day-to:-day operation. of trains.

Basio force.-The operati6n of the railroad requires
a basic maintenance force at the local level to handle
emergencies, tojnspect facilities foi unsafe conditions
and to handle various work requirements which are im.-
practical to perfor;n Xti larger production gangs. At
present these forces are spread severeli thi ftoughout

FIG6URE'3

PROJECTED MAINTENANCE OF WAY
EMPLOYEE REQUIREMENTS

1975-1984
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the railroad, and the proposed program provides for-
their increase.

Rehabilitation Strategy and Priorities

JLong-range programs require annual review in light
of changing circumstances and available technology,
and the Association's rehabilitdtion'strategy recognizes
that, in light of ftiture revisions, elimination of deferred
maintenanbe may not be accomplished by 1989 as en-
-visioned in the rail and tie programs set forth in Fig-
ures 1 and 2. Further, the strategy recognizes that this
level of maintenance may never be fully achieved.

Future maintenance decisions will be based om'diffier-
ent requirements after the plant has been rehabilitated.
Re-asseiffenat of the program, when appropriate, might
provide for revision in the rates of renewal- for rail
and ties. As mentioned earlier, however, this point will
not be reached during the early years of ConRail's
operation.

The relationship of reduced rates of renewal and their
effect-on the nmunber of years presently deemed neces-
sai7 to complete rehabilitation is shown in Figures 4
and 5. For e-xample, an annual reduction of 750,000 ties
lnd 400 miles of new rail from presently projected
renewal rates -would result in -n annual reduction in
maintenance expenditures of $65million in 19 4 dollars,
but it would extend the program beyond the year 2000.
It should be further noted that downward revisions
of renewal rates iWthe past are one of the.major reasons
why the railroads' physical plant has so much deferredi
mnaintcnancetoday.



FIGURE 4

RAIL rPIMILITATIOIL STPhATEGY.

FIGURE S

TIE nMtABn1LTATTOX STRATrGY

TIES (INSTALLATIONS IN MILLIONS PER YEAR)
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The line marked "Noreal Rail Required" Indicate. the miles of
new rail required each year to prevent further'accuenalation of
worn-out rail. The lines markLd "Aseosulated Rail Renewal" and
"Defereed Rail" show the relatIonshipotXarious annual rates of
rail renewals on tihe evettual eiiination of deferred rail. For
e"aeple, if 1,650 miles of new rail are laid each year. the normal
rail renewal rate of 1.860 miles per year will be sufficient after
1990. Conversely, if only 1,250 miles oi new rail are laid each
year, a noreal rail reneoal pbsture will not be achieved until 2001,.

Whatekver rate of renewals is determined desirable,
priorities must be assigned to determine where worc
is completed first. As mentioned earlier, first priority
will be given to those facilities retained in the Final
System Plan which presently meet only minimnal safety
standards.

After satisfaction of those requirements, priority will
be given to those areas which produce ruaximum im-
provement in efficiency. Considerations will be based
on achieving loiver train operating costs, better customer
service, improved equipment. utilization, decreased de-
railments, and decreased in terin maintenance costs. As
the program progresses and. as initial priorities are
satisfied, programs for increasing efficiency will form'T
larger percentage of the total work performed.

Capital Program

A capital program has been developed that will pro-
vide for reduced maintenance and operating expenses as,
well as track connections and other new facilities re-
quired to implement the Plan. A capital program is re-
quied to modernize the existing plant, particularly in
those areas where improved operational efficiency will
yield a desirable return on investment. Examples of such
projects include:

" Modern signal systems,
" Shop, servicing and marine loading and. unloadig

facilities,3
* Track connections and. facilities to- handle. new

The line edrked "'hornal R quLrrecnts" Indlratut) the r e 2cC! ti
replaceent required to prevent further accuz..luIJtlrt of ddlrt
(defectLve) ties. "fhe lines erkcd "ue,altLvu TIL Iutaltnlon,'1
and -4fsre ties elationshlip o vaiouas aaftull tnhiem
of tie renewals on the eventual liennljtion of ddecrad ties. * For
exapla, It'.1 nllion ti. ac inata rdL tath year. tflt-AL
tie renee al rate of 2.4 nillion vll be ufficitnt after 191:6.
Conversely, if oky 3.6 mil.ino . Cl3a are TcIT1e i t ,1lL YWL4 t
normal tie rcn.wal:posture Ia. not ai eve vntt t99Z,

" Terminal improvements,
" Electronic scales,
* Rail highway cranes-wreck; etc.,
" Soil stabilization;

: Bridges,

" Tunnels, and
" Acquisition of maintenance of way equipment.
Initial efforts in this area will primarily be devoted

to signal projects such as centralized traffic control in-
stallations, which not only produce long-range savingo
but also often allow for the retirement of one track in
multi-track territory, thereby freeing badly needed
track material for'use elsewhere in the consolidated
system.

Equipment and Related Facilities

USRAAs dealing with the nation's potentially largest.
railroad fleet, consisting of 4,500-locomotives, 1172000
cars, a mechanical department force of 22,000, consist-
ing mostly of craftsmen, and. 60 repair points for both
locomotives and. cars. The proposed ConRail fleet would
be equaled. only by the combined. fleets of the, Burlington
Northern arid the Southern Pacific.
The major difference r however is that the combined

Burlington Northern and. Sodthern, Pacific freight car
fleets have m bad order ratio 7 of 5.3 percent in contrast
'to ConRails 10.7 percent ratio prior to proposcd reha-
bili-ation and, acquisition. ptan.

-The rati, of totatiumber of Car" ownc0. to QW WwalUl11 Zopr or
isiildnO, Oeqea as aveuzsCtLgG
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To determine ConRail's optimal fleet size and pro- as Apholsp servicing facilities, spot repair tracks,
grams to acquire, mamtain nassurethele.c isquaty.4 etc.).
plannih activities included: -

e Establishing an inventory of existing equipment Locomotives

-for -both 4locomotives, =as -and -related,..upport :ocomotive inventories were compiled from the var-
facilities,. - ious railroads' records whichidentify the locomotivesby

* Assessing condition of this equipment and service designation (road freight, road passenger, road
* Developing -a 10-year Iplan for maintenance and twitchers, yard- -switchers), 'manufacturer,. builder's

acquisition of locomotives and cars as Uel as pro- model designation, averageoage, status of ownersMhip ad
xisfions for their necessary support -facilities (such -present-condition .(Table 3).

TABLE 3.--Swn+mry of loconwlives ,owcd, lasd, .and -under 4rusl and conditional sales -agreements

Type of locomotive and builder Buildermodel WhCel Nmbr oltsd. M C.S.A. -Ovme

______________]IB Ttal

PENN CENTRAL

3)kJesedrad'IreighL

E D) .. -...
EM])---------------.. . . .........
EM]) -- ----------------- -- -- --

EM_)----- ---- - ----- - -
EM])--7------------------
EM D ----- .. .-.---- .- .. . . .. .. ..
EID ----------------------.....-----.--
E - ------ -- ----

EMD -----------...........

Alco ---------- -_ -........... _--------

GEM ........
GPZ9 . .....
G]0 . .....--

F;D.-t . .....

P40 . .....
SD-10 - -......

:R63 _ . ...

co ------------ .....--- - ----- JM.. . .....

Al -------------------- C49 . B-B
Al- - - -C425 - .----------- B-B

Alro ----------------------- C62- - C0-C
co----------------_-_________- --. B-B

AlCo ---------- ----------.-. ----.-. ... . . ... C630 . -........- -0
41cO __________ 6 C-0

Subto ta1. -._ _................

GE-------------------------
G.E ----------------------- ---

U* ------------ 
- - - --

G.E ----------------------
G.E,------------------ ---------

U23B....

U2,B. .
Z260 ...... ......
~USC--U30B .
U300 . . ..

U3B . .. ..

ZuoLaI- -- ------- ---------- -__4WUa c rnl tdeghL - -__-- .1.----------- I..........
])iesel.roadzitcer (1,56Ob:andover):

EM])---------- -----
EM)---------- - ---------------

EYID ----------- _"------------

EMD - --------- -- --------------

A lco - . . ..- _ ---- --- ----- --- --- --- --- --------Ac---------------

--o---------------------
Alco

Alco -...-- ........------ ------

Subtotal ----------------------------------------------

GP7 --------.....
5D7....
GP9 . .....

SD9 . .....-MMS . ......

'- .-------,SD _

U23C-------.... --- 0

ico
10

23

2147
-40

110
M3

21

-L0
........ o.

.rA

-49

43
70

13

23

5
57

10

52

£5
15
8
£5

21.

2

.21- _ 24 14 ......... 10

1 ... 41 10 0 16
is,5 1 10 5
10 .. .1... 0. a -- - -- -......... ......... ........

iI .. 15 ---- ....

is 0-- ---------- 1F. 15 ------------o-
136 ...... IM 29 46 11

2 7 '7
12 42 45 -& - 11

S- ------ -- i .------ ----------
W1 _ _ CO 40 20 ------- .... ...
5 ..... 5 .......... .......... 5 "

M 21 -- .- -----.--- ------- .

435 212 -77 _4 U

1,471 W MI. .. _ _..I. .

.......... -......... 237 75 ----- - 35 12

-453 4 .8 L 40 329

... -- _.,_ 491 479 __ "2

.......... ..- ........

1,243 GlSj-

-. 5
................... M 13 --------------------- 40

7- 05 6--------------
. .. . - ---- .------- -

... . - -210 4 -. 16

. . 19 10 ......... -----...... I -.. ..... __ __

J.UL ML.IU yLFWA -------------------- I..... .... I .....----..--- - --- --- I 247262 71 I. - -

- - -- ---- ----

. , . i ,, . . .. .
3,4-,2. -, ;___ "._" .___.. _ 871 621



TABLE 3.-Summary of locomotive2 owneJ, leased, and under trust and condilionaZ sales agreement -Continued

Type of locomotive and builder B3uildermodel Wheel Number of units Leasd Trust .S.A. Own0d
arTngemeotal*1. *,-I.....-...., - -t-

PENN CENTRALz-Continued

Diesel road passenger:
IMD ...................................................

EMD ...................................................
nMD ...................................................
ED..........................................

M a ..............
Mal..............
FLO............
FLO ...........

AIA-.AIA.

B-IA.
B-A1U

Total diesel road passengers .................. I........I...........

•DIeoel yard swltbor (under 1,500 hp:)
"MD ....................
'EMD ...................................................
- D ...............................................
BA ID ....................................................

AI'D ........ ............. ..............................

SW8 ...............
SWs ....... * ....
NWOOD..... ..

SW7; SW9; SW1200,.
SWIS00 ............

Subtotal ....................................................................................

Baldwin .................................. . ...........
3.aldw.in------------- --................................
baldwin ................................................
Baldwln..: .............................................
Baldwin ................................................
Daldwin ...............................................

S6................
S10 ...............
1t10 ..............
812 .............
ES12 .............

..... ...............

Subtotal .............................................. I...........

Alc ......................... o..........................
, |e0 ........................... ......... ... ..... ........Al co.--------------------------
Alco . ........... ............ ..
A e. ...................... .......

S1; S3 .............
9l; 84 .............
T ................

183 ...............

Subtotal.........I................................................

G.E .................................................... 44ton ............. B-B

Total diesel yard switch .............................. .......... .................

kqirinary of diesel electric locomotives:
Road passenger ........................................
Road freight ..........................................
Road switcher type-t-1,500 hp and over .................
Yard switcher type-,500 hp and under ................

G ran d tota l ... . ..............-.. .. .. . .. . .. . .. . . .. . . ...

Poun Central: PRRGEWVE ..............................
Electric locomotive: ALCO/GE .........................
IRoad passenger:

ALCO/GE ........................................
Go] .E............. ...................

GGI .......... 2-C+C-2
P2b ............ 2-C+C-2

T3b .............. B-B+B-B
E40 ........... C-C

Subtotals .................... I.............. ............. ..........................

Road freight:
E ......................................

Go................................... .....PRRGEIVE.........................-------
G.E................................---------

E44 ..........
E41 ..............
GG1............
E33..........---

C-0
0-0C-C
2-C+C-2
C-C

Subtotal. ...............-................. I............

Switching:
PRR ........................ --....................
Alco................................---------

S ub total .........................................

Total electric locomotive .-................

D ................ 10
S2 ............. I 2-Dl-2

..... ........ ...... ...... ...................m. =......, .. ..-. ... ..
i

......... ......... .................... 0

................ s0 ..................... .

.......... .......... 30.......... 30 ..........

...... .......... 142 ........................... 142

.................. 28 ........ .................. 20

...... .......... 16 ........ ................... 10
................ .... ............ .s
............. 2 .............5 .210
................ 89 .. ...................

........ ......... . 2 47

.............. .......... .................... 14

.................. 18 ........................... o
.... 4..................4.2.

23 ........ .......... .......... 3
1 ......... .......... .......... I

................... 10 ........ .......... .......... 10

... ... 0 0............ ..........
....... ....... 1.1......... .......... ... ...... 16
...... ..... 7 8 ......... ...... . 8

.............. 140 0.... .... a

... ...... 824 16...0... 25 049

I.......... I .......... a.I.......... I ..-..

821
701 87

.............. 3;921 1,735 234 442 1,510

41 .......... 41.... .....

......... ..... .... ..........

................ .............................. 1
................... 6 .............................

........ ....... 83........ .......... .......... .8 3

44 44 ................ ..........
22 22........ .......... .....

................ 37 ........ .......... .......... 7
......... 10 ........................... 10

113 60.................... 61

7 ........ .......... .......... 7

S........ .......... .......... a

1 ................
___________________ I -.-- I I
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T-Summ arf -offole&-m ned, feased; aunRer trust and con(Mfonal saes agreement-Continued

Type of locomotive and builder

RESDING cbM'Y

Diesel road switcher-freight: /
EMDl - - _-----__---------

-E .. . ............. ........

- ------- z--------. -----. ..

Al c o --------------- ---

Ale -- - - - -- - - - -- - - - -- - - - -- , - - - -

.Soa b t------ o t al--------- -- ---

G.E____----___ ....... ---...............

Total roadreighL-- ........ -

X)iesel roadpassenger: Y ...........................
esel yzrdzwitcher: -

EMD_.

EMD.............. l.......- ....
E M D_. _ _ . ..._........_._.

EMD

Total.yard swit le t c-. ..... . .......... ...........

Summary-of diesel electric, lcomotives:
Road switcher and frelgh t -.. _-- .....................
Diesel road pge.ge......
Yard switcher-- e------ ----

Grand-totaL .. - --------- .......--- ...

.LFIfGH VALLEY SAILROAD

)Iesel road switch (over 1500 hp):
EMfD ................................................
RAM -

Subtotal ----------------------- -.- -.......... . .....

Alco ....- -------------------------- -----------
zAlco ----- ._: -----------------------------------..
Alco. __ -.. ........-------------------.......--- -- .

Alco ------------ ------------------ -- -----.-
Aco .. .....-- ..... -----------..............

Subtotal --------............................

Total road-wtcles --------------------------- ---..

3DIesel,-yard~awitch:
-EMI ___.. -. _ --------- - ......

Subtotal ......-- --...................................

baldwin ............................................ .-
Baldwin ...............................-..............

Subtotal ....... . ........ : ....................

Total yard switches ...................... ...........

Summary of diesel electric locomotives:
Diesel road switches ...................................

3uildcr mdi Thet -A
Number cf units

I jTotal

LenseCd Trust C.S.A. Owned

• I. I 4.I - f -'T ------.- f-- -=--J_____ -:

*GP7...........

SGP0D4 2 ............'SD45 ..... ........-

0124 ........ .....C42 -..........

IC63 ............ .

..... ......

C----..--. ....

FP-7A-......

SWO -- ----------
SW1O-..-.......-

.. w1o..........swisc...

.............. . ----- I ............ I .... : ..... o ,- .

GP-18 ............
,GP-S ...........
GP--4-2 .... ....

• RS2...-, --------............... ..
1tS-3 ............. . ................

'RS11--------- .................

-C-M ------. -

DL-701 -----------

SWI .:.............

3.S,?, 8, 9 .......
NW2 ..............

-DS-4-10 ..........
DS-12 ........

...... ...... ... --

I.. ......... ... .

--.......... .... o.o

........ .... ..

Grand total --- -------------------------------------- I --------------.I------------

103----

S
5

10 .. .I

. . .
12

4L

-37

S 10

24- it~ ------- -

__ 1_.- - -..... ....... .5 . 25: _ -.-- ----.I--
= ...... - I z9 . _ _ _ _

..........

o 0

10

10,

.14
Ill

3

3
--6

U1

., , , , . . .-. ..

435
:0
35

...... .. .. --------- 5 16

66
........ 4

4 ................- .
6.-.......... --- - ,---

6 6

12 ......... 22 -------------------- -
17 ........ 1 .7----------.--------------- --- 4.
4 ...... 4-------------1 7

43-------------49 is8---

1 .......... 1 ----

4 ..... ..... 4 ..........---------- --------- 4
SS .......... 3 . . . ,

.......... ..... ; -----.........

3 ... 6..... -3' ------------------- 2

7 .-........ 7- 4--------- 3

0 0-.0 ......... , .. . . .i----

.......... 25 -M........ L

---------- . ............. I .................
I-i

.. .... .. . . . ... .... . ..........I ........i
.... ..... .......

I - ............. ..................
.... o.o..o.........

....... o........o

..... .o...........

,.............o.....

----------------------------------- I -------------------- I .................. I .......... I .........

._..........
..... .............

o..... ..... o.o....

..................

..................
..................



TABLE 3.-Summary of locomotives owned, leased, and under trust and conditional sales agreemens-Continued

Typo of locomotive and builder

CENTRAL OF NEW JERSEY

Diesel road switch-freight:
EMD ...................................................
EMD ....................................... ..........
EMD ...................................................

'Builder model Wheel
arrangement

Number of units
Leased Trust O.S,A. I Owned

I I I I I I I I

GP7--------I----:-----
SD35 ..............................
SD 4o .............. ..................

Subtotal ..................................................................
A,,n I153.... ..... I... ...

Total road freight ........................ ....................................--..

Diesel road switch passengers:
EMD.. ................................. ............
EMD .................................................

GP7. .................
GP40 ................................

Subtotal ............................................. I.........I........

Diesel yard switch:
EMp ..................................................
EMD ...................................................
EMI ...................................................

Subtotal .............................................

Summary of diesel electric locomotives:
Road switcher.freight ..................................
Road switcher-passenger.......... ............
Yard switcher ..........................................

Grand-total ............................

ANN ARBOR RAILROAD

Diesel road switch (over 1,500 hp), EMD ...................
Diesel yard switch, ALCO .................................

LEHIGH AND HUDSON RIVER

'Diesel road switch (over 1,500 hp), ALC0 ..................

CONRAIL SYSTEM

Summary of diesel electric locomotlve6:
R oad pa..ng.r.; -:.... : .. ;..-.: ... .........
Road freight-- ...........-.......-.-..--........ .. ...
Road switcher (over 1,500 hp)...... .... ..............
Yard switcher (under 1,500 hp).., ....................

Total ................................................

Summary of electric loqomotives:
Road passenger ........................................
Road freight ..........................................

SW600 ...........
SW90 .............
SWIO0O ............

4 .......... 4 ....... ...... .......... 4
12 .......... 12 .................... 12 ..........
o .......... .......... ........ 0 ........

25.......... 25 ................... 21 4

33 ....... 3..3. ........ .................... 33

58 ...... s ................. ...21 .......

.........................................
13 .......... 13 13 ............ ..........

22 .......... 22 13 .....................

4 .......... 4....... I. .................... 4
15 1................... ..........
2.......... 2............................

211 ..........

.*....... II.. ....---------..... I ------ I....

SI, S3 .............................
RS ............... -. .............

-"............"......I

.................... I

Switchers ............................................... . . . I . I.

Total .................................................

Grand total Contal locomotive fleet)..........

I As of Apr. 1, 1974 ..

Source: Railroad operating Rtecods-10174.

21 .......... 21
I I~ __________

21..............

07

................ .101 3. . 1 211 48

S....... .. ................... S

6 .............................

.... . 126 13 3 .......... 83
.......... 1.......... 1,524 824 204 330 18
..................... 1,754 820 ........... 128 808
................ .... 1,023 211 .... 60 752

..................... 4,427 1, 8G 234 518 1,8

53
113

8

174

4,501

.........
60

1,034

..........

..........

..........

..........

234

i...18...
53
47

1,015

hulbtot l - rd switAM . . ............... ------------------i~ --...---......---..........

..................
------------------
---------------

..................

.................

---- % --------------

------------------

"."....."............i

---------- -------------------- I ...........
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TABLE 4.--Recommended atlrition ratM for dieseZ locontolivea

Pas- Ir oad _ Road wi Tetch otal
s2er freight j 8wltch swtc

Penn Central:
Ownership_ - ........

- Averagege......
Potentialxetirements ....

-Average age .............
Fleet reduction (percent)--
Locomotives remaning_
Average age ............

-Readlng Company:
Ownership. _,-.........
Averageage -..---... ----
Potentialretirements ------
Averagenage .............
Fleet reductions (percent).
Locomotives remaning.__
Average age.

Lehigh Valley" 1..:
Ownership

101AS8:
71
20.6
70.13
.30

3j

.21
3
2L

100

0
"0

Average age -------------
Potentialzetirements ----- .
Average age ............
Fleet reduction Lpercent).
Locamotivesxemaining.-
Average age: ............

Central of New-Jersey:
Ownership ----------------
Average age .............
Potential retirements ....
Average age .............
Fleet reduction (percent)-.
Locomotives remaining ..
Average age .............

An Arbor Railroad:
Ownership ---------------
Average age .............
Potential retirements ------
.Lverageage.
Fleet reduction (percent)..
Locomotives remaining-...
Average age.........

Lehigh-& Hudson River:
Ownership............
Average age...........

.Potentialvetirements.....
Average age .............
Xleet reduction (percent).
2.ocomotives.remaining_.
Average age ...............

Total
Ownership-----------
Average age -----------
Potential retirements.....
Average age...........
Fle-et-eduction ..........

-Locomotives remaining_.
A erage age ............

Total road service:
-Ownership ..............
Average age .............
Potential retirements ....
Average age .............
Fieet reduction (percent)..
Locomotivesxemaining_._
Average age -..........

14.3
9

2L0
40.9
13

6.0

0
0
0
0
0

"0

0

0
0
0
0
0

.0

126

17.9
83 -
20.7
-65-9
43
2119

91,521
9.7

132
22.9
-9.4

3,392
S.1

130

&4

0
0

330
I.4

17
9.5
0

'o3-

17
9.5

21
6.7
0

21
6.7 ....

0
0
0

.0
0 .....

-0
0

0
0
0
0.....
0
0
0

1, 692 1,1
9.6

132
22.9 -

7.-8
1,560 1,l

52

'3.271
12.0

345
2L9
10.5

2,926
10.9

X46
160
21.6
11.2
1. SOB
142

13
10
2L.3

41

100

'37

19.9
100
'0

10
10.0
'0

10
10.0

0

6

&5

146

213
2)1.4
'13.-5
314
14.0':

824
2.7

.2.tO0

C43

202

8:0
6

.2&2

DO
6.7

73
'22.6

:73

200

21
25.6
21
25.8

A0
"0

..........

24.0
S

24.0
100

0

0
0
0
0

.0
0
0

1,02520

23.0
27.1

704
19.1

14.0

5205

14
a,37n

129

.6.8
2.3

0.03
224

7.7

141
17.2

=8

Z7.0
61
9.8

101
17.1
67
2L9
06.3

3

6.4

15
14.7
.5

24
33.3
10
10.0

0

6
8.5

4,422
14.4Il4

714
=25

"16.2

3,70
12.5

WNOE: Ownership includes -ll locomotives owned, leased or obtalned by 'C.S.A.
1,ocomotives zurrently operating as leased or under C.S.A. not consdcred 'for
Tetirement.

-Fleet -condition -analyses reflecting -the -state of Te-
pairs were developed, using the railroads' statistidal
maintenance .data, inspections conducted by USRA,
engineerhig consultants valuation information and
*U1SRA staff studies. These data also were msed to gen-
erate projected retirements Irom -the fleet and the for-
"-ulationof-repairprograu to brimgthefleetto astatus

of noriml maintenance.procedures (Table 4 and Fig-
ure 6).

Requirements for new locomotive acquisitions -ere
,projected -to *ffset retirements, to handle anticipated
.mew busiess and to meet special requirements gener-
ated by the planned abandonment of the electric freightf
locomotiv bp eration, discussed in Chapter 13. Projected
mew acquisitions (Table 5) -were based o savings an-
ticipated grom consolidation of the individual fleets of
the banlupt carriers, from gains expected fron !ma-
proved '.anagement techniques through use of -more
extensive, modernized data systems and from benefits
2enalized by rehabilitation of the track facilities.I

.Adjustments were madeto limit acquitionsto a. rea-
sonable rate consistent with-production -schedules of
locomotive builders. These, adjustments slow the retire-
ment rates of older locomotives, increase the repairpro-
grain iequirements sahd adversely affect reductions in
maintenance costs.

IJSRA.'s plans provide for ii"aheavy rebuilding pro-
gram, at average costs, to repair or replace prime com-
ponents ,after recommended and acceptable servica
periods. Procedures are under study that this necessary
maintenance work can be performed with minimal out-
of-service time to prevent a build up of bad order loco-
motives anif make the highest possible number of loco-
motives available to haul trains.

The -success of the projected repair program (Table
6) will be essential to a wel-rdaintained and reliable
fleet and to p'event further deferred maintenance. It is
-expecteal that -the existing shop facilities can accom-
inodate the heavy locomotive Tepair and maintenance
program that is projected. No substantial -increases in
manpower at various shops ar anticipated, since th
projected number of locomotives to be repaired repre-
sents -only a modest increase over current production
levels.

The availability of material necessary for repair pro-
grams may require some future adjustments to the
plan; however, considering the present condition of the
fleet and -the. crrent heavy repair programs underway,
locomotives can be kept within acceptable bad order
guidelines by initiating adequate managerial control to
,determine selective repair programs using the available
material.

Financial constraints also will require careful man.-
agement decisions .onceining selecfiverepair programs.
If -the consolidated system is to have the deMendable
locomoti-es so t-ssential to its long-range -economic via-
bility, -hese programs cannot be consardmed'by erratic
budget allocation.

The projected locomotive acquisition program is es-
sential to prevent tht locomotive fleet from deteriorat-
ing into fmctional and-technical obsolescence. Mithoutf
new locomotives, bad order ratios will rise. more expen.-
fivo repairs lo mits which would otherwise have been.
Tetired -wll be inevitable and .a general deterioration of



FIGURE 6

LOCOMOTIVE FLEET AGE ANALYSIS

LEGEND-

YEARS OF AGE

-- o MS-o W .20

o-s. EZ10-I

TABLE 5.-Projected ConRail locomotive fleet, 1976-86

Increased Track Now a Convert Not
Road units 2 volume rehablM- Merger Other Fleet loco- otiro' to fleet

TBS 0.0103 tatloa motives switch

177 5 .................................... 33 (49) -------- 3,271 .............. (16) .............. 3,255

176 ....................................... 33 (101) (21) .............. 3,= .............. (22) (07) 3,100
1077 ...................................... 32 (81) (21) 4 (30)57 3,100 74 (29) (w0) 3,116
1078 ................................ .... 32 (45) ........... . (51)Z6 3,115 10 (23) (153) 3,07
1070 ....................................... 32 (75) ----------- .-------------- 3,097 78 (23) (87) 3,083
1080 .................. . 32 (86) - -......-- ............ ------ 3,063 6 (32) (20) 3,017
1031 ................................... 31 (76) ----------- -------------- 3,017 7 (52) .............. 2,072
1082 ....................................... 31 (39) -------------- --- ....... 2,972 41 (52) .............. 2,901
1083 ....................................... 31 (39) - --------------------- 2,961 43 (52) .............. 2,92
1034 ............................. . (9........ .2,952 43 (52) .............. 2,043
1085 ................................. 30 (39) --------- 3 ......... ; ..... 2.943 43 (52) ... 2,931

Switcher units Increased "'rack NW' Convert Not
volume rehabll- MWeger Other leet loco- Retire to llcot

TBS 0.0103 tation " - otives switch

1075 ....................................... 11 ------------------------------------------------- . 1, 025 11 -- 1,03
1070 ....................................... 11 27o(21) (24) -------------- 1,036 .............. (101) 07 1,002
1977 ..................................... 10 2%(20) (24) -------- ------ 1,002 .............. (130) 00 vas
1978 ....................................... 20 %(2o) --------------------------- 088 13 (170) 153 03

1970 ....................................... t0 2%(20) ............................. 03 .............. (07) 87 Dig
1910 ..................................... o ...... 10--------- -------------- -------------- 04 49 (59) 20 953

1081 ....................................... o ........................................... 53 49 (39) .............. 00
1032 ....................................... O ...........................-.............. 963 49 (39) ........ 07
1033 ...............o1....................... 10 .. ---------------- -- - -..... .. ........... 978 40 (39) ....... 033
1034 ...................................... O.10- - -- -------- . -. . ........... 83 49 (39) ..... 013if 10 .... .................... .... t ............................ M9 49 .39 ............ 1,01
1085------------------------0--------------------------.9.4 (39)---------1,003

I Diesels only, 2 Year end. 2 0:10 now:old. 41:1 diesel:electric. 6 1:1.newold.

the fleet will occur as the fleet's age increases and older the present level of such expenditures to accommodate
locomotives become less efficient. ConRails needs. However, current maintenance proce-

The maintenance and renewal of the present loco- dures wilI require review and some revision to asshro op-
motive fleet will not require a substantial increase in tinnum production -with available resources. For Ox-
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Tn L 6,--Major repaair schedule for ConRail locomofives

Xoar Bead Suitcher
locomotives I locomotives 2

1976 ............. 6....................... ....... 817 117
1979 .................. 7.................. ......... 792 118

1978 .................... 7-.................5......... 70 106
1979 ............................- ...... ..... 114
-1980--- -- -- ------............. ... 7S 12
1 98 1 ............................................. 779 113
1982 ............ '70 113
1983 ...................................... I ...... '757 115
1984-----------------I-------- 761 118
1955 ............................................. 765 121

SBased on 4yearIntervals.

2 Based on 8-year Intervals.

ample, some shops lack sufficient manpower to handle
periodic maintenance on the number of locomotives as-
signed, while other sh6ps are not fully utilized.

Freight Cars

Freight car inventories for the various railroads un-
der study were developed from internal records aiid
reports to the Interstate Commerce Commission. Also,
to-deternine the-inventory and condition of the present
fleet, field inspections by USRA. stafr were supple-
mented by an inventory and assessment study -per-
formed byengineeing consultants to asceftain financial
valuation of freight cars.

The number of revenue freight cars rejported to the
Interstate Commerce- Commission as of December 31,
1973, for each of the railroads under study, is shown in
Tablq ' by class of equiplment and- ownership. In sum-
mary, the freight car fleet as of December 31, 1973, wa's
as follows:

Number of Percent of
Railroad fright totn

cars

/

Penn Central- ................................... 155,725 S9.0
Ileang -- --................................ 12,556 7.2
Lebigh Valley......... ......................... 3,932 2-2
AnnArbor ----------- ; ............................ 3S6
Central of New Tersey ...............-............ 2,511 L 4
'Leigh andHudson ............................... ..............

Total ........................................ 175,149 100.0

Of the total freight cars, the equipment type was as
-follows:

Type of equilpment Nu mber In Percent of
inventory total.

Boxcar ........-.-............ . ...................... ,02 3L 3
Gondola .............................-............ -... ,50 2 0
Open top hoper....-............ ....... 51,103 29.2
-Covered hopper .............................. 13,163 7.5
Flat ..................................... ........... 6,967 4.0
All other ........................... ; ............... 5,23 30

ota...... . .................................. 175,149 100.0

The ownership of freight car equipment by'the rail-
roads under-study declined from 190,091 cArs in 1970 to

175,149 in 1973, as-shown in Table 8 and summarized
as follows:

Totalfreight car equipment

Chl=6n during year Invent-r

Addltions t Retirementa

70 ................................................. .............. 10,
1971 .........................--.------- , 5 1%,13 1866,%T
I -...........-........................ 10,3-A 14,313 M010
1-..................-.-................ 3 10,810 175,143

TotaL3 ............................ 3, 37,861

1 Numbaofcars.

Noto: This summary excludes oncxclp of Lehigh and Hudson, which accounted.
for only 0 cars as ofD. 31, I3.

As of November 1, 1974, the combined fleet for the
railroads had decreased to approximately 170,000 cars.
Of this total, more than 18,000 were in.bad order con-
dition. The inventory of fleet and cars out of service,
by railroad and car type, as of the above date, are
shown in Table 9 and summarized as follows:

"Bad order" "Badorder'
ryp .~t car Tobl ~t; unrrvice- ratio

able cars (percent)

lanbo--x .............................. 29,4C0 7,074 24.1
Equlppedb=o .............. ...... 2. 9,597 2,C66 10.0
Coveredhopper ....................... 13,224 614 4.8
Gondola ..........................-... 34,1M1 2,022 5.9
Open top hopper ...................... 51,355 4,321 &3

lats ............................ 6,202 729 11.7
TOF-................................. G 28.0
311L flats_ ...........-................. 4,446 178 4.0
Other .............-. ................ 323 51 1&s

Total fleet ........................ 27Q.2371 19,227 1

This 10.7 percent bad order ratio is unusually high
when compared to. other Class I railroads. The fleet of
the. bankrupt carriers studied is approximately 12.5
percent of the total Class I railroad ownership; how-
ever, the bankrupt carriers out-of-service fleet accounts
for approximately 21 -percent of all Class I unservice-
able freight cars.

The number of revenue freight cars by age group-
ing und type for the railroads under study is shown in.
Figures -7 and 8. For the combined fleet, the average
age iby type is as follows:

Avexaga age (years)

Typo freigt ear Original
datt builtOr1 orltet

rebuilt data

]Box car . ............ , ........................... .... " 8 2

Covered hopper ................ -...................... - 15 13
Gondol .............-.............................. 17 1.
Opentophopper ..................................... 17 12
Allother. ........................................... 12 12

'Tolileet .................................... 1 13
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FIGURE 7

NUMBER OF REVENUE FREIGHT CARS
RAILROADS UNDER STUDY

BY TYPE AND AGE (ORIGINAL DATE BUILT)
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FIGURE 1

55,000
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SOURCE: RAILROAD RECORDS

NUMBER OF REVENUE FREIGHT CARS

"RILROADS UNDER STUDY
BYi"YPE AND AGE (ORIGINAL DATE
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TABLr, 10.-Estimated freight car acquisition, heavy repdir, and retirement program for ConRail, 1976-85

Type ear 1976 197 1978 1979 1980 976-80  1081 f 1082 133peo104 1035 1981-05 1976-05

Estimated freight car acquisition program (number of cars per year)

Plain box ....................... . 1,040 . 463 1,013 2,516 414 1,97 2,362 2,101 1,727 7,604 10,820

Special box.. I ......... I ........ I ... . . . .
Covered hopper ................
Gondola ...........................
Open top hopper ...................
Ylat car ...........................
'rOFO ..........................
Y!L pl; ...........................
All other ...........................

Total .........................

IPlain box ..........................
Special bo .........................
Covered hopper .............
Gondola ...........................
Open top hopper..................
Flat car ..... * ......................
qOFC ........................

/6L flat ............................
All other ...........................

Total .........................

Plain box ...........................
Special box ................
Covered hopper ............. .
Gondola ............................
Open top hopper ...................
1lat car ............................

TOFO ............................
/i flat ............................

All other ...........................

Total .....................

..... o.....

456
443

.........

2,114
1,381

171

.. o...... .

792
1,103

.. ..... ...

...... ....

406

..........

45

.......... i

o..........,

3,767
2,945

614
.o. ......

.. o........

oo.........

.... ..=...

.. .... ....

.oo.........

i.....oooo-

360
........
.o.........

S..........

..+........1,845

.........

..... .....

6112

1,301

899 4,706 1, 00 869 1,468 9,842 2,259 1,197 2362 2, 431 2,037 10,330 20,178

Estimated freight car.beavy repair program (number of cars per year)

3,143 2, 572 2,644 1,920 1,401 11,680 750 750 750 1, 0co 1,500 t 5,250 10,030
1,935 ,I'm 1,080 1,341 2,50 8,521 2,0o0 2,500 4,000 3,000 . 3,000 15,000 23,521

870 1,011 530 754 930 4,095 1,000 1,200 1,000 2,0 0 1,000 0, 200 10,295
1,950 2,096 2,226 2,278 -2,222 10,772 3,000 2,300 2,%30 2, 30 12,200 22,072
3,600 3,000 2,400 3, 00 2,700 14,700 3,000 3,500 3,500 3,5co 3,000 10, 0 31,200

928 761 366 598 612 3,265 co0 300 300 600 600 2,400 , 665

8 5 .......... ....... ..........13................................................. 13
26- 86 25 .......... ......... 137 50 25 50 25 25 175 312

12,460 11,116 9,271 9,891 10,445 53,183 10,000 10,375 11,000 12,025 11,425 57,725 110,003

Estimated freight car retirement program (number of cars per year)

1,601 1,648 1,344 1,777 2,250 8,620 1,977 1, 977 1,977 1,077 1,780' 9, os3 18,305
204 334 349 479 1,269- 2,635 586 586 536 5S6 694 2, 033 5,673
63 68 69 68 153 425 417 417 417 417 404 2,072 2,497

099 928 946 1,353 1,375 5,601 186 186 186 186 170 023 0, 521
1,840 1,620 1,770 920 3,154 9,304 265 265 265 265 292 1,352 10, 0M5

226 206 206 253 252 1,143 302 302 302 302 287 1,495 2, 38
424 2 22 2 85 555 ....... ................................................. M
332. 415 482 518 226 1,973 16 16 16 36 16 s0 2, 03
31 31 31 26 1 120 1 1 1 A1 2 6 120

5,218 30,376 3,750 3, 750 49,030

Forecasts of ConIRail's future freight car require-
nents are based on projected traffic. USRA's proposed

car program for the period 1976-1985 provides for the
Dequisition of 20,178 new freight cars, heavy repairs to
110,908 existing and retirement of 48,930 cars. This
program is shown in detail in Table 10. These estimates
were based upon:

" A 31 percent improvement in car utilization,
" Projection of future traffic demands,
" Projected fleet attrition due to age, condition, type

of equipment and non-anticipated losses to the fleet
(such as cars damaged in derailments, fires, etc.),
and

* Projected heavy repairs to the existing fleet. The
extent to which these repairs are made will depend-
upon the demand for specific car types, the eco-
noinic return to be gained considering the remain-
ing life of cars to be repaired, and the availability
of enough cars to justify tooling up the rebild
faclity for a spe cfic car type.

Major Shop 'Facilities

The proposed role of existing facilities"In the consolidated
system is summarized below:

Juniata
(Altoona, Pa.)

Samuel lea Shop
(Hollidaysburg, Pa.)

Will be the heart of ConRaIl's loco-
motive maintenance. USRA's plans
provide for improving the 'engine,
traction motor and truck rebuild
lines, and also envision Juniata for
all major rebuilding, plus repairs to
collision and-'lre-damaged units
and major modifications. Juniata
will require $4.8 million In capital
improvements.

Will be ConRail's major frelghlt car
repair shop and the major supplier
of component car parts for the en-
tire consolidated system. In addi-
tion, Samuel lea will bid on all new
cars in competition with car manu-
facturers. While this facility has
enormous potential capabilities, it
needs capital improvements of $10.8
mWillon.



Collinwood
Diesel Shop

- (Cleveland, Ohio)

Harmon Shop
(Croton-on-Hudson,

N.Y.)- -
Beacon P.-rk
(Boston, Uass.)
Buffalo
(Buffalo, N.Y.)
Cedar Hill
(New Haven, Conn,)

Selkirk
(Albany, N.Y.)

DeWitt
(Syracuse, N.Y.)
Alorrisville
(Morrisville, Pa.)

Reading
Locomotive Shop
(Reading, Pa.)

Reading
Car Shop

- (Reading, Pa.)

Sayre
(Sayre, Pa.)

Wilmingt0o
(Wilmington, DeL)

Collinwood
Back Shop
(E. Cleveland, Ohio)

There will be no change in the present
operation. Collinwood will.contiue
to do periodic locomotive mainte-
nance plus component change-out
work.

Does not include any freight opera-
.tions and vill not be acquired.

No change anticipated.

No change anticipated.

Requires a new combination car and
locomotive repair shop with cxpltal
improvements df $3.5 million.

Will continue its present operation
plus the assignment of additional
locomotives. Capital improvements
are required at an estimated cost
-of $100,000.

No change anticipated.

Will handle additional periodic loco-
motive inspeetions, as freight fLute
tions are phased out of Wilming.
ton.

Will be used to supplement Junlata's
main component locomotive change-
out programs. In addition, a truck
rebuild line will be added, plus all
major olerhauls on switcher loco-
motives. Capital improvements of
approximately $500,000 are re-
quired.

Will supplement Samuel lRea Car
Shop, handling all medium repairs
plus special 'car modification pro-
grams. Capital improvements of
$950,000 are required.

Locomotive and car operations pres-
ently performed at Sayre will be re-
assignied. Of 209 craftsmen,-SO had
less than three years' service as of
January 2, 1974 and are subject to.

'termination, and 18 men are over 60
years of'age and are subject to re-
duced separation payments. Those
remaining will be offered transfer
to other locations.

Will continue as the major repair
and maintenance point for electric
GG-1 locomotives, Metrolner cars
and MU (multiple-unit) commuter
cars under contract for Amtrak and
various regional passenger operat-
ing authorities. Freight diesel loco.
motives presently assigned to Wil-
mington will be reassigned to Btor-
risville, Allen Street and Abrams
(ir the Philadelphia area) for
mcintenance.

Will continue in the Plan's early
years as the major overhaul point
for ALCO and General Electric
locomotives and qomponents.

E'Port
(Eizabeth, N.T.)

Meadows
(Newark, NZ.)

Oak Island
(Newark, N.T.)

Reading Car Repair
Track
(Reading, Pa.)
Allen St.
(Philadelphia, i'a.)

Abrams,
(Norristown, Pa.)

Enola
(Harrisburg, Pa. area

Harrisburg
(Harrlsburg, Pa.)

Conway
(Pittsburgh, Pa. area)

Ashtabula
(Aslitabula, Ohio)

Detroit '
(Detroit, Mich.)
59th Street
(N. Chicago, Ill.)

Stanley
(Toledo, Ohio area)

Avon
(Indianapolis, Ind.)

Buckeye
(Columbus, Ohio)
Rutherford
(Rutherford, Pa.)
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Will be principal locomotive running
repair shop for Newark, Waverly,
and Oak Island. Needs *capital ime-
provements of $00,000.

The locomotive facility will be closed
with units and manpower trans-
ferred to ETort. The car forces will.
remain the same.

Will be a major terminal yard and
will need new servicing facilities.
Locomotives will be reassigned to
ETort-for maintenance. A new car
repair track is required to increase
car production at a cost of n15 mil-
lion.

WVill perform all running car repairs
in thWe Reading area.

Vill be the major car repair shop in
the Philadelphia area. Capital im-
provements of $250,000 are re-
quired.

Will continue as it is at present.
Additional cars can -be repaired by
adding a second and third track.

Will have increased units assigned
) and will continue to do major com-

ponent c'ange-outs. Capital im-
provements of $200,000 are re-
quired.

Will have increased units assigned
and will continue to do major com-
ponent change-outs.

Is now the major locomotive shop for
the Pittsburgh area. However the
entire facility is obsolete and ineffi-
cent and requires a capital ex-
penditure of $7 million.

Supports the Ashtabula ore and coal
piers. A new car repair track is
needed with capital expenditure
of $200,000.

Will continue with anticipated down-
grade n activity.

There will be no change in present
operation. However, new fuel-sand
facilities are required plus minor
improvements. Capital improve-
ments of $500,000 are required.

Will handle increased traffic with in-
creased locomotive and car repair
activity.

To accommodate proposed increased
activity, the diesel shop will need
storage facilities plus a wheel
trueing machine. Capital improve-
ments are estimated at $2 million.

No change anticipated.

Will be phased out as a locomotive
maintenance facility. This work
and the necessary manpower will
be transferred to Enola and
Harrisburg. Facilities will be re-
tained for servicing locomotives.
The car repair track at Rutherford
is an excellent facility and its force
wil "be expanded.

- ihamng Repair Shops



Marine Facilities

Ashtabula The coal pier at Ashtabula was built
(Ashtabula, Ohio) In 1968 and is an excellent facility

with capabilities of loading 6,000
tons per hour into ships for Great
Lakes movement. Depending on the
traffic, there is a need for additional
capital improvement at a cost of
$3.8 million. The ore unloading
facilities at Ashtabula consist of
50-year-old ore unloading bridges*
requiring replacement at an esti-
mated $3 million.

Port Richmond This facility has excellent acreage for
(Philadelphia, Pa.) future marine development. How-

bver, it needs very extensive capital
expenditure to replace their present
coal and ore facilities. Therefore,
under present plans,. it should be
phased dut. Personnel will be of-
fered transfers to other locations.

Greenwich Greenwich has excellent unloading
(S. Philadelphia, Pa.) facilities and should be the key

marine facility in the east for ore
imports. The coal dumper and pier
need capital improvements of $5.8
million.

Material

During 1973 and 1974, demand for new freight car
production was constrained by the supply of forging,
casting and wheels. This was caused by insufficient steel
allotted to the railroad industry and lack of prodiuction
capacity of forging and casting manufacturers due to
obsolete plants.

New car orders for the industry for 1974 and 1975
numbered about 65,000 each year. In addition, more
stringent regulation by the Federal Railroad Admin-

istration has increased the need for wheels and other
components. There is a possibility, however, that with
the present economic outlook, the steel companies may
increase the railroads' supply of steel for car require-
nents. This would enable ConRail to advance the re-'
habilitation of car fleets as outlined in this chapter.

Manpower
Certain changes of manpower assignments are antic-

ipated in the restructuring of ConRail shop facilities.
Sayre, the major shop of the Lehigh Valley Railroad
will not be needed. The 269 employees employed there
can be utilized in the system by a transfer to the Read-
ing shops.

The Rutherford locomotive maintenance facility, in-
volving 107 Reading employees, is expected to be aban-
doned. The work would be transferred to the nearby
Harrisburg facilities on the Penn Central.

Workload of some of the smaller facilities over the
network will be changed, eventtially requiring manage-
ment decisions to adjust the manpower at these loca-
tions. None will be of t.h magnitude of the adjustments
at Sayre or Rutherford. Further, an increase of freight
car repair at Altoona heavy repair shops will require
additional employees to support an expanded car repair
program. The projected locomotive repair program is'
expected to require adjustment since Altoona will be
the major locomotive repair point for all road locomo-
tives. Any increase, however, may be offset by adjust-
ments resulting from the transfer of work.

A further examination, of manpower requirements at
the various locomotive" nd car running maintenance
facilities will be necessary. Our preliminary studies in-
dicate -that 'certain, facilities are undermanned for tho
work load involved.



9427

7
Light-Density Lines and Their
Impact on Communities2

Mdps of te w: rortheast and Midwest rail system !eveal a prolifera-
tion, of branch lines, a heritage of the rail industry's early growth. With
shifting traffic and widespread truck operations, many of these light-
density rail lines became u7economical, resulting in a large cash drain
on, the bankrupt carriers.

Although the Regional Rail Reorganization Act of 1973 mandates
•thecreation of ajfinancially self-sufficient and for-profit private corpo-
ration, it provides for the maintenance of essential, 'but unprofitable,
branch line services through a program of rail .service continuation
subsidies.

This chapter discusses the origin of the light-density line problem,
th, financial ramifications for the ConRail System of continuation of these
lines and the potential impact upon shippers and communities if services
on these lines were terminated.

The chapter finds that from an overall regional standpoint, abandon-
ment would not have a serious impact, but that harm could be done to
specific communities. It recommends that the subsidy provision provideo'
in Title IV of the Act be used to obviate the direct conflict between the Act'
goals of avoiding serious community, labor and environmental impact,
and its intent of creating a financially self-sustaining ConRail Systemt

2This chapter also appears as the irst part of Chapter 10 In Volume IL
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Of all the issues raised since congressional enact.ment
of the Regional.Rail Reorganization Act of 1973, non6
has been the subject of more discussion and debate than,
the future of the light-density or branch rail lines.

The Department of Transportation report was-issued
on February 1, 1974. It labeled 15,575 miles of the 61,000
miles 'of track it studied as potentially excess. Since
that time the testimony of the, public at the RSPO
hearings and the January 10, 1975 RSPO comments on
the Association's Annual Report all focused on the-
light-density line issue. What is the problem, and what
are its dimensions ? What is the solution in the Prelimi-
nary System Plan, within the limits of the Act?

Light-Density Lines in Perspective
At the time of the original rail construction in the

Region, trackage networks of individual railroad com-
palies were small-designed to meet the real or antici-
pated requirements of a limited area. Track connections
were built almost at random between. communities to
facilitate the flow of goods and to permit competition
with other railroads. There was no overall regional de-
sign to the rail network. _Local service and local traffic
flows dominated the business.

The Nation's population, industry and commerce were
concentrated in the area bounded by the Mississippi
River on the west and the Ohio River on the south,
and consequently the rail system was far more com-
prehensive in the Midwest and the Northeast than in
the rest of the country.

Even before the maximum system size was attained
in 1916, the composition. of rail services was changing.
As natural resources in an area were exhausted, or as
production locations shifted, or as anticipated demands
for certain services failed to materialize, the need for
rail service changed. Thus, even though there was
gr owthi in the overall rail system, service was being
withdrawn froi some areas.

The industry's rapid and unplanned expansion and
overextension created many lines -vhich never were
economical, but of far more significance to unprofit-
able operations have been the technological develop-
inent of alternate modes of transportation, the shifts in
production aiid distribution technologies or locations,
and shifts in the final demand for goods and services.
Often these factors moved together.

Development of the motor-carrier industry, for ex-
ample, reflected improvements in the basic technology
of that form of transportation (including the construc-
tion of modern highways) and produced shifts in loca-
tion of economic activity to suburban areas and rapid
growth of light manufacturers and services relative, to,
heavy manufactures and mining (see Chapter 1). Simi-
larly, pipeline operations achieved large increases in
technological efficiency during the shift from coal to
petroleum fuels and produced the relocation of much
economic activity from the Northeast to the Gulf states.

A major factor was. the extensive development of
inland waterways which diverted from rail services P,
large volume of bulk products. As a consequence of
these changes, traffic which had beini carried almost
entirely by the rail industry was captured by competi-
tive modes, causing readjustment problems for the
Northeast and Midwest Region in particular. These
finidamental, structural 'changes are continuing today.

The rise of the trucking mode is of greatest impor-
tance with. respect to intermodal competition and de-
mand shifts and their impact on light-density lines. As
the railroads themselves had once been a revolutionary
force in facilitating the development of previously in-
accessible areas, the development of modern highways
and the motor-carrier industry has revolutionized the
transportation patterns in the Region. The improve-
ment of "farm to market" roads and the highway
network generally made agriculture and small manu-
facturing less dependent upon small rural communities
and the rail lines serving them.

Traffic originating from these communities became
more suitable to trucking than rail service; often rail
lines in agricultr'al areas were left with no traffic other
than once-a-year movements of crops. Highway im-
provements also promoted a vast increase in private auto
ow'nership and. resulted in. the virtual disappearance
of local rail passenger service.

Improved highways. and the rise of the motor carrier
industry permitted decentrialization of- much urban-
based commerce. Heavy manufacturing and shipping
activities had clustered around rail facilities located in
the central city, but the development of efficient motor
carriers and modern highways accelerated migration of

-industrial activity and population from city centers to
the suburbs aifd from the Northeast and Midwest to
the South and West. These relocations often reduced the
distance which commodities had to move, thereby en-
hancing the ability of motor carriers to compete effec-
tively -or the traffic.

Another factor is that reorganizations of the indum-
try-in particular, railroad mergers and traffic rerout-
ings--made some trackage unnecessary. The industry
has sought lower unit costs through better utilization.
of equipment and economies of scale. Mergers were un-
dertaken to attain the traffic levels and system size
thought necessary to realize these economies. Mergers,
particularly when they involved parallel rail carriers,
presented opportunities to downgrnde or retire one of
•two main lines,'plui internally redundant feeder and
branch line systems that were an amalgamation of time
lines of the merged entities. Traffic. rerouting and serv-
ice restructuring often eliminated the economic justifi-
cation for what had been main and secondary lines.

Iii sum, tme Region's rail system has long faced a
transition problem of substantial proportions. Rail lines
which at one time were self-supporting have been loft
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with inadequate traffic and revenue. Many such lines
remain today, still draining the financial and competi-
tive strength of rail carriers.

Railroads Try To Adjust

Railroads have engaged in a number of practices
to adjust to the redundant*capacity which developed
from the processes of -the past and 'which continue to-
day. These efforts include service reduction, deferral of
maintehance, internal cross subsidies and the abandon-
ment of lines.

Reduotim of servoe is an almost automatic-albeit
usually lagged-response to a decline in traffi. Service
frequency is adjusted after traffic declines are noted and
identified as permanent. The effectiveness of this ap-
proach is temperd. by two factors. First, serice reduc-
tions may have the effet of forcing some of tle remain-
ing traffic to motor carriage, thereby further eroding the
financial condition -of the line. Second, limited service
reductions often result in only minor savings.

DeferraZ of 'oadwa/ n ainteazwe also tends to be an
automatic but lagged response to a decline in traffic,
especially -when the carrier's earnings are low. Ieduc-
tion in r6adway maintenance levels ieduces" operating
expenses in the near term, with little or no impact on
revenues -in the short rum. This propess can be called
gradual disinvestment.

Railroad profits closely follow general trends in the
economy. Since internally gnerated cash. flow is almost
the only source of funds for maintenance-of-way, it
is general industry practice to defer mainitenance during
periods of low earnings 'and to try to catch up. when
earnings are high. Mhen maintenance is deferred for
long periods and when the level of catch-up maintenance
fails to equal accumulated deferrals, the basic plant
deteriorates, and the ability to provide service is reduced
'with a consequent adverse effect on revenues. The cycle
tends to be self-generating and, if continued long
enough, facilities deteriorate until safe operation is
impossible without improvements to the plant.

By definition, wherever a continuing service fails to
cover its costs, an internaz Cross subsidy rsults (see
Chapter 2). Deficits produced by such services are off-
set by higher rate levels oir other services or by erosion
of shareholders' equity. Cross subsidies can be justified
only -where the service being supported is likely to revive
and return to profitability in the near term. Prolonged
cross subsidy benefits neither the carrier nor, obviously,
other shippers who must pay higher rates.

The final course of action available to a railroad is
aband oent,. Since 1920, the Interstate Commerce
Conimission haslhad authority to control the abandon-
nent of rail nilege. The abandonment procedure in-
volves the preparation and slibmission by tle railroad
to the ICC of an application containing information

pertaining to the line and the size of its reported deficit
and the carrier's financial ability to bear the loss.

The ICC may hold public hearings on the proposal
before 'weighing the evidence and deciding whether re-
tention of the line nieets the test of "public convenience
and necessity." Since passage of the National Environ-
mental Policy Act of 1969, and as a result of subsequent
courb cases, the ICC must also prepare an environ-
mental impact statemefit on the abandonment decision
(see Chapter 11).

An inadequate and protracted adjustment process af-
fects the shippers and communities served as well as
the carriers. Declines in the quality and quantity of
rail service and increased cost and rate levels speed
the process of industry outnigration and limit the abil-
ity to attract new industry. This, in turn, graduhlly af-
feats the individual community and its population and
employment base. These effects are considered in more
detail in the latter part of this chapter.

Service Discontinuance in the Past.

The filing of abandonment applications has been cy-
clical, reflecting carrier earnings levels and inability to
continue cross subsidies. The limited abandonment ac-
tihity between 1920 and 19"27 reflected satisfactory profit
levels and little intermodal competition. Between 1928
and 1941, however, there were a great many abandon-
ments due to the decline of traffic during the Depres-
sion and the effects of motor carrier competition.

Between 1942 and 1953, abandonment activity slowecl
amidst a surge of freight and passenger traffic. In
addition, in 1942 the Supreme Court upheld the right of
thd ICC to include employee protection conditions in,
abandonment authorizations. This changed the rules for
abandonment and reduced the potential cost savings.

Abandonments were at a relatively high level between
1954 and 1969, reflecting the advent of the Interstate
Mighway System and several economic downturns dur-
ing the period. Since 1969, there has been an increase
in applications as a consecuence of the continued di-
version of traffic to competing modes and the industry's
depressed earnings level.

Between 1920 and 1970, railroads filed 4,473 abandon-
mnent applications involving 73,555 miles. In the ma-
jority of instances, the abandonment petition -was ap-
proved. Carriers have become sophisticated in predict-
ing which applications 'will be approved-hence the
high success rate.

If a carrier is uncertain of the outcome, it usually will
choose to continue the line in operation but, reduce main-
tenance expenses, impairing service which in time may
be reduced to the point of de facto abandonment.

Of equal importance, however, to a full understand-
ing of the problem is that gradual extension through-
out the Region of that process of de facto abandonment
'mentioned above. This has happened to far too many



shippers and communities-often almost without their
notice. No shipper or community is well served- by P
continuation of such a practice, and it is the Associa-
tion's desire-as hereinafter developed-not .only to
halt such a practice but gradually to improve rail serv-
ice on those *branch lines which do pass the test of eco-
nomic viability as promptly as the availability of mate-
rial *ill allow.

USRA and Light-Density Lines
The light density line issue presented USRA with a

significant challenge. The 1974 DOT report dealt with
solvent as well as bankrupt carriers, but the Associa-
tion's planning is concentrated on th light-density lines
of the "railroads in reorganization." The DOT report.
found 15,575 miles of the 61,000 miles of track it studikd
as "potentially excess." XJSRA found 9,600 miles of
track of the bankrupt railroads as appropriate for stud-
ies. Of that amount about 3,400 miles have been rec-
bmmended for inclusion in ConRail. The remaining
6,200 miles of track are available for subsidy under Title
IV of the Act.. USRA. evaluated such light-density
lines in light of its congressional mandate to provide
"adequate service" through an "economically viable"
rail system.

The debate in Congress on the Act and the committee
reports are replete with references to the "for profit"
operating company (ConRail) to be created under the
Act.. Subsequent Special Court and Sftpreme Court deci-
sions have made clear USRA'Is responsibility to follow -
this directive of the Congress, while pursuing as well
the other goals set forth in the Act. Clearly it must
plan for an economically viable ConRail. Failure to
do so would leave Congress and the Nation exactly
where they were in 1973-with bankiupt carriers.

Some have asserted that the light-density line .prob-
lem is the critical issue for the bankrupt carriers; oth-
ers contend that the problem is insignificant. While
other areas exist where the impact onl net income is as
great as that caused by light-density lines, the deficits
from branches are i.evertheless significant; estimated
losses are at least $38 million a year. A lower def-
icit can be assumed only by accepting -the premise
that services should continue over facilities which are
so debilitated that they fail to meet safety standards
for 10 'nph opefation, a premise which can only result
ia their ultimate abandonment when the plant becomes
totally inoperable. The estimated costs to ConRail are
predicated on maintenance sufficient to maintain safe
operation at 10 miles an hour. The implications of sicl
losses on ConRail viability are significant.

The inclusion of all light-density lines in the ConRail
System would require a, "cross ubsidization" of the
service provided on those lines that do not generate reve-
nues adequate to cover costs. As discussed in Chapter
2, cross subsidy is the process through which money-
losers are continued in operation Dy using profits from

other service. When the railroads were, in effect, a
monopoly insofar as transportation of freight and peo-
ple were concerned, this was a valid concept. The mo-
nopoly power was accepted in part because it provided
subsidized services at no cost to the government.

The basic factors which have adversely affected the
profitability of the rail industry are discussed else-
where (see Chapter 1). They have reduced the eco-
nomic base that allowed the railroads to provide in-
ternal subsidies to deficit services. Railroad companies
through lower profits and shippers througl higher
rates have carried the brunt of the cross subsidy load.

The cross subsidy concept has lost its validity in the
railroad industry. Once defensible and rational, cross
subsidies now, including those for branch lines, are
threatening the existence and redu!cing the quality of
service in -the railroad system. Accordingly, the Asso-
ciation explicitly rejected the cross subsidization con-
cept, determining that, in the context of the Act, to
do otherwise would be inimical to the goals of the Act.

A correlation between light-density lines and the vi-
ability of the restructured system is made by the (obn
gress and the courts. The House Interstate and Foreign
Commerce Committee report on the Act states: "The
Committee recognized the necessity for 'slimming down.'
Che system allowing Northeast systems to throw off the
excess trackage in an effort to become profitable."
(House Report 93-620 p. 28.) There are numerous
references in th congressional debate on the Act. aboub
the need to reduce the size of the system, both duplica-
tive mainlines and unteonomic light-density lines, if
the mandate expressed in Section 206 (a) (1) of the Act,
the creation of a financially self-sustaining rail service
system, is to be achieved. The Supreme Court viewed
the problem this way: "Congress concluded that solu-
tion for the crisis 'required reorganization of the rail-
roads, stripped of excess faodllties, into a single viable
system operated by a. private, for-profit corporation."
(emphasis added) (Regional Rail Reorganization Ac6
Case, Slip opinion, Dec. 16, 1974, pp. 3-4)
1 In discussing the Tucker Act remedy, the Special

Court stated that the Court of Claims judgment could
be "non-existent and . . . .need not be large" if the

- Association follows a "sufficiently hard-nosed course
[in dealing with unprofitable services] and Congress
allows a sound plan to become effective." (Special
Court, Regional Rail Reorganization Act of 1973, Slip
opinion, Sept. 30, 1974, ft. 98, p. 92)

In view of the legislative history and the subsequent
court interpretations of congressional action, there can
be little doubt that USRA must present a plan that re-
quires economic self-sufficiency of the light-density lines
to be included in the ConRail System.

Reconciling the Goals of the Act
It is- important to note that the eight goals of the

Act apply to the entire Final System Plan. It would

98



9431

be a gross distortion to attempt to apply them indi-
vidually to any single aspect of the Plan or, carried to an
extreme, to each individual hight-demsity line.

Some of the goals themselves are in conflict, and it is
impossible to give them- all equal weighat. Ad-
justment and accommodation being inevitable, U1.R.A
has sought to halance the .Act's objectives and goals.
What became clear in the process wis the fact that,

- unless a viable system is achieved, the other goals of
the Act could not bbe achieved.

Congress apparently recognized the primacy of the
goal of economic self-sufficiency, particularly with re-
gard to light-density lines. Thd House Interstate and
Foreign Commerce Committee report on the Act stated:
"It recognized, the need for safeguard for small areas,
to be able to continue essential service which is nbt eco-
nomical for the carrier. This was recognfized as -a social
cost to be borne by the government." (House Report
63-620,- pp. 28-29.) To provide the necessary public
support, Congress included the "Rail Service Continua-
tion Subsidies" authorized by Secion 402 of the Act.

Light-Density Line A[fernatives-

lEven though Congress, the DOT report, and rail-
road experts all assumed that the Regional rail system
was over-extended with excess capacity and that profit-
ability required to the elimination of uneconomic serv-
ice, USR.A did test that assumption.

It is'the Association's judgment that the light-density
lines are a significant part of the total industry prob-
lem in the Region. The oviercapacity of the system, the
overlapping service areas of the bankrupt-carriers, the
extremely poor physical condition of the light-density
lines, the amount of money and material needed. to up-

grade the track, the operating deficits on the light-
density lines-all made clear the impossibility of build-
ing a restructured systen with service continuing on all
branch lines.

A-fter reaching the conclusioft that the goals of the
Act could not be met by including all light-density lines
in the restruitured system, the Association then had to
decide which branch lines to recommend for inclusion
in ConRail. To exclude every line that failed to" show
a profit would have eliminated'lines that could become
financially self-sustainin with small revenue increases
and relatively short-term trafti growth. Prudent busi-
ness .management- compels inclusion of such lines in
the ConRail System. -

Also rejected was the alternative of transferring all
unprofitable lines to solvent railroads in the Region.

Not ruled out, however, was the transfer of iidividual
lines in which a solvent carrier may be interested. The
Assoeation will provide any interested solvent carrier
with all of the dats in its possession to assist in the

evaluation of the transfer of individual line from the-
bafilfl pt to solvent carriers. It must be, emphasized,
however, that such actions by solvent carriers are.
voluntary and cannot be mandated by the Association.

The Act, its history and the interpretative judgments
of the couits left the A -,&iation with, only one realistic
alternative; that is, including financially self-sustaining
lines, or those likoly to become so in the near term, in
ConRail 'and maling th& other lines available for
the rail continuation subsidies authorized by Title
IV of the Act. In addition, Title IV inikes loans avail-
able to public bodies for purchasing and rehabilitating
lines that are required, in their judgment, for social and
economic purposes.

Rail Service Continuation Subsidy Program

As noted above, the Interstate andcForeign Commerce
Committee Report on. the Regional RailReorganization.
Act of 1973 stated:

The Committee recognized the necessity for £siimming
tlown" the system-alowing the Northeast system to throw-
oft the excess track in an effort to become profitable. It
recognized the need for safeguards for small areas, to be able
to continue essential service which. is not economical to- the
carrier. This was recognized as a. social cost to be borne by
the government. (House Report 93-620, p.p. 28-29.)

Title IV provides the means by which essential serr-
ices may be contained through government assumption.
of social costs.

:Rail service continuation subsidies can. be used. to
cover the "costs of operating adequate and efficient rail
service, including, where necessary mnprovement; and.
maintenance of track ktnd related facilities" (Section
402(j)). The federal government share of the subsidy
for any light-densi-y line is 10 percent, with state and/
or local government or shippers putting up the remann-
ing 30 percent of the cost.

The Act (Section 401 (a)) states that rail service conL-
tinuation subsidies should be used where "the cost to
the taxpayers of rail service continuation subsidies
'would be less than the cost of abandonient, of rail
service in terms of lost jobs, energy shorfages and
degradation of the environment.

Of the nearly 9,600 estimated miles of active light-
density lines under study, it appears that 3,400 mileswill
be recommended for inclusion. in. the restmructued. sys-
tem. This means tlmh about 6 200 miles are availabl for
participation in the rail service continuation subsidy
program.-

The Act authorizes $00 millon for each of 2 years to
meet the-federal share of the 70 percent subsidlycost. 0
this amount, $15 million is apportioned to the elikible
states and $15 million is allocated to the Secretary of
Transportation to be -distributed. at his discretion-

It appear now, bowever that the total cost of colL-
tinuiug. service for the first year on d7 of im igAt-



density lines not included in ConRail will not exceed
$38 million. It could be lower. This means that the
federal share would not exceed $27 million, with the
stat8s *share -for the entire Region standing at $11
million.
Under the Act, the Rail Services Planning Office

(RSPO) has the responsibility as outlined in Section
205 (di) (4) to:

... assist State and local and regional ,transportation
authorities in making determinations whether to provide rail
service continuation subsidies to maintain in operation par-
ticular rail properties' by establishing criteria for determining
whether particular rail properties are suitable for rail service
continuation subsidies. Such criteria should include the fol-
lowing considerations: fRail properties are suitable if the
cost of the required subsidy per year to the taxpayers is less
than the cost of termination of rail service over such prop-
ertles measured by increased fuel consumption and opera-
tional cost for alternative modes of transpottation'i; the cost
to the gross national product in terms of reduced output of
goods and services; the cost of relocating or assisting through
unemployment, retraining, and welfare benefits to individuals
and firms adversely affected thereby, and the cost to the
environment measured by damage caused by increased
i)ollution,

The rail, service continuation -subsidy program is to
be administered by the Department of Transportation.
In order to become eligible, a state must undertake to
meet the requirementg-Congress set forth in section
402 (c) of the Act. They are:

(1) The State has established a State plan for rail
transportation and local rail services wtiich is administered
or coordinated by a designiated State agency, and such plan
provides for the equitable distribution of such subsidies
among State, local, and regional transportation authorities;

(2)' The State agency has the authority and administrative
jurisdiction to develop, promnote,-supervise, and support safe,
adequate, and efficient rail services; employs or will employ,
directly or indirectly, sufficient trained or qualified person-
nel; and maintains or will maintain adequate programs of
investigation, research, promotion, and development with
provision for public participation;
* (3) the State provides satisfactory assurance that such
fiscal control and fund accounting procedtres will be adopted
as may be necessary to assure proper disbursement of, and
accouiting for, Federal funds paid under this Title to the
State; and

(4) the State complies witit the regulation of the Secre-
tary issued under this Section.

Under this Act, the Association does not have a role in
]etermining which lines should be subsidized. Indeed,
the needed plaming.,and decision maldng process is
clearly in the hands of the State. evNertheless, the As-
sociation has taken certain steps which may provide
assistance to the state and local governments.

A handbook las been prepared fdr use by state and
local agencies which describes detiiled procedures which
can. be used to estimate the effects of the removal of a
branch line on; the community so as to help it; reacfh a
conclusion as to whether a line should be subsidized.

Impact on Communities and Shippers

The potential effects of the Final System Plan are
Loth regional or system-wide and local. The Association
is specifically directed to consider both.

The Association believes it is the responsibility of
the states to undertake or coordinate the analyses of
potentially adverse local impacts. To facilitate the most
complete consideration of these potential impacts, one
of the responsibilities of the RSPO is to, solicit, evaluate
and make available the views of the public, as well as
those of state and federal officials.,

Consideration of all but oie of the regional impacts
is contained in other chapters of this Plan. This chapter
responds to Section 206 (a) (8) of the Act, which ve-
quires that the Final System Plan be formulated in
such a way as to minimize "job losses and associated,
increases in rfinemployment and community benefit costs
in areas in the Region presently served by rail serviceY

The Region represents a significant portion of tile
Nation's ecQnomic activity, containing approximately
38 percent of the employment, 55 percent of the per-
sonal income and 48 percent of the population of the
Nation. There could be a significant adverse l6cal, in-
dustry-wide or regional impact from reductions in the
size of the rail system. However, four factors servo to
diminish the potential widespread impacts.

First,,t he planning prtocess is -directed toward the re-
vitalization of the system as well as its restructuring,
and many users will benefit greatly from improvements
in. rail service.

Second, the restructured system. will represent, a size,
able portion of the Region's rail system-a system that
will continue to be extreifmely comprehensive even if
none-of the excluded lines are subsidized. Virtually all
areas of the Region will continue to have access to rail
service.

Third, the ubiquity of highways and the ready avail-
ability of private, contract and comm'n motor carriage
serve further to diminish the potential impacts of re-
ductions in the size of the rail system in any given area.
Depending on the costs to the shipper, motor carriers
could provide the entire transportation service or a por-
tion of it, with the joint use in some cases of rail or
water carriers.

Fourth, almost by *definition the adverse economic
effect, of abandonments tend to be minimal except for
quite specific local communities and shippers that are
involved directly. Lines identified for either subsidy or
abandonment are.by definition lines with very low
traffic volume.

The methodology used by the Association almost auto-
matically includes those lines in ConRail whose volumo
of rail traffic is significant. If a line does not qualify
for inclusion in ConRail or for service by an adjacent
profitable carrier, its volume of traffic is sufficiently low
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that the radius of adverse impact from.-bandonment is
very limited.

Any adverse effects of the discontinuance of service
along certain rail lines will'flow into the area's economy
through the impact on the spcdfic shippers that use
them. The actual magnitude of the impacts will depend
on thie effect of increased production costs on the firm's
market and profit and on the effectiveness of manage-
ment in its attempts to minimize-potential adverse ef-
fects. These factors 'depend, in turn, on the relative-
importance of transportation costs to total costs, the
availability aid substitutability of other modes and the
firm's ability to pass cosg increases forward through
price increases. All these factors vary from area to area
aiid shipjer to. shipper.

Analysis of the potential area impacts from a reduc-
tion in the size of the rail system was undertaken by
the Association with the assistance of the Public In-
terest Economic, Center. The anaZysis descried i
Appendix J signifleantly overstates Me po&WiaZ iA-
pact of terminatian. of service on lines not iw1uded in
6o Rail. The scope of the analysi!; which is discussed
at greater length in that appendix was dictated by two
factors.-

First, the .analysis had- to be completed prior to the
development of specific recommendations concerning
each line which is a candidate for inclusion in the To-
structured system. Therefore, -the analysis had to con-
sider the potential adverse social and economic impacts
resulting from the discontinuance of service over the
lines declared potentially excess by the Departuient of
Transportation in the Secretary's Report of February 1,
1974, not the lines studied by the Association.

A total of 15,600 Tiles of both bankrupt and solvent
carriers inthe Region was declared potentially excess in
the Secretary's Report .while the Preliminary System
Plan covering bankrupt carriers would make 6nly 6,200
miles of road eligible for rail service continuation
subsidies.

The second factor affecting the scope of the analysis
is the mgonitude of the potential adverse effects. The
lines declared potentially excess have, by definition, very
low usage levels. As a consequence, estimates of the
potential effects at the regional and state level likely
ivould be overwh'elmed by the magnitude of the contin-
uing activity. To obtain usable -stimates, the analysis
of economic impact was undertaken at the county level,
and 510 counties in the Region were studied.

A more definitive analysis .f the economic impact on
local communities that might result from a, dicontin-
uance of rail services or from a, substantially improved,
rail service would have been preferable. Bowever, a-
more sophisticated and individualized -analysis proved.
to be impossible because of time and budgetary con-
straints. The information and evaluation derived from

- the RSPO hearings will be taken into account carefully
as the Final System Plan is develo'ped.

The elements subjected to analysis 'were the poten-
tial ductions in employment and income and the poten-
tial increase in transportation costs. The basic inputs
,were the employment and payroll data, for the several
relevant types of productive activity. Certain types of
activity were excluded from the analysis because they
do not make significant direct use of rail transpo4ation.
The excluded activities included fisheries, public utili-
ties (except electricityand.gas suppliers),serviceindus-
tries (except wholesale and retail trade), financial serv-
ices and personal services such as amusement, medical
and legal setvices.

- For the remaining activities, it was' assumed that, if
the county would lose -any rail lines, all plants in the
county, whether they actually use this service or not,
would be affected directly. This assumption, which over-
states the potential impact, is made necessary by the
aggregate nature of the.data.

The actual calculation proceeded in two steps. Each
industry in a county was treated initially as if all plants
used -the national average rail service for inbound and
outbound movements. These results were then reduced
by the ratio of the traffic generated on potentially excess
lines to the total traffic for the "U.S. DOT zone, con-
tainng the involved county.

i computing t increased costs of alternative trans-
portation', the difference between estimated rail and
common motor carriers costs was used. The two most
important alternatives excluded by this approach are
private carriage and trailer-on-flat car or. container-on-
flat car service. Because indreased transportation costs
arp the m'ost significant impact identified by the analy-
sis, inclusion of these two services probably would have
reduced the impact.

Results of the Community Impact Analysis

The results of the analysis are summarized in Figures
1-3. They indicate that the potential overall impact
from the termination of rail service on all of the poten-
tially excess lines of the DOT report represents a very
small proportion of the 'ounties' existing economic
bases. Figure 1 indicates that in only 15 of the 451 coun-
ties did the estimated decrease in industrial employ-
ment exceed Ipercent. Figure 2 showshatthepotential
reduction in county income is less than 1 percent in 80
percent of the counties. Figure 3 indicates that the po-
tential increase in transportation costs as a percent of
income is less than 1 percent in 99 percent of the coun-
ties studied. In only 32 of the 510 counties studied do
any of the projected impacts exceed 2 percent-.

In short, even the most pessimistic estimates of the
adverse impacts on the Region and areas within the
Region indicate that the effect of the suggested reduc-
tion in the size of the rail system would be negligible. In
contrast,, the expected benefits to the users of the re-
maining restructured system will far outweigh antic-
ipated adverse impacts. Despite the negli-ible overall
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impact, however, the adverse effect on individual ship.
pers and communities may be substantial and Congress
may well wish to consider some further means for miti-
gating such effects.

Fiumn 1,-- Potential reduction in county employmenb
after disontinuan e of Zight-density line 'ail freight
service

POTENTIAL REDUCTION IN COUNTY EMPLOYMENT

24.8%

4.% 1.4% 1.9%

0.0 TO 0.15 TO 0.50 TO 0.75 TO 1.0 TO

0.15% 0.50% 0.75% 1.0% 1.5%

PERCENT REDUCTION

0.7%

1.5 TO
2.0%

0.9%

MORE
THAN
2.0%

Source: Public Interest Economics Center, Community Impacts of
Rtiroad Service.

FIGUan 2.-PotentiaZ reduction in-county income after
discontinuance of igiht-denity line rail fr'eigl t
SerNvice

POTENTIAL REDUCTION IN COUNTY INCOME

20.5%

11.8% 7_1"

0.0 TO 0.15 TO, 0.50 TO 0.75 TO 1.0 TO 1.5 TO MORE
0.15 % 0.50% 0.75% 1.0% 1.5% 2.0% THAN

•2.0%
PERCENT REDUCTION

Source: Public Interest Econ.rnxcs Center, Community hapacts -of
lRaffroac? Flrvic.

'Frumn 3.-PtentiaZ increase in transportation Vost, (0
percent of county personal income, a.fter, disoontinu-
ance of light-density line rail freight service

POTENTIAL INCREASE IN TRANSPORTATION COST AS
PERCENT OF COUNTY PERSONAL INCOME

79.9% N801- txx

15.2%

q - g 2.8% 0.9% 0.4 5

0.0 TO 0.15 TO 0.50 TO 0.75 TO 1.0 TO
0.15% 0.50% 0.75% 1.0% 1.5%

PERCENT IMPACT

0.20
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2.0%

0, 45"

'MORE
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2.0%

Source(., Public Interest Economics Center, Community Impaoto of
Railroad',Srvice.

Service by Other Carriers

The. Final System Plan will contain recommenda-
tions for continuation of service on light-density lined
by alternative railroad carriers. Undoubtedly, there are
lines that will not be financially feasible in the restruc-
tured system but would be self-sufficient if operated as
part of another railroad. There are two circumstances in
which alternative carrier service could achieve self-
sufliciency.

First, other railroads 'operating in the vicinity of the
line might, by a ccmbination of geographic circum-
stances and markets, be able to provide service profit-
ably. The Association -will provide all available data
and, in-ormation to facilitate ana:lysis by the involved
carrier(s) -for those lines where alternative service may
be feasible. The assumption of such service by an adja-
cent profitable carrier is wholly voluntary and could
depend on whether the i"ailroad could gain by assump-
tion of service.

Second,. alternative railroad service might achieve
self-suffioiency if operated by a short line or Class 1
railroad. Short line railroads generally have lower costs
than the larger.pystems,.principaly dne to lower pkiy
scales and closer management attention than exists on m
typicalbranch line.

Further, the.p.%y scales of Class I railroad employees
are negotiated on. a nationwide basis, but short-line
employees -generally are paid prevailing local
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rates. The entire management effort in short-line rail
operations results in a concentration of attention both
on the level of costs and service whichl'differentiates it
from the branch line operating effectiveness of large
carriers.

While there is a valid role to be played -by the short-
line railroad, it should be recognized dleurly,. however,
that such roles are limited. tnless there are valid rea-
sons to expect the normal economies of short line opera-
tions to occur, as mentioned above, they may not be a
gobd solution. Not all short lin6s are profitable. A shbrt-
line railroad which can survive only by inequitable
revenue divisions or other indirect subsidies should not
be encouraged, either Iiredtly qr through subsidies.

The Association's pri"ary interest is in maintaining
as much service as possible. It will do its utmost to
facilitate continuation of service on-lines not included in
the-restirctured system, whether it -be by aoing what it
can to help states evaluate the subsidy option or making
possible acquisitionby solvent carriers.

Railroad Marine Operations

The marine services of the bankrupt raifroads in the
Region, which are discussed fully in Chapter 18, are
not profitable. The large investments in new marine
equipment, which are long overdue, could reduce operat-
ing costs substantially but not eliminate deficits at-
tributable to these segments of the railroads in-xeorga-
nization. -

Two of -the five marine operations in the Region are
potential medium density routes and, except for New
York Harbor, are routings for through f reight that
could move entirely -by rail. The Lake- Michigan car
ferries serve traffic which would otherwise move through
the Chicago gateway; the Chesapeake Bay float is an
alternative to the Alexandria., Va., gateway and services
oversize loads; the New York Harbor car-float provides
the-most direct route to Long Island from tl.e South
and West.

The Association has concluded that investment in
railroad marine operations would be a mistake. Promo-
tion of all-rail routings is preferable where this is
possible. All-rail land movements are considerably more
energy-efficient, for example.

Alteriative car-float and lighterage services are of-
fered in the New York Harbor by two Brooklyn termi-
nal companies; There is a good possibility that the
Chesapeake Bay car-float op eration might be taken over
by a solvent -carrier, such as ISouthem'or the Richmond,
Fredericksburg & Potomac, while extending its oper-
ations into the 'imington trea. This possibility is
addressed in Appendix D.

The decision of the Association to treat marine opera-
tions in the same manner as light-density lines is based
on the assumption that it is rail service forwhich fundms
provided under the At woudd 'be available for maro

operations undei the 70-30 federal-state sharing form-
ila. It is assumed also that the capital costs of new or
rehabilitated float equipment would qualify under the
provisions of Title IV, as in the case of light-densi.y line
rehabilitation. The Association recommends that the
U.S. Department of Transportation and-the RSPO con-
sider the merits of subsidizing marine operations.

Determination of Branch Line Self-Sufficiency

Light-density lines studied in this process were:
" Those lines of banlupt carriers identified by the

DOT Report as potentially excess,
* Those identified by the bankrupt carriers for pos-

sible abandonment,
* Those identified by USREA operations planning

staff and theii consultants as requiring study.
The Association also studied lines which had form-

ally been abandoned under ICC hearings in order to
develop'an liccurate definition- of the systems -of the
bankrupt cairiers at this time.

Altogether the Association identified 844 light-den-
sity line segments and 11,800 route miles for study.
(This does not include any light-density lines of the
Brie Lackawanna). Of these, 540 segments constitut-
ing 9,600 miles of service are currently in 6peration,
and 1*76 line segments constituting 1,200 miles have al-
ready been abandoned under ICC procedures. Finally,
128 segments covering 1,000 miles ari not currently be-
ing served although these have not been formally aban-
doned.

As these lines were identified for analysis, the appro-
priate state agency was notified by the Association and
the reasons for or against the line's inclusion dis-
cussed. Each branch.line selected for study was iden-
tified to determine its exacb location. Specific data con-
cerning costs of serving the line as well as the reve-
nue it generated were developed. These data were pro-
vided by the railroads serving the segment, individual
shipjers, concerned citizens and state andl federal agen-
cies. Information also was developed at the hearings
spbnsored by the Rail Services Planning Office in the
spring oqf 1974. The testimony included general coin-
ment6 concerning the DOT Report, comments concern-
ing the method employed and comments pertinent to
individual zones or line segmeits. The various state
and federal agencies involved in the planning process
also supplied usefLid-nformation and technical assist-
ance to the Association.

When analyzing each branch line as USRA did, the
]my questions to be asked are: What are the costs of con-
tinuing service? Will there be sufficient line-generated.
revenue to cove: these costs? What is the near term traf-
fie growth potential of the'lines Are there recoverable
fossil fuel deposits onthi line?

Because tbl ute of ggdftralized" rathei than'ndii.-
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-ualized data was a major criticism of the DOT report,
USRA devised a data collection system that individ-
ualized all information for -each separate light-density
line. For eac7& light-density line the following charac-
teristics were identified:

Physical characteristics-length, quality of track ridings,
number of ties and rails needed to 'upgrade, etc.
'Freight service characteristics-type of service, frequency,

type 6f equipment used, crew size, etc.
Shipper characteristics-each shipper's name, location, bill-

ing station number, etc.
Traffic characteristics-car loadings and tons of each .com-

modity shipped and revenues received by carrier,.etc.

In addition to the information provided for -the above
categories by consultants and bankrupt carriers, USRA
carefully catalogued, line by line, all of the information
on light-density lines gathered at the RSPO hearings
or in USRA's own review. 2Numerous other shippersand
communities sent further information directly to USRA
that has also been helpful.

From these reports, it was possible to determine the
specific revenue generated by an individual branch 'line
and to estimate costs attributed to that line, includ-
ing those -directly variable -operating costs which 'would
occur on the'main lifte in handling that traffic. This step
included analysis of the comparative costs of.upgrading

the branch line to FRA Class I and II track standards
and the costs of maintaining tracks to either of these
standards over a period of time. Also included were the
costs of capital specifically utilized on the branch lines.

With these data, each line was then analyzed to deter-
mine -vhether revenues currently generated by traffic
originating or destined tothe line were sufficientto cover
the costs directly attributable to that traffic. Lines were
dividdd between th6se that had sufficient revenues to
cover full rehabilitation to Class II standards (i.e., 25
miles per hour) and those which -would support. only
maintenance of track to Class I standards (i.e., 10 miles
per hour).
SIf ,a line was long enough to be rehabilitated to Class
II standards and thereby generate net savings 'from
operations adequate to cover the cost of that upglading,
then the Class II standard was used along with the ro-
sulting lower operating cost.. On the other hand, if ip-
grading to Class I standards with its higher 'attendant
operating costs provided udequate overall revenues to
operate the line, this standard was used.

If a line did cover its vaiiable costs, including main-
tenance to either standard, it was recommended for
inclusion in the restruehred system.

If the branch line -failedthis test, an analysis was con-
ducted to -determine if it could cover its variable costs

:COAL TIELD. SERVJCE

The Congress specifically directed the Association to
preserve, to the extent possible, "existing railroad track-
age in areas where fossil fuel natural resources are
located." (Section 206 (a) ().)

The pursuit of this goal 'has 'been a major concern
for the evaluation of the traffic .gr6wth potential on
individual lines serving areas which hold fossil fuel
reserves has been difficult and complex.

Not all lines servicing areas with these reserves actu-
ally serve or would-be required to serve -reserves which
are economically recoverable. 'Further, some reserves
may not be tapped for decades, if ever. Identifying in-
dividual rail lines which should be preserved -for fossil
fuel purpose is a difficulttask.

Use of the Region's coal Teserves primarily -depends
on the ability of individual deposits to meet EPA re-
quirements, their mineability, -proximity to the market,
expected use (metallurgy vs. steam production) andathe
price and availability of alternative fuels. Assessment
of the extent to which each of these -factors affects -
given coal deposit requires a great quantity of 'detailed
data and judgments by qualified people,

In an effort to develop line-specific coal productionf"
estimates, contacts have beein established with fhe U.S.
Department of Interior, the National Coal Association
and the Region's' coal-producing states. -Reommenda-
tions concerning specific lines largely orsoe'1_y'beca .se

they serve fossil fuel reserves will be included in the
Final System Plan.

:Regarding 'ofitinued service to fossil fuel resources
'USRA has'adopted, the.following positions: -

1. On lines'. required to reach economically recover-
able reserves, if service is now provided it will be
continued whether viable or not. Where the line does not.
pass USRA viability tests, however, service will be
maintained 6n an "on demand" basis and only so long
as no major repairs are required on the line. At such
time as repairs are required the line will fall into the

.category Histed below.
2. On those lines required to reach economically re-

coverable reserves and where there is not now service,
the Association proposes that such lines be considered
fer "rail-banking", and that this concept be developed
in conjunction with the Final System Plan.

The lines -recommended in the Preliminary System
Plan either for continued service or rail banking are
based on the best available information the Association
could odbtain, -to date. 'Ve -will .continue to work with
-the Federal JEnergy Administration, Department of In-
terior, the Nati'onal Coal Association and the lRegional
coal producing states to make a more accurate estima-
lio, of -where economically recoverable coal reserves
"exist.



9437

'either with-a modest-rate increase (10% or less) or with
an expected traffic increase (specific grawth if nvailable.
projected ConRail System growth if wo).

If the line did not cover such costs, even with reason-
able rate increases and traffic growth, a, review was
conducted to determine whether the line had connections
to other carriers. Where such connections exist, the rail-
road will be provided the data and information neces-
sary to assess the line's potential viability.

Therefore, a financially self-sufficient line to be in-
cluded in the restructured system, ConRail, is ojie that:

1. Is capable of generating sufficient revenue to, cover the costs
incurred oin the light-density line itself as well as the cost of
serving branch-line-generated traffic beyond that branch
line.

2. While not currentlyself-sustaining, can be made viable by
reasonable rate adjustments. I

-3. While not currently self-sustaining, can be made.so because
of 'the identifable traffic growth in the near term.

All.other lines .automatically become available for
paricippation in the subsidy .program (Section 402)
inder the Act, with the decision concerning continued
service on these lines depending on state and locil, ac-
tion. If -a line is not included in ConRail, und if the state
and local interests and shippers fail to provide the sub-
sidy, the Act permits the discontinuation of service.

Outcome- of the Analysis
Results of the analysis of each line's prospects for at-.

taining finandial self-suffi eney are reported in detail in
Appendix K to Volume IT. Of the 9,600 miles of active
roadway stiidied, 3,400 miles are recommended for
direct inclusion in the Preliminary System Plan with--

- out fuither study. These-lines account for approximately
75 percent of the traffic and revenue generated on the
lines studied. The remaining lines should be studied.
carefully by the states, regional and lodal agencies, and
shipper, to decide which justify continuation of service
through subsidies and those which should be abandoned.

The 6,200 miles not recommended for inclusion in the
Preliminary System Plan can be continued in operation
through service continuation subsidies, as previously
discussed. The required subsidy level should be esti-
mated using a formula developed-by RSPO, but the
formula was not received sufficiently early to allow such
computation. In addition, the most recent RSPO stand-
ards still are.only proposed and not final standards.

The analytical result presented in full in Appendix"
K to Volume I included detailed consideration of each
line's financial self-sufficiency under thg traffic, revenue
and estimated cost levels -which prevailed in 1973.
Analyses to be completed -after preparation of the
Prelipinary System Plan include.the identification of
traffic growth realized, for example, due to the location
of n4ew shippers on the- line, and the development of
sound proposals conc&rning service continuation. by an
alternatve.rairoad.

Because only 1973 data are used in the analysis, new
firms could have come into existence, and existing ship-
pers could have permanently increased their use of rail
service since the data were collected. Second, a line may
realize the necessary traffic growth in the near term to
become self-sufficient. In both cases, the lines involved
would represent prudent business investments and
should be included inthe Final System Plant.

More current carrier data will be analyzed to assist
in the identification of traffic growth which already has
been realized. The major sources of the needed informa-
tion are the testimony provided at the RSPO hearings
(including those to be held on the Preliminary System
Plan), communications received directly from individ-
ual shippers und information provided by such public
agencies as the state departments, of transportation.
Where the verified information indicates that the traffic
growthwill p ermit self-:ufficiency; the line segment will
be recommended for inclusion in the Final System Plan.

An Overview
As stated at the outset of this chapter, no issue gen-

erated as much interest and debate during the planning
process for this report as did theliglht-density line issue.
It dominated meetings to discuss the work of the Asso-
clation held with state and local officials, piblie, interest
groups, shippers, members of Congress and nearly every
grotip that met with representatives of the Association.

The Association approached this issue with consider-
able care and preparation, aware in particular of re-
actions to the Department-of Transportation report last
year. No doubt tber willbe honest differences of opinion;
as t& the correctness of our approach, our methodology,
the data used and our conclusions.

Because the Associatibn dealt only with the light.
density lines of bankrupt carriers and the DOT report
studied iolvent as well as bankript railroads it im-
mediately pared down the number of miles of track
where continued service was thought to be in jeopardy.
The Association concluded -that of the 9,600 miles of
track under study 6,200 miles were not suitable for
iiiclusion in the restructured system.

It is important to keep in mind that this Plan, al-
though a major step in the restructuring process, is only
one step in the process and is now offered for public.
comment and evaluation. Upon its release of the Rail
Services Planning Office will begin a formal hearing
and evaluation procedure as it did with the DOT Re-
port. Hearings will be held throughout the 17-state
Region-RSPO will announce the dates and locations of
those hearings.

The Association views this part of the process as
vitaUy imnportant to the successful submission of a Final
System Plan to Congress. It may be expected that this
set of hearing will focus primarily on the light-density
line issue..States, communities, shippers and other im-
terested citizens will present their views on our plan.



The Amsociation gives its assurance that -ull v-o these
comments, parficularly the RSPO evaluation due on
April 28, will be given careful consideration. The Asso-
ciation is seeking, through the RSPO hearings, -defini-
tive information and material assistance relevant to in-
dividual branch lines. This is especially important in
the case of light-density lines that have an identifalible
capability for growth in the -near term. Also 'b mg

sought are 'other proposals which may result in con-
tinuled service on lines that now appeqr to be uneco-
nomical.

The -goal of the Association, limited only by the re-
quirements of the Act, is to provide in the Final System
Plan for the continuation of as much rail service as pos-
sible. 'In pursuing that goal, it seeks whatever guidance
and-help may be available.

THE RAIL TRUCK TRADE-OFF FOR BRANCH LINE SERVICE
Truck service could be substituted for rail on many .

light-density branch lines. Such substituted service in-
volves continuation of rail service to n railhead with-
transfer of cargo to truck -for final delivery. A study
was made of the comparative costsoof rail branclL line
operations and woordinated rail-truc'k service, including
transfer operations. This analysis difters from other
TTSlA-sponsored studies, such as the community impact
study. It is limited to branch line operations and high-
way-substituted service.

Figure 4'portrays the transfer costper ton for several
commodity types and a range of daily transfer terminal
volumes. A9 these costs indicate t is more economical
to transfer merchandfise freight in'piggyback trailers
than to 'transfer the cargo. Conversely, the case of bulk
commodities, it is *cheaper to 'transferthe argo 'to ,truck.
The combined cost of transfer and trucking froma Tail
terminal, forvarious lengthsof Tail'branch line, issum-
inarized in Table 1.

A comparison of these costs to movement by rafl is
shown in Figure 5. It may be concluded from the data
in Figure 5 that a. rail-truck transfer operation results
in lower total. resourceconsu ption than rail for branch
lineb longer .than 7 'miles, averaging 5 loaded" cars 'per
day, and f-or branch 'lines 50 miles long with 18 carg
per day or less.

FIGURE 4
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FIGURE 5
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Since the preponderance of branch lines under study
falls 'within the range of these conditions, it is safe
to:saythat the transloading concept has particular merit
as an -alternative to retaining unprofitable light-density
rural and nrban branch 'lines. This is especially signifi-
cant given the ultimate costs of iestoring many local
lines to proper standardsbf maintenance."With respect to fuel use, all-rail movement is more
efficient than truck-about four times more efficient -un-
der conditions of higA capacity utilization but only
,sligqtly imore -efficient (1.4 'times) with short, light
trains. Under conditions of balanced movement, the
relative efficiency of truck vs. rail is even greater.
Changes in the price of fuel will shift the cost trade-ofl
'between rail and truck and thus alter total economies of
fuel consumption. See Chapter 11 for'additioiial discus-
sion of energy and air pollution aspects of thctrutck-rail
trade-off quesion.

6
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8
Intramodal and Intermodal
Cornpetition

Public policy has long sought to protect competition in our private

enterprise economy because competition, generally is assumed to lead to

efficient industriql production and good service at reasonable prices for

consumers.

UTSRA considered longstanding differences of expert opinion

regardig the desirable amount of competition between rail carriers

operating in a given market. The chapter recognizes that excessive

competition between railroads at times 'has led to- greater costs,

reduced or erratic service and higher rates for shippers, but elimination

of rail-rail competition in key markets is an unacceptable policy under

th mandate of the Act. a

Extensive competition has developed from other modes, especially

trucking but also water carriers and pipelines., This intermodal com-

petition has diverted traffic and revenues from railroads and has made it

increasingly more difficult to offer rail service by multiple 'rriers in the

same market. On the other hand, effective intermodal competition is



valuable. to society because it provides a. ready alternative for shippers,
where rail-rail competition might have diminished. Increasingly, it is -the
motor carrier industry that sets 6ost and service standards for the railroads

USRA's prelimifary conclusion i's that indiredt rail-rail competitiorn
(not duplicated door-to-door services)- and the ready availability of other
competitive modes would fulfill the competitive goals of the Act.

* Competition amnong irms in the same industry and
market is an important feature of public policy toward,
business in America. Competition; an underlying
premise of the private enterprise system, is" protected
and encouraged b r antitrust laws and numerous pieces
of special legislation. Even in highly regulated indus-
tries like railroading, competition is prized as a means
of controlling ubusiv6 .business behavior because it is
autonatic,-pendrating and persistent.- Shippers and
consumers generally value competition among supplieis
as the best guarantor of reasonable prices and as the best
lnechanisni for assuring good -ser'vice, technological
progress and efficdient management.DThoge who advocate
less public regulation of quhsi-public utilities like "uail-
xoading-in order to give industry greater flexibility
in pricing and services-place heavy reliance on the
self-regulating character of competition; without a
healthy and balanced competitive system, the public
will deiand more, not less reguilation.

On the other handwitl respect to industriesthat have
some if not all of the characteristics of public utili-.
lies, competition may be more valuable in theory than
in fact. Head-to-head competition of rival frin may be
valuable to shippers'by lowering their xates, but other
less direct forms of competition may be equally valuable
over the long i-un. Indirect forms of competition maybe
"llfficient to bring about improved cost performance
and innovations in services. In areas of great excess
trackage, as in the Granger States, excessive competi-
tion has been known to result in les frequent. service,
poorer utilization of plant and equipment higher unit,
costs amid hence higher charges to the shipper than otl-
orwise would have been required. Too much competition
nmay lie ona of the -causes of financial instability 'fand
bankruptcy of some railroad carriers. Hence, excessive
competition is no more ,-mriend ofthe shipperthan in-
adequate competition.

The Act gives prominence to the goal of maintaininir
and enhancing effective competition in the :Region. Sec-
tion' 202 (b) (2) states that "in addition to its duties and
responsibilities under other provisions of this Act, the
Association shall .. .prepare an economic and opera,-
tional study alnd analysis of . . the 'competitive or
other effects [of the Final System Plan] on profitable

iailroads." In. Section 206 (a) (5) the Act provides that:
"the Final System Plan shall be formulated in such a,
way as to effectuate [among other goals] . . . the re-
tention and promotioh of competition in .tho provision
of rail and other transportation services in the Region.)

Competition is a goal of the Act that may conflict, with
others, particularly Section 202(5) (5), which requires
the Association to consider methods of achieving econo-
mies through consolidations and pooling arrangenentfs
and Section 206(b), which mandates consideration, of
ways to 'achie;iatlonalization of rail services and flo
rail service system in the Regibn. (See also Section
206(g) with ,espect to consolidation arrangements.)

Competition Deined

It is a basic tenet of economics that a purely cornpeti-
tive market economy will produce the best allocation of
social resources. Proper resource allocation enables pro-
duction f, a given bundle of goods and services 'at tho
lowest possible cost or, as a. corollary, assures that, th0
mix of goods afid serices produced by the economy best
satisfies consumers for any "given level of expenditure.

Thus, pure competition 'produces the ondition- of
-maximum socialwelfare: All goods and services are pro-
ducec in the proper amount,.ll "inherent advantags"
are fully exploited, all economic resources and" factors
are nosfdfficiently used, prices in the market, are rea-
sonably low--given th. size of the market and avail-
able technologrgy--and undue concentrations of economic
power do not accumulate.

The Definition .of Markets

The economist's model of pure competition seldom is
realized in actual business practice. Nevertheless, Anem-
ican. public policy toward business places great stock in
maintenance Of competition; but how mich competition
and -what ldnd? Statutory boundaries of anticompeti-
tive behavior are-found in the antitrust laws and trans-
portation statutes, but 15 years of antitrust case law

'Two sources on statutory and regulatory standards for competition
tn the transportation industries are Alfred E. Kahn, The J1eouomies of
Regulation: Princilcs anc listfiltlous (cohn Wiley & Sons, Inc., 1971),
and :Michael Conant, Rafh'oaa Mcrgcr:s at d Abazdo.,icuts (Universlty
of California Press, 19U).
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and regulatory rulings have failed to provide a precise
definitioi of the lawful minimum-of competition.

To get at the questiqn" of how much competition
should exist (or conversely, the degree of "monopoly
power" which should be allowed), it is necessary to de-
fine the market in which competition is supposed to
exist. Economists measure the degree of monopoly
power in a market by "cross elasticities of demand," or
the degree to which one product can be substituted for
another. Antitrust law comes at this by attempting to
define "relevant markets"--the range of substitutable
products that the law will not allow to be-monopolized.
Unfortunately, the definition of "relevant markets" can-
not be determined any'more precisely than "adequate
competition;" indeed, the two concepts are fully inter-
dependent.

The traiisportation industries pose difficult problems
of market definition becauie of the point-to-point char-
acier of traffic movements and the high degree to which
modes can be substituted for each other. For example,
if a shipper wants steel to move from Pittsburgh to St.
Louis, it will be significant that the Penn Central,
Chessie System and Norfolk & Western all -provide
single-line service. The shipper is well situated with re-
spect to intramodal competition, but intermodal com-
petition also may be a factor in this market. Steel is a
valuable commodity and earlier delivery may save the
shipper some distribution expenses; triickng firms could
haul the steel to St. Louis in competition with the rail-
roads, probably with faiter delivery. Also, steel prod-
ucts are heavy, and inland waterway carriers might be
able to move the steel at rates low enough to cover the
time-related costs of- (presumed) slower delivery by
barge. For this point-to-point movement, there is high
cross-elasticity among rail, truck and barge service or,
in other words, intermodal competition is highly effec-
tive. -

.Workable Competition

Because pure competition rarely exists, economists
and antitrust lawyers have arrived at the notion of
"workable competition." This concept strikes a balance
between theory and pragmatism-between pure com-
petition, which relies on large numbers of sellers to pre-
vent monopoly control of prices and service levels, and
the undeniable fact that total market demand places a
limit on the number of sellers of a size large enough to
take advantage of production economies.

"Workable competition" is best achieved when a mar-
ket has the largest number of firms which can exist in
an industry, without any firm being too small to reap
all of the economies-which might come from being big-
such as specialization, research work, volume purchases,
advertising advantages and the like. Each firm in an in-

dustry should be large enough to achieve these econo-
mies; but if a firm is larger than the threshold size, the
total number of firms is reduced unnecessarily.

In railroading, economies resulting from dense traffic
flows are likely to be so great that only one firm can be
of optimal size in many point-to-point markets. Two
firms of 'optimal scale may be able to coexist in larger
markets. In general, two iailroad firms in a large freight
market will produce a '"workable" level of intramodal
competition.

For smaller city-pairs, only one rail carrier is prac-
ticable, butt-hat does notmean thatno competition exists
or that shippers are at the mercy of-he railroads; there
are segeral avenues of escape. First, there is intermodal
competition. Second, there is the option to route traffic
to other rail carriers at intermediate junctions (called
short-hauling). Third, the shipper over time may re-
locate or revise production and -distribution strategies,
part of the reason for the decline of railroading as de-
scribed in Chapf6r 1. Fourth, a multiplant firm can
threaten to reallocate production toward other existing
plant locations.

Public economic regulation of an industry substitutes
for market competition under the antitrust laws. So
long as there is regulation, the unber of competitors
in "relevant markets" is not so important as it is under
market competition. If a. policy choice were made to
lessen public rate regulation, however,, the number of
effective competitors in each market could not be
ignored. -

In stun, "workable competition?' is a practical bal-
ance between pure competition of large numbers of
sellers and no competition or monopoly. "Workable
competition" produces acceptable results, i.e., prices
close to production costs, good service to customers, effi-
cient management and technological progress at rea-
sonable costs.

Competition vs. Competitors

In our complex industrial society, individual people
as consumers rarely participate directly in freight
transport decisions. Shippers and receivers serve as in-
termediaries for consumers, paying the freight bill as
part of the final production costs of goods and services
purchased by consumers. To the extent that there are
benefits of competition, -those benefits are received in-
directly by consumers and directly by shippers or re-
ceivers. In defining.types or levels of competition, there-
fore, it makes sense to view competition as it is
perceived by shippers and receivers-the directly par-
ticipating beneficiaries.

A contrary view often is presented by rail industry
representatives who, in a merger case, for example, typ-
ically are more interested in impact on competitors than



9442

impact on competition. Their argument is that there
can be no competition without healthy firms to compete.
That is so, but when public policy has sought to pro-
tect competitors, it often has done so at the expense of
consumers, who may be made to pay higher rates to
keep inefficient firms in business. If, instead, the com-
petitive forces were permitted full rein, efficient firms
would survive and inefficient firms would fail. Public
policy must intervene, of course, to prevent predatory
competition and its excesses.

The Association believes that protection of competi-
tion comes before protection of competitors. USRA
cannot neglect competitive impacts on rail carriers in
the Region, but where the interests of these carriers may
conflict with the interests of creating the best long run
solution foi consumers generally, the latter course must
be favored. A most serious policy problem exists if, in
mapping a competitive industry structure, potential
competitors refuse to engage in territorial extensions-
designed to bring about an acceptable level of competi-
tion. In that case; absence of willing competitors be-
comes an immediate problem which must be solved in
the interests of competition generally.

Intramodal (Rail-Rail) Competition
Efficiency of railroad service in the Region is affected

considerably by the nature and extent of competition
between railroads. Resolution of this complex subject
was a key part of the Association's deliberations in pre-
paring the Preliminary System Plan. Few areas have
evoked such differences of expert opinion and it has
been impossible-to reconcile these differences with sta-
tistical or other factual findings.

Some observers believe rail-rail competition is costly
to provide in the Region because it necessarily implies
retention of duplicate and underutilized.facilities. Oth-
ers believe that the goal of preserving rail-rail competi-
tion is consistent with creating a financially sound rail
system in the Region. This latter group believes that

For Emphasizing Competition

1. Firms of small or moderate size are equally or more efficient
than the largest firms.

2. Economies of density can be achieved through' creation -of
proper route structures and expanding joint operations.

3. Rails already have lost almost all divertible traffic to other
modes, so only rail-rail competition is effective.

4. A larger number of competitive firms keeps open a larger
number of future restructuring options and avoids putting
all the eggs in one basket.

5. Good service to shippers derives from aggressive competition
of more than one firm for a given amount of business.

G.. Competitive'.frms will bi ft~uncltlly. sound if underly~ng- p(n
. 'dtlons are adquate, :beca5s' gqmpet'tion pr9 tds " ces

to good management and firm size is at optimal scale.

whenever a choice between one larger firm and two
smaller firms serving the same markets is to be made,
the more competitive solution (two firms) also results
in establishment of firms of more efficient size. Accord-
ing to this view, the two competitive firms will be man-
aged better, and will be more aggressive and more pro-
gressive than a single larger firm. As a result they will
provide better service at lower rates, over time, than
will the larger firm. These two conflicting viewpoints
can be summarized as in the numbered paragraphs on
this page.

The Association has made special studies of the kind
and level of competition in the Region, has made pro-
liminary investigations of economies of scale and econ-
omies of density in railroads, has reviewed the Secre-
tary's Report and the testimony of witnesses before the
RSPO and has solicited expert opinion from key econ-
omists, transportation consultants and rail shippers.
The viewpoints expressed and the analytic results re-
ported in these sources amount to a near-unanimous re-
jection of anticompetitive solutions in major markets.

USRA's approach to the resolution of the issue of
the proper level of rail-rail competition -was to define
types of competitive service which might be created or
maintained, then to determine which areas of the Re-
gion should be served by each type of competition.
USRA determined that the proper amount of competi-
tion cannot be resolved without reference to multiple
type& of competition. The various types of rail-rail com-
petition are defined and analyzed in the preceding sec-
tion. The Association's basic plan for competitive serv-
ice in the Region is described in Chapter 3, and location-
specific determinations are discernible in the large
industry structure map enclosed with this volume of the
Plan.

The general policy adopted by USRA is that effective
rail-rail competition must be provided in key markets
including markets presently dominated by bank-
rupt carriers. Rail competition need not be sustained,

For De-emphasizing Competition

1. Larger firms are at least potentially more efficient than
smaller firms, especially if the latest managerial techniques
are employed.

2. Economies of density are best achieved by consolidating
freight flows over the minimum number of firms.

3. Rail-rail competition was beneficial in the past but Is largely
nonexistent or irrelevant today because firms in other modcu,
not other rail carriers, set cost and service standardS,

4. A smaller number of firms enables concentration of scarce
managerial talent and focusing of federal assistance funds
in limited areas.

5. Good service to shippers derives from concentration of traffic
flows, 'enabling more frequent schedules, run-through traing,
better plant, etc.

6o 'inan~ial "lability' is a unction'0f minlimuhiplant dlalpliett-
e, r -moin and, avoidance of evet.vt'"competltion-whh Un-dermines the rate level.
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however, in markets where traffic volumes are such that
rail efficiency would be impaired significantly by dupli-
cation of facil ities and services. Givena choice between
two or three- railroads, each providing an inadequate
level of service, and-a single carrier providing a high
quality of service, the single carrier choice is preferred.
o Determinations of traffic levels adequate to sustain
competitive rail services can be made only by consid-
eration of the specifies of each market. Withdrawal of
services must be considered on a case-by-case basis. Be-
cause of the way the mainline rail networks have devel-
oped, for example, it may be relatively inexpensive to
maintain-two-carrier service to one. particular traffic
generating area, while elsewh6re two carriers could not
split the same amount of traffic and earn the same ag-
gregate amount of profit. Most important., when consid-
ering how to continue competition in markets which
otherwise would be monopolized, it is essential to find
a carrier willin to provide competition (see Chapter 3).

Finally, continuation of rail-rail competition in the
Region is not necessarily incompatible with increased
rail efficiency or reduction of duplicative facilities and
services; -opportunities "for coordination of services be-
tween carriers enable achievement of economies of den-
sity without reducing service -to a single carrier
monopoly.

The Association, like the Department f Transporta-
tion in its February 1, 1974 report, has rejected the ex-
tremes of monopoly rail service in the Region and an
industry organization of multiple small firms. The in-
stitutions recommended in this Preliminary System
Plan are of manageable size. No part of the Region gen-
erating large amounts of traffic is left without rail-rail
competition in the general vicinity. The Association
has given substantial credence to the argument that
concentration of traffic flows is an important source of
economies and can result in better service to shippers
in the aggregate: Further, USRA tentatively has con-
cluded that, while economies trace-able to large corporate
size axe not obvious in this industry, economies of den-
sity are important.

Existing and Proposed Levels of Rail-Rail Competition

USRA staff has analyzed the market share of domi-
nant railroads in counties served by candidates for con-
solidation. Table 1 shows the distribution of 11 coun-
ties by the rail market share of the dominant railroad,
both at present and for one proposed configuration of
consolidated roads. At present, the 11 counties ex-
amined in Table 1 are distributed fairly evenly across
the three classifications tabled. Sixty-two counties show

Q,!.raKIlrod-'mpo, ssionot .a dominant traffic share, de-
-fined, a-10p-i nt of 'caxloads generated. Completemo-
nopoly positions in railroad tradfc exist in 51 counties

The Association's proposed three-system configuration
results here in an increase in traffic dominance by indi-
vidual railroads. The number of counties with no domi-
nant railroad drops to 42, while the number monop-
olized by one railroad rises to 14.

TZnLE 1.-Rail market dominance in 171 countis east
of Ohio: 'Distrilution of counties andcarloada generated
by percentage of carloads serced by dominant rallfoad3-
present and Three Carrier System 4 (roposed)

Traffic share of dominant railroad

Lessthan 70 to 99 100
70 percent percent percent

Number of counties:
Present ------------------ 62 58 51
Three Carrier System ------ 42 55 74

Percentage of total carloads:
Present ------------------ 64 28 8
Three Carrier System ------ 51 32 17

I Eatern portion of ILion only, cast of OholPeansylvanla border, with small
number of countime cxcluded whero no evfco exbts by 5 candidates for con-
coUdatlon.
'2 arloiads generated-odgInated or termiated.
3 Dominnt rallarod-raaroad with hightst carloads generatedin county. Shares

lower thanT percentwere not consdered dominant and were consowldated Intol
grouping.

4 Three Carrie System is a propmed alternative involving conolidation of 5
carrers plus 2 systems of rolvents.

Source: USRA staff analsmls.

The lower half of Table 1 shows the percentaie of
carloads generated in various d6minance classifications.
The proportion of carloads in areas with 100 percent
dominance rises from 8 percent at present to 17 per-
cent under this configuration, while traffic in counties
with no dominant carrier falls from 64 to 51 percent. It
should be noted, however, that for this example over
half the carloads generated still would be served in com-
petitive markets, and by no means all -the monopolized
markets would be under the influence of the consoli-
dated network of railroads.

A more direct measure of the degree of competition
between railroads is the availability of multiple line
service and reciprocal switching agreements to individ-
nal customers versus service by n single line. Table 2
shows te number of customers with service in these
three classifications for selected Pennsylvania and
and Northern New Jersey areas. Very few customers,
only 24 of 2,669, have direct connections to more than
one railroad, and only another 150 are covered by recip-
rocal switching agreements whereby one railroad will
pick up cars to exchange with a second carrier (usually)
for a small fee. Fully 2,495 of the 2,669 customers have
only single line service, indicating that direct rail-to-
rail'competition at the shipper's location is very rare,
even in highly developed industriil areas such as these.
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T"Ln 2.-Number of customers served by railroads in the Philadelphia and Northern New Jersey areas distinguishing single line service,
multiple line service and reciprocal switching service

Stations

Railroad(s) Perth Allentown. Total
Philadelphia Newark Harisoan Elizabeth I Sersey City Bayonne Amboy Bethlehem

Emton

Single line service: -

B&O ...---------------- -------. . 40 ..............................................................-. ....... 4............................. 40
EL ----------------------------------- ------------- 57 22 36 ------------ ------------ -------------- 11
PC ---------------------------------- 859 241 23 155 65 1I 6 .............. 1,360
CNT ---------------------------------------------- 119 -------------- 99 53 9 .............. 280
RDG -------------------------------- 563 , ,---------- - 15 578
LV ------------ ----------------------------- 30 so ------- -------------.------- ---- - 23 ca 122

Subtotal --------------------------- 1,462 447 45, 254 101 64 33 84 2,405

Multiple line service (direct connection):
PC-IlDG--------------------------- 12 .--- .--------- - --------------.------------- ---------------------- 12
EDO-VIP-------------------- ~- .----- ------- ------- ------ ------- ----------- - ------- 2 2
PC-CN G-------------------------------------------.--------------.-----.-- --------- 1-..............1.............. I
PC-EL------------------------------- --------------.-----------............ .................... . 1-------------- -- ------- -------------.-
CNI-LV ------ - ..------------..-.3.-------------- -------------- 1 2 .............. 7
LV-EL-------------------------------.-----.-.-------.--------------........................-------...........---------------------------- 1

Subtotal --------------------------- 12 3 0 0 2 3 1 3 24

Multiple line service-reciprocal switching:
P C -L V - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 2 5 4 . . . . . . . . . . . . ..5 1 7
PC-CN------------------------------ ----------. . 2--............ -0 ------------- 8 42 -3
PC-EL---------------------------- ------ - -- --- 5 --- - ------------ r

RDO-LV --------------------------- - --------------................................------------... -....---- 18 1
LV-L------------------------------- ....................................................------------------------ 1- I

Subtotal ---------------------------- 0 25 0 0 92 0 13 20 10

Grand total ------------------------ ,474 475 45 254 ' 195 67 52 107 2,6W

I Includes Port Newark.

The Problem of Competitive Service to Small Shippers

Small shippers -2 suffer several disadvantages relative
to large shippers; these disadvantages are learest in
the-area of service quality. Small shippers geilerally are
harder to serve per work unit and have less leverage
over carriers than large shippers do. Understandably,
therefore, small shippers may place a premium on com-
petition, hoping that the rivalry of carriers will produce
benefits that they cannot exact from a single carrier or
hope to obtain by regulation alone. The large shipper,
who on the surface has the most to gain from competi-
tion, may be less vociferous on the subject than the small
shipper, because the large shipper can exact through lev- -

erage ("monopoly power" in the economist's jargon)
what the small shipper can get only through competi-
tion or very extensive and careful public regulation. The
irony is that service to large shippers may be in volume
sufficient to warrant competition, while for the small
shipper, competition is uneconomic under any definition.

There are three ways small shippers partially can
overcome their competitive disadvantages. One is to join
with other small shippers in an association, which then
has total volume sufficient to achieve the advantages pos-
sessed by large shippers. Such an association can pro-

A small shipper Is defined as one who, generates small volumes of
carload trafllc, as distinct from a shipper (large or small)" of ,small
parcels.

vide research services on available rates, for example,
a function that a single small shipper might not be able

'to afford. Shipper associations also enable consolidation
of shipments to achieve more favorable multiple-car
rates. Second, a small shipper can locate in a market
area with one or more large shippers. Proximity to ma-
jor traffic generation points may result in improved
service and even more favorable rates. Third, the small
shipper can seek effective regulation, pursuing the
rights and remedies that the applicable law and regula-
tions afford.

Shipper Views
In order to learn more about how shippers view the

advantages of competition, USRA asked one of its con-
sultants 3 to gather a group of knowledgeable shipper
representatives to discuss these issues. A few of the find-
ings are pertinent.

Shippers believe that the "personality" of the indi-
vidual railroad is a significant factor in the treatment
of its customers-both large and small. Some small rail-
roads consider every account of major significance to
them, are generally successful at maintaining good com-
munications with their customers through personal con-
tacts and achieve efficient operation in all aspects of
their business over which they have control.

3 Slmat, Hellieson and Elchner.
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TYPES OF RAIL-RAIL COMPETITION
Often it is assumed that rail-rail competition exists only If a

given shipper has direct access to two railroad companies. That
assumption can be overdrawn. Indeed, most shippers do not have
direct access to two railroads. Do thej have any benefits of
competition without such- direct access? Surely 'direct access
gives a shippr more leverage, but to ignore the broader impli-
cations of indirect, regional competition is to discount the essen-
tial dynamics of the American economy. Business behavior is
affected by trends and innovations elsewhere in industry, and
carriers- in the South or West set standards of service and rates
that cannot be ignored in the East and Midwest 'Wlthin the
northeast Region, competition between specific points may be
less relevant to the regional economy than the existence of car-

FIGURE 1

NO COMPETITION (REGIONAL'MONOPOLY)

CITY A

CITY B

CITY C

RAILROAD X:. ......

The-Region is served by a single carrier on whose lines all
ra shippers are located.

Under such a situation, the shipper(s) has no choice of rail
carrier within thae Region, although there is a modal choice of
truck, water or air. The shipper, however, does hav only a single
rail carrier to deal with and a single integrated service for all
of his shipients. If the carrier is well-managed, it should be
able to concentrate traffic flows and provide the shipper with a
high level of service.

Rates and car supply would be almost totally at the discretion
of the carrier within the regulatory guidelines. With no com-
petitive pressures from other rai carriers, the carrier might be
slow to. innovate -with rates or equipment Rate breaks and
innovative equipment would be provided to the shipper only
when it was beneficial to the railroad.

In this case the shippe'r, if dissatisfied with rail service, has
only the options of switching to potentially higher cost modes,
decentralizing to avoid long-distance transportation altogether,
or going out of business entirely. These threats are" unlikely to
nove the carrier to innovate, since only the largest and most
profitable shippers can fully exercise these options while staying
in biusinesg. The shipper has recourse to the regulatory process,
but experience with regulatory agencies indicates that correc-
tipn:3 servi ,defciencies .and car, supply inadequceles would

be extremely jpw. ,adudisre. Regulatory bodies pan prq-
vent certain negative action more readily than theye n pro-
mote positive improvements to the shipper.

riers which are responsive to their specific (perhaps captive)
shippers by virtue of corporate pride, industry-wide trends in
productivity or innovation and sound financial condition.

This Is another way of saying that "competition In the large"
may well be a more important policy goal than retention of
multiple-carrier competitive service to specific shippers---"con-
petition In the small." Such a conclusion is particularly appro-
priate In an qra of large, geographically diverse organizations
with service patterns that are national in scope.

Because there has been a great deal of controversy about the
definition of competition, and In order to show different ways in
which competition could be provided, the Association has pre-
pared the following typology.

FIGURE 2

INDIRECT COMPETITION (LOCAL MONOPOLY)

- CITY A

Cl-~ C

RAILROAD X: ...........

RAILROAD Y:

Two or more carriers, relatively balanced)[l terms of revenues
and physical size, serve the Region but do not always serve
the same city-to-city markets. The shipper is physically located
on Railroad X and has no access to Railroad Y.

Indirect competition still gives the shipper no choice of rail
carrier within the Region, but it does provide some benefits
from rail-rail competition. As the carriers compete for on-line
Industrial location, price and equipment Innovation would be
used as inducements. Generalized competition in the Region
tends to make Individual carriers more responsive, more efficient,
better managed. To the extent that the carriers are well man-
aged, service-levels to shippers should be high, as Individual
carriers would be able to concentrate their flows.

There would be a tendency of one carrier to emulate the
Innovations of the other. For example, innovations by Railroad
Y can make the shipper's competitors from City A. more price-
competitive In City B by lowering their transportation costs.
Railroad X mist match or do better than this or it will lose
traffle when the shipper begins to ship less because of his
declining market share, relocates to maintain that share or
goes out of business.

In this case, the shipper's options are changing modes,
decentralizing, relocating on the competing railroad, or going
out of business. The threat of relocation Is particularly potent,
b}ecause tile'serving carrier knows ' that his competitor will
encourage that relocation. These are valid options bnoy-Tfr
larger and more stable lrms; smaller shippers benefit only
coincidentally from the linovations made by thecarriers.



FIGURE 3

REMOTE COMPETITION (SHORT HAUL)

CITY A

CITY B °

J• -..
CITY C

RAILROAD X: ..........

RAILROAD Y: ......

Two or more carriers serve the Region and are directly
competitive over certain parts of their route structure even
though they do not always serve the same city-to-city markets.

Here the shipper has a choice of rail carrier within the
Region. Even though physically located on Railroad X, the
shipper can use Railroad Y for that portion of the haul from
an intermediate junction (J) to destination. Railroad Y could
actively compete for this traffic by supplying the shipper with
cars in return for routing over its line. Railroad Y could not
compete on a price basis, however, as it must establish a
through rate with Railroad X. Since Railroad X is trying to
retain the traffic, it is unlikely to participate in such a rate.

The ability to use Railroad Y for part of the move gives
the shipper a direct revenue leverage over Railroad X, as the
railroad can be denied revenue generated between the junction
and City B. This leverage can be used to encourage Railroad X
to innovate in pricing, service and car supply in order to retain
the traffic.

There is a potential service cost to the shipper i n doing this,
as Railroad X still has control of the car over part of the move.
Although it is unlikely tfhat Railroad X would slow the service
between City C and the junction-because that service involves
shipments of other customers-it is possible ,that Railroad X
would delay giving the shipper's car to Railroad Y once it got
to the junction; this is the way a railroad can punish one of
Its shippers for "short-hauling" the railroad. Even if a delay
were not deliberate, the introduction of an additional switching
operation may itself cause a delay.

In this case the shipper's options include a choice of carrier.
The revenue leverage inherent in that choice gives the shipper
the ability to pit one carrier against another in his attempt to
derive competitive concessions.

FIGURE 4

LIMITED ACCESS COMPETITION (INTERMODAL)

CITY A

00
CITY B

RAILROADX: ...........

RAILROAD Y:

Two or more carriers serve the Region and generally serve
the same city-to-city markets. Within 'the cities, these carriers
serve only those shippers physically located on their respective
lines.

For carload traffic, Limited Access Competition presents the
same situation as did remote competition ; the shipper's access to
Railroad Y is still at the junction. For Intermodal (i.e., TOFC,
COFC) traffic, however, the shipper now has a local choice of
carrier. Depending on the susceptibility of his commodity to
intermodal handling, the shipper now has the option of using
Railroad X or Railroad Y for the entire haul. This increases
revenue leverage, the ability to exert more pressure on carriers
in both modes to innovate In -pricing, service and car supply.

Shipper leverage Is greater under this type of competition
than under remote competition, but carrier counter-leverage
remains the same. The carrier controls part of the carload move
as ft did in the previous case, but none of the intermodal move.
The shipper may suffer declining levels of service on remaining
carload traffic if he diverts too much traffic to Intermodal serv-
ice. Also, there may be an indirect service cost to be paid by all
shippers for the privilege of having two (or more) railroads
serving the same city. The total traffic flow from City C must be
divided among competing carriers, and these lower volumes
would mean less frequent dispatching of trains and fewer
through trains (i.e., nonstop from City C to City B). Conse-
quently, the overall level of service may decline.

Limited Access Competition facilitates the shipper's option
-to relocate because he now needs only to relocate across town to
gain direct access to Railroad Y for carload traffic. With a local
move, the shipper can keep the same labor force, raw material
supply and distance to market.
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FIGURE 5

OPEN ACCESS COMPETITION
(RECIPROCAL SWITCHING)

CITY A
I -

CITY B

RAILROAD X: ...........

RAILROAD Y: ---.."

'FIGURE 6

INDEPENDENT ACCESS COMPETITION
(NEUTRAL TERMINAL COMPANY)

CITY A

CITY B

CITY C

RAILROAD X: .......

RAILROAD Y:

RAILROAD T:

Two or more carriers serve the Region and generally serve
the same city-to-city markets. Within certain cities, all shippers
have access to either carrier through an arrangement known as
open (or reciprocal) switching. Under such an arrangement,
the shipper located on Railroad X could specify Railroad Y as
the originating railroad. Railroad Y would then deliver an empty
car to Railroad X, which would switch It to and from the shipper
and deliver the load back to Railroad Y for the line-haul move.
Railroad. X would perform these services for Railroad Y for a
specified charge per car.

.Under Open Access Competition, the shipper has a local choice
of- ompetitive carriers. This not only will provide the shipper
with increased revenue leverage but also will allow Railroad Y
to compete with -ailroad X on the basis of rates and service as
well as car supply. This increased leverage should improve the
response time of the carriers, as the potential effect on revenues
is significantly greater than in the cases considered previously.

The shipper may face a reduction in service associated with
fragmentation of the traffic flows and potential delays resulting
from the introduction of an additional interchange. The serving
carriers have an incentive to delay such movements, since they
face an almost total foss of revenue from that move. If the two
competing railroads are performing a relatively equal amount
of switching for each other, the fear of retaliation helps to pre-
vent these semi-intentional delays. But if one carrier s pre-
dominant and does not fear retaliation by the other, the switch-
ing delays are more likely to occur.

The shipper has the ability to short-haul his serving carrier
for the full length of a movement, giving him more leverage over
the carrier than would competition of the types described
previously.

Two or more -carriers serve the Region and generally serve
the same city-to-city markets. Within certain cities, all the
shippers are served by a neutral terminal (or switching) rail-
road (T) that has access to all the railroads serving that city
(X and Y). The shipper(s) physically located on Railroad T
could have that railroad switch cars to either Railroad X or
Railroad Y. Railroad T would then assess a switching charge
against the line-haul railroad which that carrier would absorb
as a cost.

The only significant difference between Open Access Com-
petition and Independent Access Competition lies in the neutral-
ity of the terminal railroad (T). Since it makes no difference to
Railroad T which line-haul railroad receives a car, the switching
of cars should be on an equal basis. The shipper is no longer-
subject to counter-measures by a competing carrier in the per-
formance of a switching move. Since the shipper's leverage can-
not be counter-attacked, the shipper bears much of the respon-
sibility for price, service and equipment innovations.

On the other hand, the shipper n6 longer has a singe-carrier
competitive option. He must deal with at least two carriers (the
terminal railroad plus at least one line-haul railroad) and sub-
ject the traflle to the delays usually encountered in multiple line
service.

The shipper has no more leverage than under reciprocal
switching, but does enjoy neutrality in getting cars to the line-
haul carriers competing for them.



FIGURE 7

MULTIPLE ACCESS COMPETITION
(JOINTLY SERVED INDUSTRY)

CITY A

6Th
-

CITY C

Two or more carriers serve the Region and generally serve the
same city-to-city markets. Within various cities, certain shippers
are directly served by more than one carrier. The shipper is
physically located on both Railroad X and Railroad Y and has
a c6nipetitive choice of carrier right at his loading dock.

Multiple Access Competition might provide a little more lever-
age over carriers than the two previous options. More Impor,
tant, the shipper has two single-carrier routing options, a sub-
stantial benefit. Multiple Access Competition provides shippers
with the maximum revenue leverage and choice of services
among competitive carriers.

There could be a price to pay, however. Since the shipper has
fragmented the traffic, each railroad will switch the shipper's
plant less often. This could result In a deterioration of the total
service level because each railroad would be less interested in
what now is less profitable traffic.

One shipper complained of the arrogance of a carrier
that assumed its traffic ,to be in bondage by reason of
plant locations. This carrier refused to discuss the pos-
sibility of a rate adjustment until the shipper had en-
tered into serious negotiations with a motor carrier. A
shipper noted that large firms frequently experience the
same kinds of pr6blems with railroad service that
smaller companies do, particularly where decentralized
facilities of major firmq include individual plants which

-account for small volumes of freight traffic. This would
seem to imply that location (a factor affecting rail oper-
ating costs) is more important than leverage.

The larger and more sophisticated shippers seem to
rely on splitting traffic between competing carriers in
order to obtain improved railroad performance. To split
their traffic, some shippers have elaborate "report card"
rating systems. Obviously large shippers are better
placed to engage in this practice than are small shippers.

The shippers agreed that traffic splitting was an ex-
tensive practice that could work both for and against
the shipper and the, railroad. Splitting could produce
better service and reward the carrier for improved
service; it also could make the railroads more respon-
sive to shipper interests. On the other hand, traffic
splitting can result in lower volume and thus higher
cost to both carriers, which makes each such carrier less
efficient..

Traffic splitting can be used to good effect because
larger shippers often feel that they know rail costs bet-
ter than the railroad carriers themselves. Large shippers
seem to want railroads to cover costs of all shipments
and make a fair return, but they also want favorable
rates for volume shipments. -

These shippers sought competition among railroads
and between other modes because it promotes good
performance in service, cost levels, technical and mar-

keting innovation and management. Rail-rail and inter-
modal competition was important to companies when
deciding on plant location and marketing strategies. The
shipper conference concluded, however, that effective
competition did not require door-to-door duplication
of competing facilities; if a railroad becomes indifferent
to service, these shippers contended, that railroad will
be punished by systematic short-hauling to other car-
riers. But once again, it is the large shipper that holds
this trump card.

Shippers are fearful of finding themselves with no
rail service if they should happen to be on the line
of a single rail carrier which fails. Thus, rail-rail com-
petition is sought actively by companies in making
plant location decisions or setting marketing strategies
and production decisions, because it ensures service
continuity as well as a routing option and rate leverage.
Users of rail transportation generally presume that
rail-rail competition is essential to them, and that the
burden of proof should fall on parties advocating less-
"ened competition rather than on those urging retention
of competition.

Intermodal Competition

Intermodal competition serves many of the classic
economic values achieved by intramodal (rail-rail)
competition. To the extent that rail-rail competition is
considered to be inadeqcpate in the Region or to the ex-
tent that it might be reduced by consolidation, inter-
modal competition must be relied upon to pick up the
slack.

Intermodal competition establishes an effective ceil-
ing on rail rates and a floor under rail service quality.
The marketability of railroad services is sharply con-
strained by intermodal competition, since no shipper

CITY B

RAILROAD X: ..........

RAILROAD Y:
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will pay a higher rate if comparable service is avail-
able elsewhere at the same or lower charge. Shippers
may be willing to pay more for better service, and truck-
ing companies can provide high quality service at cost,
competitive -with rail over. a wide range of commodi-
ties and distances. Barge lines transport bulk commodi-
ties between points on the inland waterway system at
rates substantially lower than railroads can charge.
Pipelines have captured nearly all of the -market in
long-distance transport of petroleum and petroleum
products anAdIthreaten to take away coal traffic if slurry
pipeline technology improves in the future. Mine-mouth
power generation already has made inroads into the
traditional rail business of coal transport. Great Lakes
shipping has lost traffic to other modes, but still car-
ries traffic which might have gone by rail. Table 3 shows
the change in shares of the transport market realized
by each of the major modes over the last half
century.

There are two conflicting viewpoints from which to
discuss intermodal competition. First is the broad p-el-
icy issue of whether intermodal competition is effectiv;e
in keeping transportation rates close to costs and en-
suring good service to shippers in the absence of suf-
ficient traffic density to warrant rail-rail competition.
The second viewpoint emphasizes the marketing and fi-
nancial outlook for railroad traffic and revenues; such
prospects are highly dependent on the effectiveness of
competition from other modes of transport.

Matters relating to intermodal competition are dis-
cussed ii several other places in this report, Chapter 1"
cites the rise of alternate modes and government assist-
ance to them as ofie of the causes of the decline of rail-

roads; Appendix H provides estimates of the amount
of such public assistance to other modes. Chapter I also
presents an overview of the prospects for the industry.
Chapter 7 introduces the possibility of substituted serv-
ice by truck as a means.of insuring transport service
to shippers in lieu of light-density rail service. This
theme is picked up in Chapter 10, "Availability of
Service by Alternate Modes," where the costs of sub-
stituting trucks for rail service by the bankrupt car-
riers throughout the Region are estimated. Chapter 10
also provides further description of the transport capa-
bilities of other modes. Chapter 9, "Marketing Rail
Freight Service," describes the difficulty of generating
rail freight revenues in view of the competition of other
modes, and offers analysis of the prospects for im-
proved service using more han one mode; Appendix
F describes coordinated intermodal se'rvice more exten-
sively. Chapter 9 and Chapter 14: incorporate traffic
and revenue forecasts prepared f6r USRA by Temple,
Barker and Sloane, Inc., as revised by the Associa-
tion's staff. These estimates include consideration of
expected changes in the freight modal mix.

Effects of Intermodal Competition on Railroad Rate Levels

Intermodal competition tends to result i lower
freight rates. One piece-of evidence is that, rail average
revenues per ton-mile (adjusted for inflation) are de-
clining, yet the railroads are not winning but losing
percentage shares of total traffic to other modes.

Motor carriers in particular have taken the more
attractive traffic from the railroads, leaving the rail-
roads *ith the so-caUed "railbound" commodities such
as coal, grain, fertilizer and other bulk commodities.

TABLE 3

MODAL SHARE OF INTERCITY FREIGHT TRAFFIC IN THE UNITED STATES
IN BILLIONS OF NETTON-MILES

INLAND WATER-
WAY SYSTEM

TON I %OF
MILES TOTAL

GREAT LAKES
TO'J
.ItLES

%OF
TOTAL

140

13.1

11.0

9.1

80

5A

5.

5.1

PiFEUNFES
-TON
MILES

2 2

222.7

2S1.0

431.0

443

4380

%OF
TOTAL

44

102

&I

103

123

17.3

205

223
22.9

23.1

22.3

TO:I
MILES

0012

0.10

051

.57

1.3

253

a3

35

47
4.2

" Includes both fc -hie and prvte carrie,

(P) - pMebn na'y figres

SOURCES: erlc4n Truckir.3 Assccfation. i.. rca Truckil Trerds - 1973
Azerican Waterway Oerators, Ie., 1n1e- Hatercoare cTerce-Statistfcs
Asscclatlm of American PI roads. Yearrcok o Palirad Fa---, £974 editiojn

a- Railroad Trro$ rtatfo, A Statistical Peaord 1921-1959, Washirgton.ECce-2er. I J "

Interstate Cc=Me Ce---Issfos. Intercity Ten-tiles 1937-1 59. Washfrgtcn.
A;rII 1551

Transl:rtatlen Asscsiatfa o At-erlca. Trarzortatfan Facts and Trends,
Tenth EdItfcn. ash tn. M2.ly 1973

MOTOR CARRIER*

TON 1 OF
ILES TOTAL

YEAR

1929

1939

1942

1947

1952

1957

1962

1967

1970

1971

1972

1973 IP)

RAILROADM

rON '%OF
ILES TOTAL

54.8 74.9

33. 62.4

45.4 69-5

64.5 65.3

23.4 54.5

26.2 48.9

00 43.8

31.2 41.4

71.0 39.8

46 3.2

84.3 37.8

60.0 38.7

AIR CARGO
% OF

TOTAL

REAL G'4P

IL ILLIO",S

TOTAL

C07.4

543.5

92n.0

1.7

1,148.3

1,2 .

2.07=
220.2
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Rails have lowered rates on even these commodities in
an effort to prevent further erosion. As a result, total
tonnage originated has been at a fairly constant level

%ovel the post-war period, but constant dollar average
revenue per ton-mile has declinedk These relationships
are shown in Figure 8. To re dmphasize, declining aver-
age revenue per ton-mile is due both to changes in the
mix of rail traffic and to decreases in rates on many
bulk comniodities kept by rail. 4

.5

'.4

19

More recent evidence of the influence of competition
.in holding down the level of rates was made available to
a USRA consultant by the U.S. Army Corps of Engi-
neers, which is conducting an analysis of the extent to
which waterway operations in the Squthwest have
served to hold down rail rate levels. Table 4 shows rail
rates for selected iron and steel commodities in 1972 be-
fore and after the opening of waterway service com-
petitive with railroads. Average reductions in the range
of 15 to 20 percent were the rule.

Cost Advantages: Different Modes and MarketsFIGURE 8

Railroads function in the middle 6f a spectrum of
'U. S. CLASS I RAIL CARRIERS transport costs. The lower end of the spectrum is in-

TRENDS OF ORIGINATED-TONNAGE, habited by pipelines and waterway carriers. These
MARKET SHARE AND REVENUE PER TON-MILE modes are capable of accommodating shippers with

IN CONSTANT DOLLARS* cost structures'lower than-the rails and with different,
1945-1973 generally slower, service characteristics due to limited

route structure and commodity capability. At the higher
ORIGINATED end of the spectrum is the motor carrier: trucks gener-
T Gally charge rates higher than rail rates but offer faster

RvENUE PER point-to-point speeds, smaller loadings, some improve-
TON-MILE* ment in shipment loss and damage and route flexibility.

Alexander Morton has shown that major portions of
present rail traffic are susceptible to diversion by motor

MARKET carriers. Trucks are especially strong competitors for
SHARE manufactures. Morton concluded that competition be-

tween the modes exists across a broad front of traffic.
I I Either mode can divert substantial amounts of manu-

45 1950 1955 1960 1965 1970 1973 facturing traffic from the other.0

YEAR 6 Alexander L. Morton, "Intermodal Competition for the Interelty*DEFLATED WITH THE 1967 WHOLESALE PRICE INDEX Transport of Manufactures" in Land Economics. Vol. XLVIII, No. 4

SOURCE; AAR, FACTS AND FIGURES; TAA (Nov., 1972).

TRANSPORTATION FACTS AND TRENDS.

Economist Ann Friedlaender offers another piece of
evidence on the efficacy of intermodal competition. In
The Dilemma of Freight Transport Regulation, Fried-
laender gives examples from congressional testimony in
which rail rates were 55 percent lower in the presence of
water competition for numerous commodity classes than
would be experienced in the absence of compptition.
These data are more than 10 yearsr old, but the point
remains valid. One extreme example involved aluminum
billets from Riverdale, Iowa to points in Arkansas (rail
only) and Texas (rail and water). Although the Texas
destination was 91 percent farther than the Arkansas
destination, the water-competitive rail rate was only 40
percent as large as the noncompetitive destination rate.

'Between 1953 and 1966 rail average revenue per ton mile decreaRed
in absolute.terms (current dollars). Since 1966, the rate level has in-
creased gradually in current dollars but is hardly changed in constant
dollars. or example, the 1973 average was 29 percent above the, level
prevailing in 1966. Even more striking, the 1973 average *as' only
1-p r~ nbovF the ip~p lev' '*''.'- 'T

Ann P. Frledlaner, Phe Dilemma of Freight Tfan8pTr! Reglatfe
(The Brookings Instlttlon, 1660'J."l.. . .

FULL DISTRIBUTION COSTS

Although rail transportation ofters cost advantagdo
for intermediate and long hauls, it has fallen short in
service and reliability. Shippers have become more so-
phisticated with respect to understanding total produc-
tion and distribution costs and as a result are willing to
pay higher transport costs of motor carriers in order to
achieve overall inventory or flnal distribution econo-
mies. it addition to these internal production cost
relationships are the broader effects of changing raw
material sources, marketing patterns and consumer
demand. Many shippers already have designed their
distribution systems so that higher-value, time-sensitive
goods will move by truck, while a base volume of lower-
value goods continues to move by rail. Accordingly, any
programs or projects which could improve rail service
and reliability will make rail service inereaingly at-
tractive to shippers.'
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TABLE 4.-Selected railroad rate reductions resulting from new watcrwcay competition

Rate In centribundredwefght

Co:x.modity Origin.destinatlon Reduction
Before After in Percent

competition competition

Iro n vdds. ...... -..... -Birmingham, Ala.-Fort Smith, Ark. .............. .0 72 20.0
Steelebars-,, ------------------------- Minneqta, Colo.-Tulsa, Okla ............. 95 76 .20.0
Steel plate a .......................... Elk GroveVillage, IIL.-Ycksonvflle, Ark ................................... 97 77 2. 6
Steel sheets. ..... ----------- --- Allenport, Pa.-Tulsa, Okla........ 143 121 15.4
Rough iron castings Wheeling, W. Va.-Tulsa, Okl .... .......................... 1................. M 5 17.3
Coiled sheet steel- --------------------- Chicago, nLFort Smith, Arrk ----------------------------------------------- 105 85 19.0
Steel plate a te------------------------- Wheeling, W. Va.-Lltle Rock, Ark .................................... 5...... 2Z 103 17.6
Rot rolled sheets --------------------- Youngstown, Ohlo-Tulsa, Okla ---------------------------------------------- 141 us 16.3
Coiled sheet steel- ------------------- Pittsburgh, Pa.-Tulsa, Okla ............................................... 143 11 15.4
Steel sheets ........................ C1veland, Ohio-Tulsa, Okla ..... : ........................................ 13 110 17.3
Coiled sheet steel ................... Vicksburg, Miss.-Tuls, 0kla ................................................ 82 67 1.3
Steel shapes, unfinished ............ Lone Star, Tex.-North TAttle Rock, Ark .............................-- 43 40 16.7
Steel sheets_.__--..................... Shreveport, Ls.-Ittle Rock, Ark . . ..................................... 40 37 19.6
Coiled sheetsteel ........... . Dallas, Tey.-Fort Smith, Ark ............................. 57 45 21.1
Steel plate-----: ------------ .... New Orleans, Ln.-Fort Smith, Ark ................... 1 ................ 91 74 1.7
Steel beams ...................... Birmingham, Ala.-Llttle Rock, Ark ....................................... 67 60 10.4
Steel beams ....................- irmingham, Ala.-Fort Smith, Ark.............. ....... . 90 70 15.6
Steel angles. ................ Minnequa, Colo.-Muskogee, Okla................ . .. .... 10. 03 17.0
Steel beams ......................- . Kansas City, Mo.-Fort Smith, Ark ........................ .. 5 50 13.8
Steelplate... Crescentville, Pa.-Tum, Okla .............................................. 181 152 16.0
Steel rods --------------------.. .------ Tulsa, Okla.-Chicago, Ill. ................................................... 105 101 3.8
Coiled steel sheet.. ..... ._.. ........ Milwaukee, WLs.-LttIo Rock, Ark .......... ............ 105 89 15.2
Coiled steel sheet .................... Pittsburgh, Pa.-Fort Smith, Ark.. ..........................-................ 141 121 14.2
Steel bars ............................ Atlant, Ga.-Tuls, Okla ................................................... 123 103 16.3
Steel rebar .......................... Sand Springs, Okla.-New Orleans. La ................................ C3 61 10.3
Steel shapes. -- ----- Chicago, IIL-Tulsa, Okla-.......................------. - 165 70 E6.7

NOE.--Selected commodities are a representative sample of many ralroa com-
modities susceptible to Intennodal competition from barge lines.

Morton's study found motor common carrier rates
averaged only 18 percent more than rail rates on ship-
-ients of manufactures of-equal weight and length of
haul; such shipments accounted for 30-35 percent of
highway ton-miles. The study concluded that about 40
percent of manufacturing tonnage is subject to effective
intermodal competition between regulated motor car-
riers and railroads, and that is a lower bound.

A study by the Association of American Railroads
(AAR) compared truck costs with a sample of rail rates
for certain commodity groups. On canned goods moving
between 1,100 and 1,500 miles, the rail-rates were 2.6 to
2.1 cents per ton-mile compared to a private truck cost
of 2.4 cents per ton-mile with a 25 percent empty back-
haul.7 On steel moving distances of 900 to 1,050 miles,
rail rates were 2.8 to 3.1.cents per ton-mile. This com-
pares with the cost of an "owfer/operator" truck of 2.3
cents with a 25 percent empty backhaul and 3.2 cents
with a 75 percent empty backhaul. In all cases, the mo-
tor carrier costs would have been still lower.if they had

,been computed at the 80,000 pound minimum weight
limit recently authorized by Congress.

Competitive Advantages and Alternate Modes

This section describes various characteristics of the
three modes most competitive with rail: trucking, water

7Assoclation of American- Railroads, SeIecte,, ,tpff Bturdfes Group
memoranda. Rail rates can be' ompared with private truck costs because
shippers large enough to operate private truck Aeets will expbrience this
level of transport expense, whether provided internally by truck or pur-
chased from rail carriers.

Source: Sample =ad* nvailable to USRA conmulant Siat, nelliesn& Efcherin
workshcct fom by U.S. Anmy, Crp of EngsinsSouthwestefn Division, DaLas

transport and pipelines. Further discussion of these
characteristics appears in Chapter 10. Table 5 displays
modal market shares for 14 key commodities. This Est
excludes pipelines, which specialize and predominate in
transport of petroleum and natural gas products.

Tnicking
Operating Characteristics.-Motor carriers can be

classified on many bases, among them the three operat-
ing characteristics-size, service area and service type.
Their size can range from the individual owner/op-
erator to the large well-kmown interstate common car-
riers. Their service area can range from a single small
municipalitq to all of the United States. The type of
service can range from special commodity haulers, such
as cement or steel carriers, to common carriers of gen-
eral commodities.

Regulatio.--The motor carrier industry can be di-
vided further on the basis of economic regulation-
exempt, contract and common carriage. Carriage ex-
empt from ICC regulation accounts for up to 60 per-
cent of the ton-miles moving in interstate commerce.
Exempt carriers are not constrained by rate or other
economic regulation when carrying raw agricultural
commodities, livestock, fish, newspapers, goods moving
to and from agricultural-cooperatives and certain other
miscellaneous cargoes, or when operating within a single

.locality.
Private and contract carriage also do not fall under

ICC regulation. Private carriage, another category of

119 "
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TABLE 5.-Domestic intercity freight tonnage

1970 Modal market share (percent)

Private
Rail- and Water
roads for-hire

trucking

Agriculture ------------------- 34. 8 56. 6 8.3
Iron ore --------------------- 52.6 7.3 39. 9
Coal ......... - ---...... .....- - 78.0 9.1 12.9
Food and drugs --------------- 33. 4 62. 8 3. 6
Textiles ----------------------- 6. 7 92.4 . 1
Lumber-------------------- 46.9 18.5 34.5
Paper products ---------------- 56. 6 39. 1 4.1
Chemicals ------------------ 43. 1 44. 0 12. 7
Stone, clay, glass -------------- 36. 0 62. 3 1.
Iron and steel ----------------- 36. 6 53. 1 10.1
Nonferrous metals ---------- 45. 2 49. 3 5. 3
Fabricated metals products ----- 22. 9 75. 8 . 8
Motor vehicles ............ 32.5 65.6 1.6
Scrap ------------------------ 82. 6 5. 5 12. 0

Source: Trasportation Projections 1970-80, U.S. Department of Transportation,
luly 1971.

exempt motor carriage, involves the operation of a truck
fleet by firms for the movement of their own raw mate-
rials and products. Contract carriers operate under con-
tract to one or more persons or firms to supply the ex-
clusive use of vehicles or services to meet the purchaser's
particular needs. They fulfill iany of the same func-
tions and often replace private carriage. In 1970 almost
half of all intercity freight ton-miles moved by non-
regulated for-hire carriers or by private carriers trans-
porting their own goods. Of a total U.S. truck fleet of 21
million vehicles in 1972, the combination tractor-trailer
units were the most competitive with railroads. There
are about one million of these units, approximately 4.7
percent of all trucks, and more than half are in private
fleets.

Common carriers engaged in interstate, or foreign
commerce are required to 'serve all shippers, under rules
and regulations set by the Interstate Commeice Com-
mission. The ICC grants operating rights to common
carriers which may specify the routes, terminals and
commodities allowed to each carrier. The regulated seg-
ment of the industry handled less than a third of the
ton-miles of intercity truck transpdrt in 1970.

Exempt and irregular-route common contract car-
riers typically haul full truckload traffic while regular-
route common 'carriers usually handle less than
truckload (LTL) traffic as well. The nonregulated and
private carriers provide the strongest competition for
the railroads.

There are approximately 25,000 owner-operators of
trucks which haul both exempt and regulated commod-
ities. Nearly half these operators achieve 125,000 miles
per power unit per year, compared with regulated car-
riers which average approximately 65;000 -miles per

year. Owner-operators maintaining no terminals, carry-
ing no insurance and avoiding other services, have costs
generally below those of large motor carrier companies.

Use of Public Highways.-New and improved high-
ways prdvide shorter, faster routes between significant
market areas, contributing to better equipment use and'
lower direct operating costs. Urban feeder highways
are being improved along with the Interstate Highway
program. These urban feeder changes will hold down
truckers' pick up and delivery costs even more. In addi-
tion, dedicated rights of way for trucks and buses are
a distinct possibility in the future.

The cost to the rail industry for the maintenance of
its right of way and the interest charges it carries to
own and upgrade that right of way have more than
doubled over the last two decades and may double again
within the next decade. If rail traffic volume cannot be
increased sharply, rail unit costs will continue to rise
rapidly, and the rail industry will become even less com-
petitive for traffic which can be accommodated by
trucks.

Technical Improvements.-The rail industry 'will be
affected competitively by other changes in motor car-
rier efficiency. Technical improvements in truck engine
performance, streamlining and the use of radial tires
will result in lower motor carrier operating costs. But
most important, potential legal changes which would
permit higher operating weights would reduce truck
costs and weaken the competitive position of the rail
industry wherever both modes can handle the same
products.
Water Carviers

The second major mode which competes with the
railways is the water carrier, which moves approxi-
mately 80 percent of its tonnage through mid-America
and along the Gulf intercoastal system. Federal funds
have been spent for the direct benefit of the inland
waterway system, including several billion dollars since
the turn of the century. Locks and dams were built,
sharp river bends minimized and channels dredged. In
addition, major improvements, expected to cost several
billion dollars, are currently under way within the
Region.

Technological improvements such as improved hull
designs, more powerful towboats and better naviga-
tional aids also are taking place. Operators are experi-
menting with 30 barge tows on the upper Mississippi
system. On the Great Lakes system, bigger ships are
being introduced, and the navigation season is being
extended. There are reasonable prospects that year-
round operation will be possible in the future.

Barge lines and railroads compete primarily on the
basis of price. Given expected improvements in lock size
and channel depth as a result of direct federal expendi-'



tures and the expected growth of tow sizes, water car-
rier costs may be reduced by up to 25 percent.. Due in
part to this form of federal support, it is significantly
less costly to ship by water if shipments are in very
large "volumes-and between points on or very close to
the waterways. -

Diversion' of freight from rail to water is a response
to changes 'in rates, 'and the potential for greater di-
version has required lower water-competitive rates to
retain certain rail movements., The financial condition
of rail carriers in the Region, therefore, is affected by
the generally row level of their own water-competitive
rates and further competitive pressures seem certain.

Furthermore, declining barge transportation costs
induce industry to relocate along the waterways and
away from railroads. This has been particularly true of
large'Inanufacturing plants such as chemical and sugar
refineries which are bulk shippers well served by water
carriers.

The pipeline mode, ideally suited to moving large
volumes of liquid or gas, has exhibited rapid growth.
Today thereare 220,000 miles of oil pipelines and 250,-

'000 miles of gas pipelines in the United States.
Altoiigh there are no slurry pipelines at present

within the Region, interest has been shown in trans-
,porting solids, particularly coal, by this mode. Large
deposits of coal, combined with adequate water supply
suggests that this mode may increase in importance
as a competitive force. Pipeline advantages are minimal
environmental impact, reduced energy requirementS,
low unit operating expenses and high reliability.

Regulation

Many economists and others believe ICC regulation
has inhibited the-railroads from adjusting their rates to
reflect cost or -service advantages and thus hindered
their ability to compete effectively with the other modes
of .transportation. Recent proposed legislation would
allow railroads to lower their rates so long as variable
costs are covered. In years past, the ICC has at times
protected water and motor carriers through "umbrella"

rate making and has refused to allow railroads to take
advantage of lower variable unit costs by reducing
rates, even when long term variable costs indicated
that rail was the more efficient mode.
.As mentioned above, common carriers operate under

a mandate to maintain preper standards of service
(price, quality, frequency, etc,) while the franchises
"(i.e., restrictions on further entry) are supposed to help
assure adequate profits and industry stability. Regula-
tion, affecting as it does -price and service competition
.between railroads andLothern, mpdes of transportation,

SFreight Tranportato" .Future Mfodal Competitivencas, a study
performed for USRA by Reeble'Associates.
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often is thought to thwart realization of the broad goals
of common carriage--thus continuing misallocation of
transport resources.

The ICC's early disinclination to approve railroad
rate cutting efforts aimed at winning traffic back from
the trucks has contributed to the present financial plight
of the railroads, It then was believed that the trucks
probably would match the railroads' rate reductions
and continue to compete with the rails at the reduced
rate levels by cutting back services or forcing rate in-
creases to smaller shippers and areas of lesser traffic
volume. If the trucks successfully lowered their rates
to meet rail rate reductions, the rails would have lost
revenue on this competitive traffic, and might try to
compensate by increasing rates on routes not subject to
competition. "As a result, the Commission often found
such proposed rate changes, either truck or rail, to be
destructively competitive and in violation of national
Tolicy. o) 01

Common carriage has declined during the post-war
years, led by the decline in railroads-the principal
totally regulated surface mode10 At the same time, the
combination of advantages inherent in trucking and
frequently restrictive conditions on motor common car-
riers (routes, commodities and backhaul operations) has
contributed to the rapid growth of private, contract and
exempt motor carriage markets. As a result, the regul-
lated motor carrier share of the trucking market has de-
clined relative to private and contract truckers and
motor carriage of exempt commodities.

Moreover, regulationhas tended to aggravate the mis-
allocation of transportation resources. Exempt and pri-
vate truckers are free from economic regulation, but
they are not allowed to carry payloads of regulated com-
mbdities when returning from their destinations. Com-
mon carriers may be hampered by restrictions limiting
what they can handle and similarly may experience
empty back~lauls. These factors have increased highway
congestion and energy use.

Conclusion

There is a delicate balance between the perceived cost
of transport service provided by rail and by competi-
tive modes. This balance shifts with the type of com-
modities transported, length of haul and the climate
created by public policy. Intermodal competition is an
adequate substitute for rail-rail competition in many
markets. As transport technologies and public policies
change, the number and character of mar]kets competi-
tive between rail carriers and other modes also changes.
In general the trucking mode is becoming competitive

911obert A. Nelson and William R. Grelner. "The Relevance of the
Common Carrier Under Modern Economic Conditions," In Transporta-
Von Economfca (National Bureaum ofEconomic Research, 19G5)f, P. 369.

"The ASTRO Report noted that 'an estimaled 75 percent of today's
rail tralic could move without 'euch regulation on at least one other
mode."
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with rail for more and more types ot shipments. If
this trend continues, there will be less need for rail-rail
competition as a guarantor against monopolistic abuses
because trucking alternatives will be readily available.
Increasing intermodal competition also hurts railroads'
financial condition, leaving the rail industry less able
to suggest multiple carrier service between any two
market areas, at the same time that the need for rail-rail
competition has diminished.

Intermodal competition may not be capable of pro-
ducing some of the benefits associated with rail-rail
competition, as discussed in the first section of this
chapter. Those benefits probably can be derived from
indirect rail-rail competition, however, as well as from
direct competition. If that is the case, as it probably is,
the steadily advancing efficacy of intermodal competi-
tion will reduce the benefits of having multiple rail-

roads exist in the same markets. These developments
will strengthen the -tentative conclusion that indirect
rail-rail competition fulfills the Act's competitive man-
date in most markets.

Much of the high rated traffic, the "cream" that the
trucks and the rails have squabbled about,; has been
skimmed from the common carrier system altogether.
The ICC must attempt to balance the competing inter-
ests of various regulated modes while recognizing the
increasing competitive pressure from unregulated car-
riage, an effort which offers no hope for an easy
solution. If such a balance cannot be' achieved, with
respect to both market access and rate levels, the ulti-
mate responsibility for supporting the common carrier
system will shift from the private consumer to the pub-
lic taxpayer, and control of that system will shift from

- private enterprise to government.
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9
Marketing Rail Freight Service

Over the last 50 years, the competitive posture of the railroad industry

has been declining, pdrticularly in the Northeast and Midwest Region.

ConRail, as a future participant in this market, must be able to reclaim

lost revenues if it hopes to achieve financial self-sufficiency. The long-

term growth prospects for the rail industry look moderately favorable. It

is essential, however, for ConRail to build on its strengths, develop new

markets and prepare to compete with alternative modes.

This chapter analyzes the existing and projected transportation

market for the Region to be served by ConRail and details opportu-

nities for service improvement and revenue expansion.

The Association believps significant gains can be made in both the

long and short term by adopting an aggressive and reasoned rail marketing

strategy. Such a program is crucial to ConRaiTs future. This chapter

discusses those strategies, including particular reference to improved

intermodal coordination of servces-a topic presented in detail in

Appendix F.
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The goal of all private corporations is to earn a profit
sufficient to replace the assets consumed in production
and expand the business in response to new mirket
demands. Revenue generation, of course, is a key com-
ponent of profitability. The Association, after a thor-
ough review of the Northeast transportation market,
has concluded that significant opportunities are avail-
able for improving the freight revenue of the -six car-
riers who are potential members of ConRail.1 Freight
revenue of $2,353 million in 1985 is forecasted for these
six roads. This is an increase of $454 million or 24 per-
cent over 1973. During this same period tonnage is ex-
pected to increase from 352.2 to 416.79 million tons, an
increase of 18 percent. This results in an annual growth
rate of 1.41 percent.

The revenue growth projected for these carriers is
not constant between 1973 and 1985. Revenue in 1975
and 1976 is expected to be 4.3 percent and 1.8 percent
lower than 1973 because of the present downturn in
the economy and the expected slow recovery.,

The long-term growth predicted by the Association
reflects a belief that the upward trend in rail'revenue
and tonnage which began in 1972 can be maintained
through the 19801s. Between 1955 and 1971 Eastern
District rail-originated tonnage with some exceptions,
evidenced a fairly steady diecline. In 1972, this trend was
reversed and tonnage began'& slow upward climb. Ex-
cepting major fluctuations in the economy, the Associa-
tion believes this upward trend will continue in the
future for several reasons:

* Normal economic growth of the Region.
" Aggressive marketing programs.
" Improved service.
" Projected price adjustment.
* Diversion of traffic to more profitable routes.

The longterm economic growth of the Region, partic-
ularly for rail-oriented commodities, is encouraging. Be-
cause of the current energy shortage and the proposed
relaxation of air pollution regulations, national pro-
duction of coal is predicted to increase 33.1 percent be-
tweer 1973 and-1980 and 31 percent between 1980 and
1985 whereas over the previous eight years coal produc-
tion only increased 7.4 percent. Coal accounts for over
50 percent of the expected growth in ConRail tonnage.

The tonnage increase in commodities other than coal
will have a compound annual growth rate of .99 percent.
This compares with an annual growth rate of approxi-.
mately .85 percent for the previous five years. The
major components of the increase are primary metals,
automobiles, chemicals, paper products, food and
TOFO traffic.

'The Erie-Lackawanna has not been included in this forecast. All'
revenue figures are in constant 1973 dollars. Tonnage figures contain
some "double counts" of traffic moving between the six railroads.

The Association has made a thorough review of the
marketing programs of the six carriers. This review in-
dicates that vigorous application of the present rail
marketing strategies can sustain the projected traffic
growth. These strategies include the increased use of
unit and mini-trains, the expansion of bulk distribution
facilities such as Penn Central's "Flexi-flo" terminals
and the continued development of piggyback traffic.
Application of these strategies along with the service
improvements made possible by the rehabilitation pro-
gram discussed in Chapter 6 will be significant factors
in traffic development.

Revenue growth will also be improved through the
$64.4 million in short-term rate increases that the Asso-
ciation has recommended. These increases are necessary
to bring non-compensatory traffic up to a "break-even"
basis. For the longer term, a thorough review of the
rail price system to put it on a more realistic cost and
competitive foundation will undoubtedly improve
future profitability.

Additional revenue will also be generated through
the diversion of traffic to the most profitable long-haul
routes. For the Three Carrier System structure recom-
m-ended in the report, it is estimated that ConRail will
gain an additional $32.8 million annually from diver-
sion of traffic to the higher revenue routes.

In sum, the forecasted increases in revenue and ton-
nage can be achieved if the major strengths of the rail-
road are fully exploited, primarily its ability to provide
low cost transportation over intermediate and long dis-
tances. The railroads have been particularly successful
in exploiting this strength for the movement of
bulk materials, such as coal, grain, iron ore, sand and
gravel, pulp and paper products and lumber. The fact
that railroads have over 56 percent of the market for
motor vehicles and parts indicates that they can also
compete effectively for time-sensitive commodities when
they move in large volumes. The ConRail carriers must
compete vigorously only in those markets where they
have a price-service advantage.

The Regional Transportation Market

The Midwest and Northeast Region occupies little
more than one-seventh of the continental United States
but accounted for over half of U.S. economic activity in
1970. This is due to the Region's high degree of special-
ization, Imanufacturing and the availability of a full
range of. services. In support of this activity, about 4.95

-billion tons of freight movements originated in the Re-
gion, representing 44 percent of total domestic freight
in the United States. Freight tonnage terminating in
the Region is slightly higher because of the character of
the Region's primary economic activity-transforming
raw materials and farm or mining products into proc-
essed goods to be sent throughout the nation and the
world.
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Table 1 summarizes 1973 traffic data for the rail-
roads which are candidates for reorganization under the
Regional Rail Reorganization Act of 1973. (The Erie
Lackawanna has not been included.) These carriers
handled 6.9 million cars with over 350 million tons in
1973. This traffic produced freight revenues of 'approxi-
mately $2 billion. Coal is the dominant commodity, ac-
counting for 27 percent of the tonnage and 12 percent
of the revenue. The other major commodities are trans-
portation equipment (12.8 percent of revenue), food
(10.5 percent), primary metal products (9.1 percent)
and chemicals (8.0 percent).

The Penn CentraZ T'ransportatgon Conpany is by far
the largest potential member of the ConRail System, ac-
counting for more than 90 percent of the revenue and
tonnage. The Penn Central serves over 100,000 separate
customers. However, the largest 125 firms furnish ap-
proximately 60 percent of its freight revenue. During
1973, the Penn Central had 291 customer accounts with
gross freight revenues exceeding .$1 million annually.
Thus, although the Penn Central serves an extremely
large number of industries, a very small percentage of
these firms generate the majority of Penn Central's
revenue.

Penn Central is one of the largest coal-originatingrail
carriers in the United States. Coal accounts for approxi-
mately 29 percent of PC tonnage and 12 percent of its
revenue. In 1973, 38 electric utility plants depended on
delivery by Penn Central for a portion of their coal sup-
ply and- 21 of these plants were served solely by the
Penn Central. The next two largest commodities in its
traffic base are metals (including scrap), -which are 11
percent of both tonnage and revenues, and ores, which
ar nine percent of tonnage and four percent of revenue.
Automobiles and auto parts are also very significant in
the Penn Central traffic mix since they constitute 17 per-
cent of revenues. Penn Central serves 20.of the 51 auto-
mobile assembly plants in the United States.

Only one-third of Penn Central's traffic originates
and terminates on-line; almost two-thirds is interline
with 35 percent originating and 23 percent terminating
oil another carrier. Ten percent both originates and
terminates on other carriers (bridge traffic).

The Reading Company serves a much smaller terri-
tory than the Penn Central. Approximately 65 percent
of its traffic is received from connections. Reading's on-
line traffic base is derived from the steel industry. Two
steel mUlls provided 22 percent of carloads handled and

. T~wz Z--1973 annual commodity statistios of the potential ConRail members

Commodity

Farm products r o dc t s ------------------------------------.-----------
Forest products ----------------------------------------------- -------
Fresh fish and other marine-products- ............................
M etallic oresr e ...................................................-- -
Coal . - -------------- -----------------------------
Crude petroleum, natural gas, and gasollne- .........................
Nonmetallic minerals ------------------------------------...........
Ordnance and accessories ---- -- ................. ----..... .......
F o o d oo.. ........-.. . x ---------------- --- --------- --
Tobacco products.

B asc e x u es ------ ---------------- ------
Finished textile products --- d uc-------- -_-............................
Lumber and wood (exceptfurniture) --t-----rnit------ re----..........
Furniture and fixtures --------------------...........................
Pulp, paper .......----.................. --.............. .............
Printed m atter -------- I ----------------------------------------------
C hem icals ... ... ..-------------- ...... ...... ...... ...... ...---

Petro and coal products ------------........................--------
Rubber and miscellaneous plastics products d.......---. ts............
Leather ------ ------- .....................................- .
Stone, clay, glass l a ss.................................---------------
Prim ary m etal products o d u c ts----------------------------- ..........
Fabricated metal (excluding machinery, transportation) --------------
Machinery (excluding electrical) tric al....................--------- z.
E lectrical m ach in ery ----------------------------------------- ........

Transportation equipment ------------ r ------------------------------
Instruments, watches, cloks ---------------------------------------
Miscellaneous products of manufacturing -------------.------------
Waste and scrap materials --------------- - ---------------------------
Miscellaneous freight shipments -----------------------------------
Empty containers -------------------.-------------------------------
Freight forwarder traffic ----------------------------------------------
Shipper association traffic ------------- --------------------------------
Miscellaneous mixed shiuments ---------------------------------------

30
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81,93
W3. vv
2010

3.2

-0

5-9
17.4
-0
3.9

-0
9.1

-0
.3
.1

3.3
1.4
7.8
2.0
&3
3.5
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required to file this report with the 1CC.
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132,74305
319, 0 6

39,013.634
233,491,544

792,206
7,24%513

3,723,0

24.569.6M9
35,214,243

62,49,195
W,210

4-3
.1n
.01

4.6
12.2

.01
2.8
.15

10.5
.12
.29
.14.

3.3
.83
.1
.11

S.0
3.3
.0.2

L£1
9.1
2.0

.95
2.0

12.8
.04
.36

4-.2
.19
.16
L2
L 9
3.1
.04

Small packaged freight shipments ------------------------------------

TotaL --- ----------------------------------
I, 99,5.441I

---------------------------------------------------

I
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three of the company's top 10 customers are steel pro-
ducers. 'In addition to steel, Reading's principal com-
modities are coal, ore and chemicals. Together, these
commodities represent 60 peycent.of tonnage and 50 per-
cent of total revenue.

The Lehigh Valley is a longer-haul mainline carrier
connecting two major markets-metropolitaa New
York/New Jersey and the Buffalo/Niagara Falls area.
Seventy-five percent of the LV's traffic is interline. Its
major on-line sources include anthracite coal mines,
limestone quarries, steel mills, cement producers, some
food plants and one large volume paper manufacturer.
In tonnage, the primary commodities are coal, ore,
metals, paper and food. Combined, they constitute 60
percent of total tonnage and 55 percent of total revenue.

The Central Railroad of New Jersey is essentially a
terminal carrier with a traffic base that is highly de-
pendent upon its rail and waterconnections. The most
important traffic-generating sources are sand from
southern New Jersey, used for both construction and in-
dustrial purposes, and rock from northern New Jersey.
Its principal assets are the large population centers it
serves, the major port facility located at Port'Newark,
and the highly developed chemical industry located in
north central New Jersey. Major commodities trans-
ported by this carrier are sand, gravel and chemicals
which combined account for 40 percent of its revenue.

Freight, Revenue Forecast
A revenue and tonnage forecast is an essential ele-

ment in railroad planning and budgeting. It is also the
basis upon which profitable operating and marketing
strategies are designed., Any forecast is'also, of course,
the best estimate at a particular time of what will hap-
pen in the future. At the time this forecast was prepared
the economy was undergoing constant and dramatic
change. Recently automobile and steel production haye
fallen sharply and housing starts are below normal. The

energy crisis and inflation continue to be problems and
the public policy towards these areas is not yet clear.
Because of these factors, the forecast discussed below
should be viewed as preliminary. It will be modified
as changes in the economy become more evident and
public policy becomes more clearly defined.

Tables 2 and 3 contain the revenue and tonnage fore-
cast for the six ConRail carriers for 1976 to 1985. The
revenue is shovn in constant 1973 dollars. The most
important conclusions of this forecast are:

* Freight tonnage is expected to increase from 352.2
million tons in 1973 to 416.8 million tons in 1985, an
increase of 18 percent. The compound annual growth
rate is 1.41 percent.

* Coal tonnage accounts for over 50 percent of the
growth.

9 Commodities other than coal will have a compound
annual growth rate of .99 percent. This compares with
an annual growth rate of .85 percent for the previous
five years.

* Freight revenue (in inillions of 1973 dollars) is ex-
pected to increase from'$1,893 in 1973 to $2,353 in 1985,
an increase of 24 percent.

* Trailer-on-flat car (TOFC) revenue is expected to'
increase $126 million from 1973 to 1985; coal revenue is
expected to increase $88 million in this period.

* Tonnage growth accounts for $339.6 million of the
additional revenue. Rate increases provide $64.4 million
and traffic diversion accounts for $50 million. (This
assumes all six carriers are combined into one company.)

The forecast shown in Tables 2 and 3 is a modification
of a forecast prepared for the Association by Temple,
Barker & Sloane 2 (TBS). TBS projected national pro-
duction for 13 major commodity groups and TOFC

2 Temple, Barker & Sloane, Forecast of 2,rafflo and Rovenues 1974-
1980 and 1985, Oct., 1974, USRA Contract No, 50000.

TABLE 2.-USRA forecast of ConRail revenue 1973-85 ,(millions of 1973 do~lars)

1973
STCC and commodities actual' 1974 1975 1976 1977 1978 1979 1980 1981 1982 1983 19 19W

01 Farm products ---- ......... 80.68 76.77 70.59 75.65 86.41 90.22 92.02 93.76 05.04 00.39 97.60 03.81 09. 510 Metallic ores -------------------- 86.39 82.93 81.23 81.76 88.44 89.26 89.53 89.53 89. 53 89, 13 89.35 89.28 20II Coal --------------------------- 230.81 228.03 226.64 232.02 242.36 262.74 270.15 279.16 286.67 294.38 302.29 310.43 313.6314Nometallc minerals ---------- 53.10 50.11 49.69 51.67 54.82 55.78 55.95 55.92. 56.35 56.78 57.10 57.47 57.0220 Food products ---------------- 198.56 203.09 198.81 Z02.68 209.09 211.43 213.69 215.87 218.03 20. 30 222.10 224,.20 220. M24 Lumber ----------------------- 64.26 57.98 57.98 62.55 70.19 71.72 72.89 74.35 75.25 76.21 77.09 77.97 78.0326 Pulp paper -------------------- 114.93 114.73 114.45 118. 45 130.50 132.64 133.98 135. 00 136.02 130.04 137.81 13.69 139.7128 Chemicals --------------------- 151.46 151.50 151.43 156. 09 161.12 164. 28 166. 39 168. 06 169.74 171.48 172.79 174,36c 170,032 Stone, clay and glass ----------- 77.35 72.47 74.15 76.41 79.97 80.63 79.95 70.03 80.11 81.23 82.10 83,27 84.6333 Primary metal --------------- 172.60 161.77 164.67 170.37 181. 65 184.65 186.54 187.70 189.10 190.43 191.41 192.53 103,9137 Transportation equipment-- 243.21 20L 38 210.90 228.22 26L19 266.23 269.68 272.32 274.961 277.77 279 25 282.37 285.1040 Waste ----------------------- 73.88 68.67 70.13 73.48 88.21 89.76 . 90.79 91.62 92.45 93.27 93.93 94.67 5.65Coke -------------------------- 28.67 26.35 27.06 27.62 30.11 30.61 30.92 31.13 31.36 31.63 31.73 31.91 32.13Other TOFC ----------------- 152.40 157.06 160.14 143. 27 167.75 181.29 195.87 206.62 218.75 233. 01 247.47 262145 278. GOther non-TOFC- ...---------- 164.69 159.74 159.65 164.41 179.80 183.17 185.55 187.39 189.13 191.05 192.51 104.15 19.6

Total ------------------ 1,892.99 1,813.18 1,817.52 1,86465 2,031.61 2,094.41 2,133.90 2,167.55 2,202.49 2,239.45 2,274.58 2,312.G4 2,33.20Totallesscoal -------------- 662.18 1,585.10 1,1,32.63 1,789.25 1,831.67 1,863.75 1,888.39 1,915.82 1,045.07 1,972.29 2,002.11 2,34.52

I Annual commodity statistics revenue adjusted to remove absorbed switching payments and other miscellaneous revenues. The EL is notincluded In this forecast.
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TA= 3.-UJSRA forebast of-ConRaUl tonnage, 1973-85 (miflions of tons)

STCC and commodities 1973 1974 1975 1976 1977 1973 1979 1930 131 132 1S33 195 1985
actual

01 Parm products - - 12.4 1L.S0 10.85 1L44 11.64 12.10 12.33 12.9 12.75 129 13.18 i 13.38 13.55
10 Metallic ores 33.8 32.45 31.77 31.77 3.80 33.80 33.80 3380 33.80 33.80 33.80 33.80 3380
I1 Coal ------------------- 95.7 94.45 &93.85 90.03 99.47 107.91 110. 114.71 117.82 121.01 124.29 12.66 13wes
14 Nonmetallicminerals ------ . 20.5 19.31 19.15 19.81 2.63 2D.80 20.80 20.79 2195 21.11 21.27 21.43 21.60
20 Foodproducts ---........-.- 25.5 26.09 25.54 25.90 20.1 2.19 23 2&.a 2.3 27.21 27.49 27.73 2.07
24 Lumber b er----------- .- ------- 9.0 8.12 8.12 8.70 9.43 9.60 0.73 0.88 Q.C3 10.11 10.25 10.33 10.51
26 Pulp paper ------------------- 21.0 20.96 20.91 21.29 21.C3 218.8 2.03 "221 r_.33 22.57 22.75 2193 23.11
28 Chemicals ------------------ 22.5 22.50 22.49 23.06 23.41 23.65 23.83 2L12 2L36 2L61 24.85 25.10 2.35
32 Stone,clay and glss s --- ...... 17'1 16.01 16.33 16.79 17.24 17.18 1.94 14.70 10.93 1.17 17.41 17.66 17.95

33 Primary metal ............... 28.5 25.69 27.17 27.94 29.30 29.51 29.72 23.92 30.13 30.84 30.56 30.77 30.99

37 Trasportation equipment-_- 14.3 11.84 12.40 13.D 14.83 15.03 15.13 1s.33 15.43 15.&4 15.79 15.95 - 1.11

40 Waste ..................- ... 15.7 14.59 14.90 15.53 16.3t 10.51 16.67 11.84 17.01 17.13 17.35 17.52 17.70
Coke_. .......... ..... . 6.8 6.37 0.42 6.52 6.99 7.04 7.03 7.14 7.19 7.24 7.29 7.34 7.39
Other TOFC_........... . 9.9 10.20 10.40 9.34 10.71 11.45 12.33 13.02 13.77 14. 15.62 1.59 17.61
Othernon-TOC...-........ 19.5 13.91 13.90 19.29 20.29 20.49 20.70 20.91 ,21.U 21.33 21.54 21.75 21.97

"Total__" ............... 352.2 34.29 339.2 347 32.0 373.121 37.57 S3560 3M063 39 4M44 415L04 41.79
T6tallesscoaL....230.5 24584 245.40 250.69 202.53 785.2J 207.59 22.89 272.81 27WM95 279.15 252.38 23.71

NOTE: Column totals are subjecting to rounding errors.

traffic. Using these production estimates, total Class I
railroad tonnage was forecasted for each commodity
group. This was then factored to develop Eastern Dis-
trict rail tonnage and finally tonnage for the six poten-
tial ConRail members. Revenue was derived by
applying 1973 revenue per ton to the forecast tonnage.

The TBS forecast was based on projections of eco-
nomic growth prepared in July 1974 by Chase Eco-
nometrics. Their projections indicated that Gross Na-
tional Product, would grow at an annual rate of 3.4 per-
cent between 1973 and 1980 and at a rate of 3.5 percent
from 1980 to 1985. Since July 1974, the economy has
taken an-unexpected dip as a result of rapid inflation
and declining demand for and production of automo-
biles, steel and housing.

Because of these changes in the economy, the Asso-
ciation lowered- the original TBS forecast for eight
commodity groups: automobiles, steel, metallic ore, lum-
ber, paper products, chemicals, waste or scrap and coke.
Both the long-term forecast to 1985, as well as the short-
term projections through 1977, were reduced.

The Association's present forecast has a compound
growth rate for tonnage between 1973 and 1985 of
1.41 percent compared with 2.19 percent for the initial
TBS forecast. Commodities other than coal have a
growth rate of .99 percent in the Association forecast
versus 2.02 percent for TBS. Revenue in the Associa-
tion forecast is 3 percent lower in 1976 and 11 percent
lower in1985 than TBS.

The Association's current forecast, while significantly
lower than the earlier forecast, appears to be slightly
higher in the early years than a forecast based on the
latest estimates of GNP. A subsequent analysis of eco-
nomic growth was undertaken by Chase Econometrics
for the Asociation in November 1974. It indicated that
GINTP would grow at a lower rate between 1973 and 1980,
2.9 percent compared to 3.4 percent, and at a higher
rate between 1980 and 1985, 4.0 percent instead of 3.5

in the earlier projection. With minor differences, this
later analysis substantiated the Association's adjustment
of the TBS forecast. These revised GNP data are being
utilized by TBS for an updated forecast which will be
incorporated into the revenue figures to be utilized in
the Final System Plan.

Opportunities for Improvement

An aggressive rail marketing program is essential to
achieving the Association's tonnage and revenue fore-
cast. The essence of such a program is the development
of precise price/service/equipment zsrategies which
satisfy the needs of the customer while earning a, profit
for the railroad. The development of these precise
strategies by the Association for individual customers
has not been feasible. However, it has been possible to
identify certain areas where significant improvements
can be made in the marketing areas. These are: pricing,
quality of service, equipment, intermodal cooperation,
routes, divisions, costs and regulation.

Pricing

A firm's price policy is a reflection of its corporate
objectives. Its pricing should be an extension of both its
marketing and operating strategies. Any pricing stra-
tegy should generate rates which reinforce or support
the actions, policies and objectives of the corporation.

The present financial condition of the Northeast rail
carriers clearly indicates a substantial portion of rail
traffic is moving at rates that do not cover the costs of
handling the traffic. ConRail must adopt effective pric-
ing policies relating to economically sound minimum
and maximum rate levels.

aBoth forecasts Include the revenue and tonncge for the branch
lines that are under consideration for abandonment. It bas been
assumed that the losses on these lines will be subsidized and that
the traffic will remain on the railroads. -
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A thorough analysis and possible revision of the
nation's rail price structure is, of course, beyond the
scope and time limitations imposed on the. USRA.
However, the Association has analyzed marketing con-
ditions sufficiently to determine that the profitability
of the bankrupt carriers can be signiificantly enhanced
through improved pricing strategies relatively soon
after conveyance. The Association believes that profit
improvement can* be achieved in the short term as
well as over a longer period of time. The following sec-
tions deal with pricing strategies for both the long term
and the immediate future.

Long-Range Pricing

The goals of the long-range pricing strategy are to:

9 Assure a sound, profitable traffic base for ConRail
with sufficient revenues to establish and perpetuate a
viable railroad and secure the cppital required to replace
assets and nieet changing demsfidg of the transpottation
market.

e Provide for efficient utilization of ConRail's
resources and flexibility to provide services on a com-
pensatory basis to meet the transportation demands of
the shipping public.

0 Support the long-range service improvement, cost
reduction and new marketing programs planned for
ConRail.

Current rail pricing patterns in the Northeast must,
of course, serve as a starting point for the develop-
ment of changes necessary to implement ConRail's long-
range pricing strategy. It is fashionable to talk about
the existence of a "rail rate structure," but in reality
there is no structure at all. What exists is a complex
conglomeration of rates which reflect elements such as
detailed commodity classifications, shipment volume-
price differentials and specfic origin and destination
rate levels. There are numerous rates reflecting, terri-
torial, commodity, competitive and volume considera-
tions.

Just as .the present price system has evolved over
time, any new system will have to be built on top of the
existing system. Any price strategy designed to replace
or supplement the present system must satisfy several
diverse criteria. These criteria include:

* Profltability__ -The pricing strategy should pro-
vide for the long-term profitability of ConRail and its
establishment as a viable transportation company.

* Dynamics.-The pricing strateg should result in
rates that move or change to reflect the dynamics of
the investments or disinvestments being made in Con-
Rail's physical plant and rolling stock.

* Market floxibility.-The pricing strategy should
be flexible enough to produce a set of rates that reflect
or capitalize on marke 'condition9 The rato' lold be
capable of being adjused i reacn to changng de-
mands imposed on the ConRail'system by the market.

* Efaiency.-The efficient utilization of ConRail's
resources should be promoted through the rates derived
from the pricing strategy. To achieve this, the cost, of
resources required to provide service must be reflected
in the price of the service.

e Ihlerent advantage.-The pricing strategy should
reflect the inherent advantages of ConRail so as to as-
sure retention and possible growth of traffic. The rate
structure should also assist in attracting from other
modes the traffic that railroads ,have a comparative ad-
vantage in handling.

0 Strategic plannivg.--The pricing strategy should
generate rates which reinforce or support the actions
policies or objectives of ConRail's marketing and op-
erating strategies.

9 Wimple/complex pricing.-The pricing strategy
should avoid complexity in the rate structure insofar
as possible. Prices are key decision parameters for ship-
pers. Complexities can cloud real issues and problems
that lead to decisions that are damaging to ConRail and
the freight service buyer,

The pricing strategy adopted by ConRail ultimately
must be accepted by the marketplace and will be subject
to evaluation by several external groups. These groups
include competing railroads (those that serve the same
territory as ConRail), complementary roads, inter-
modal competitors, shippers/receivers and the various
regulatory agencies. These external constraints may
inhibit the flexibility ConRail will have in adopting an
effective pricing strategy..

Short-Term Pricing

USRA's recommended short-term pricing strategy
has two objectives:

* To identify opportunities for improving the profit-
ability of the existing traffic mix and

* To develop a short-term pricing program to gen-
erate additional ConRail revenue in the formative years.

The Association contracted with a consultant to study
the existing traffic base and present pricing practices
of the potential ConRail members. The consultant has
concluded that "major profit improvement can resuilt
from marketing correction of losses now being suffered
in the current traffic base.4 The potential net gain from
correcting these losses was estimated to be $120 million
annually.

In addition to the consultant's study, Association per-
sonnel began an intensive analysis of the ConRail traf-
fic base. Currently, approximately $64.4 million of spe-
cific necessary rate actions have been identified. Table 4
contains a more complete description of the commodi-
ties deserving attention.

'IReebie Assoclates, August 14, 1974. Re: Contract' No. USRA-5003,
Economic Overview.



TALE 4.-PoteniaZ added reventc from USRA specifically rec-
ommended rate adjustments

STCC 01-FARM PRODUCTS

1973 ConRail revenue ----..........
'Additional revenue- ....
Percent change--------------

98- .7
- ----- 9.0

+11

Rate actions:
Completed:

1. Increased transit charge on cereal (ef-
fective July 1974) ---- ------- $0.35

2. Increased export rates on grain prod-
ucts (effeetive February 1974) ------ 0.15

In progress:
1. Increased rates on fresh fruits and

vegetables (I&S 8944)- - - 7.5
-2. Increased rates on prepared cereal (un-

der negotiation)... L 0

. 9.0

1973 ConRail reven
.Additional revenue-.

TotaI--------------

STCC 10-METALLIC ORES

...............

- Percent chtane ------- -- -- -

L 3
0.1

less than 1

Rate actions:
Future: 1. Increase dumping charge on iron

I tore $0.1

STCC 11--COAL

1973 ConRail revenue ------------- - ..........
Additional revenue ................
Percent change ..--- -- -------..

Rate actions:
Future:

1. Miscellaneous increases -------.
2. Increased storage charge ............

STCC 14-NON-METALLIC MINERALS

$243.8
2.15

1
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TABLE 4.-Potcntal added rerenue from USRA 8pecffically -rec-
ommended rate adjustmnts

STCO 22-23-TEXTILES AND ArPAREL

Millons
1973 ConRail revenue-- $8.5
Additional revenue- -- .. . 0.3
Percent change... . 4

Rate actions:
Future: 1. Increased rates to remedy non-

compensatory traffle.2- $0.3

STCC 24-LUMBER

1973 ConRail Urevut----- ....

£Auusuona revenue.----
Percent change- --

$60.5
1.5

2

Rate actions:
Completed: L Increased rates on pulpwood

('A at requested increase grant)- $0.1
Future:

1. Increased pulpwood rates- - - 0.1
2. Limit stop-offs and circulty on lumber- 0.5
3. Increased rates on non-compensatory

traflic (milwork, wooden containers,
misc. wood products) . 0.8

Total 1.5

SrcO 25-IUnNrTURE

1973 ConRail reven
Additional revenue.
Percent change---

lue..._- - $16.5
3.5
21

Rate Actions:
Completed: 1. Increase rates on furniture 4%

(effective early 1975) - $0.6
Future: 1. Further increases to eliminate non-

compensatory trafc.... . .. 2. 9

Total

R2.0
0.15

1973 ConRail revenue
Additional revenue-.
Percent Increase..--

3.5
sTCo 206--PPR

$121.6
9.2

---....--- $W .7

less tlian 1

Rate actions:
Futdre: 1. Increased point-to-point rates on

sand and gravel to remedy non-compensatory
situations---- - ---- -----

STCC 20-FooD

1973 ConRail revenue .-----.... .

Additional revenue ...---------------
Percent increase.

Rate actions.
Future: 1. Increase non-compensatory rates

on canned fruit juice, prepared flour mixes,
dry bakery products, bagasse, macaroni,
milled rice- by-products and miscellaneous
other items ----------------. - ........

$209.0

-Rate actions:
In progress: 1. Increase rates 10% on light

loading papers I (&S 8978) $1.3
Future:

1. Further Increases on light loading pa-
pers to eliminate noncompensatory
situations 6.9

2. Altered transit privilege and 22,000 lb.
"follow lot" provision in the 36,000 lb.
rates - 1. 0

Total _____ 9.2

STCC 32--STON CLAY AND GLASS

19T3 ConRail
Additional revenue- .....-- ----

$80
0.8

Percent Increase - 1
Rate actions:

Future: 1. Increase-various p lnt-to-point rates
on cement, lime, limestone- $08

$1.1 l Light loadng'papers Include: sanitary paper products, bags, fibre

cans. pressed pulp goods, gnvelopes and baskets.

1973 ConRail revenue.
Additional revenue ..-..
Percent change -------

_ . ,

---------------------

Kuvenu



Millions
-------- $182.7

------- 0.13
less than-- 1

Rate action:
In progress: 1. Increased lighterage charge on

steel from Rhode Island to Harlem River,
N.Y ----------------------------------- $0.13

STCO 34-FABRICATED METAL PRODUCTS

1973 ConRail revenue ------------------------- $38.7
Additiopal revenue ------------------------------- 0.3
Percent increase 1..........-- I

Rate actions:
In progress: 1. Increase rates on inetal cans-- $0.3

STCC 35-NON-ELECTRICAL MACBINERY

1973 ConRail revenue__---------------------------- $19.1
Additional revenue ------------------------------- 0.5
Percent increase ---------------------------------- 3

Rate action:
In progress: 1. Increpsed rates on farm ma-

chinery-I&S 8983 ---------------------- $0.5

STCO 37-TRANSPORTATION EQUIPMENT

1973 ConRail revenue ------- ------------------- $255.5
Additional revenue ------------------------------- 2.5
Percent increase --------------------------------- 1

Rate actions:
Completed: 1. Increased rates on freight cars

moving on own wheels ------------------- $0.5
Future:

1. Increased storage charges on autos.- . 1. 0
2. Increase some point-to-point rates on

auto parts- ---------------------- 1.0

Total 2:5

STCC 40-WASTE OR SCRAP"

1973 Con Rail revenues -------------------------- $83.0
Additional revenue ------------------------------- 9.6
Percent increase ------------------------------------ - -12

Rate actions:
Future:

1. Increased rates on textile waste to rem-
edy non-compensatory traffic -------- $0.6,.

2. Overcome ICC hold-downs on recy-
clables --------------------------- 9.0

Total-- - 9.6

MISCELLANEOUS SERVICES

1973 ConRail revenue -------- ---------------- Unknown
Additional Tevenue -------------- ----------- --- $23.6
Percent increase ----------------------- Unknown

Rate acton*,: . ,f T

,Completed: 1,Inereased protective service,
charge ex parte 300 ----------------- $0.1

TABLE 4.-Potential added revenue from UISBA specificalgy rec-
onimended rate adjustments

STCO 33-PRIMARY METAL PRODUCTS

9462

1973 ConRail revenue
Additional revenue---
Percent incs c---------- ----

--------------------

TA:Srn 4.-Potential added revenue from USBRA apecifclalt rcc-
ommended rate adjustments

MISCELLANEOUS SEIvies-Continued

Millons
In progress:

1. Increased minimum charge per car
(suspeuded) ------------------------- 8.6

2. Increased switching charges (sus-
pended) ---------------------------- 8.5

3. $50 per car transit service charge (sus-
pended) ---------------------------- 4.0

4. Cancel marriage arrangements -------- 0.3
5. Further increases in protective service

charges (ex parte 300) --------------- 0.3
6. Increased charges for providing mechan

ical heating of cars (Docket 35400)- 0,2
7. Eliminate absorption of loading/un-

loading charges at ports and reduce

port charges by 40/cwt. (I&S 8938)-- 1.0

Total ----------------- ------------ 23.6

The rate adjustments recommended in Table 4 are
necessary to bring present traffic up to a breakeven basis
using very conservative cost data. The cost system used
for this analysis (which was the only system quickly
available) is based on Rail Form A and tends to under-
state certain costs, particularly maintenance of way,
'capital and equipment costs. Had these factors been
more realistic, a far higher level of rate changes might
have been proposed.

This analysis was also limited to identifying present
traffic which is clearly non-compensatory. If the pro-
posed rates result in substantial traffic losses, there will
be no impact on net income because the reduction in
costs will equal or exceed th6 lost revenue.

Table 4 shows three types of rate actions: completed,
in progress and future. Completed rate actions are those
which have been approved by the Interstate Commerce
Commission with an effective date in 1974. These in-
creases were not applicable in 1973 and hence were not
in the revenue base used for the forecast. This category
accounts for $1.8 million.

Rate actions in progress are those that have been filed
with the Commission or rate bureaus but have not been
approved. This categbry accounts for $34.23 million of
which $23.5 million involves miscellaneoug*services or
charges. This includes an increase in the minimum
charge- per car ($8.6 million), increased switching
charges ($8.5 million) and a $50 per car transit serv-
ice charge ($4.0 million). Each of these pricing pro-
posals has been suspended by the Commission" pending
an investigation of their "reasonableness." Each are
important in reducing the losses of the bankrupt carriers
and getting them on the road to profitability.

The major commodity rate change in progress con-
cerns fresh fruits and vegetables. This was expected to
increase future ConRail revenue by $7.5 million. The
Commission suspended these rates under I&S 8944. On
December 30, 1974, an order disapproving this increase
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was issued. Among other reasons given for rejecting the
increase were three which are of primary significance
to the future profitability of ConRail.

First, the ICC said that the theory of replacement
cost of equipment was invalid because replacement cost
is a corollary of reproduction value which the Commis-
sion has never accepted as a valid basis for ratemaking.
While this policy may be appropriate for valuation
purposes, failure to recognize replacement costs for rate-
making purposes is extremely damaging to the rail-
roads, particularly in'a period when inflation levels are
substantially higher than normal. The rail industry will
fall further behind in equipment capacity simply be-
cause rates will not provide profits sufficient to call forth
the capital necessary to acquire new equipment, No
amount of exhortation to purchase can substitute for
the decision of management to buy cars only when it is
profitable to do so.

The second reason cited by the Commission was that
the proposed rates would eliminate rail participation
.In many of the commodity movements, which would
cause hardships on producers and consumers. The ques-
tion to be addressed is whether ConRail or any' other
railroad should be forced to subsidize shippers by car-
rying traffic which does no contribute a profit to the
railroad. Lack of railroad profitability will result in a
gradual withdrawal from service and further prevents
the railroads from handling those movements where
they still have a comparative advantage.

The third reason for disapproving the rates was that
the proposed TOFC rates are not reasonably' related to
the carload rates. There is no reason why TOFC rates

-should be related to carload iates.' Entirely different
services and costs are involved and the rates are aimed.
at a different competitive situation.

The third grodp of rate actions shown in Table 4 are
those possible in the future. They have not yet been
proposed but the Association's staff feels such increases
are necessary to put present rail traffic on a compensa-
tory basis. The category as thus far identified would
increase revenue by $28.35 million. The major. commod-
ities in this group Are light loading paper products
($6.9 million), furniture ($2.9 million) and scrap
($9.0 million). These rate increases are required to
bring the revenue on these commodities up at least to a
break-even basis with long-term variable cost.

The Association has also attempted to measure the
price elasticity of certain commodities. The purpose of
this research was to identify those commodities which,
while making a positive contribution above variable cost,
could support higher rates thereby lending support to
the essential goal of improving railroad profitability.
Unfortunately, the results of this research are not con-
clusive and further work will be necessary. This should.

oplet~d]prior to tie Fiall Syiseim Plan.
Tn addion tohse specic sges tediafe increases,

tie Assocmo.tin's staff is also studyting the possilblity

of a short-range general price increase. During the
period following conveyance, ConRail should under-
take programs to reduce costs, improve operating
reliability and generally strengthen the organization's
competitive position via new service opportunities and
marketing programs. The short-term strategy must be
an easily applied program of rate corrections which
will supply needed revenues until ConRail's long-term
programs can be developed anpd implemented.

The goals and objectives which the Association is
using to evaluate various types of short-range increases
are:

* The method must be capable of generating betiveen
$50 and $150 million in additional ConRail system
revenues.

0 The approach must be consistent with whatever
industry structure is selected for ConRail.

9 The short-term pricing strategy must be consistent
with the long-term pricing strategy and -related oper-
ating plans.

9 The technique must be fairly simple so that it may
be quickly implemented, easily understood and capable
of efficient administration.

Short-term increases can be applied on one or more
of the following bases:

General increase8 provide for percentage increases or
per unit (i.e., car, ton, etc.) surcharges on the entire
movement. The increase is apportioned among the rail-
roads involved, according to agreed upon division
percentages.

Regional increases provide for percentage increase
or per unit surcharges on movements within a certain
region (i.e., the Northeast Region).

Cost coverage increases would increase revenues to
cover the cost of a particular class of traffic more
completely.

Specfic increases would be selectively based on, a com-
bination of factors including commodity, origin/desti-
nation and car type.

Minimum rate per car pricing is based on the as-
sumption that the four major and most readily meas-
ured components of rail costs are mileage, car type,
terminal costs and service type. A minimum rate per
car would be determined based on these components. It
haa been alleged that the high terminal costs, particu-
larly on the east coast, are responsible for the deficit
operations of the ConRail carriers. Under this approach,
terminals would be classified into three categories-low
cost, medium cost and high cost. "Service types7" could
include regular, unit train, TOFC, multiple car, etc.
The advantage of this method is that only low-revenue-
per-car traffic, where the present revenue is below the
proposed minimum, would be assessed a charge. High-
revenue, truck-competitive traffic would not be, affected
at all. This type of dhatge- vill.-iffect only thenon-com-
pixsatory or marginally compensatory traffic.
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USRA is currdntly reviewing each of these ap-
proaches and will have a recommendation in the Final
System Plan.

Service and Equipment

To determine the impact of freight car supply and
service quality on revenue growth it is necessary- to
understand how routing decisions are made by ship-
pers. While there may be exceptions, there appears to
be a hierarchy in the normal routing decision:

1. The lowest applicable rate must apply.
2. The carrier supplying the equipment will be

favored.
3. The best service route will be favored.
4. The originating and terminating cairiers .will get

a long haul (as opposed to a switching charge).
5. Intermediate carriers will be avoided unless ,part

of a "service" route.
Since railroads serving the same market or shipper

usually have the same rates; the ability to provide an
adequate car supply along with dependable .service are
the dominant factors in securing rail-oriented tonnage.
These factors are also important for attracting tonnage
from other modes.

There are significant opportunities for improving
bankrupt carriers revenue-both through the acquisi-
tion of more equipment and the design of specialized
freight cars. -A special study made by the Penn Central
estimated it lost over $60 million in revenue in 1974

-because of freight car shortages. Car types in critical
supply were open hoppers, gondolas, 50-ft. box cars and
TOFC trailers. The Association has developed a car
acquisition program, discussed in Chapter 6, which
should rectify this problem. The Association's car pur-
chase program will provide an equipment inventoy
sufficient to satisfy normal demand while generating a,
satisfactory return on investment. USRA is also study-
ing various rate and tariff changes which will improve
equipment utilization and reduce the capital investment
required for equipment.

Service on the bankrupt carriers has deteriorated in
recent years as tracks and facilities have been under-
maintained. Shippers state that substantially more ton-
nage would be available if service were improved. Pre-
liminary studies by the Association confirm this-in part.

Service in this context takes two forms: speed and re-
liability. Speed is the time it takes to -get from A to B;
reliability is the consistency or regularity of the transit
time. Service is important for attracting toniage from
other railroads as well as other modes of transportation.
Rates and car supply being equal, a shipper will choose
the railroad with the best service.

While seivice is important for intermodal 'competi-
tion, railroads and motor carriers do not compete on the
basis of service in all markets. Service is relatively less
important for low-value, high-volume bulk commodities
than- for high-value, time sensitive commodities such

as perishables. Service levels, then, must be evaluated
in view of specific market requirements.

ConRail must make a substantial improvement, in
service speed and reliability to compete effectively with
the motor carriers. A USRA consultant V interviewed
shippers concerning service expectations. The consult-
ant concluded that improvements in transit time of 20
percent would increase non-bulk traffic by ten percent,
but total traffic by only two percent. In no individual
commodity was the tonnage elastic with respect to
transit time.

The consultant also found that improvements in reli-
ability-measured in terms of increased on-time per-
formance of 20 percent to 50 percent-would increase
tonnage ten percent to 30 percent. A significant minor-
ity of the shippers, however, said that percentage in-
creases in tonnage would, exceed perceAtage changes in
reliability.

On the other hand, the consultant found that increases
in transit time up to ten percent would not have an
appreciable effect on tonnage. If time in transit in-
creased 20 percent, however, the loss in tonnage for
some commodities would be severe. Decreases in reliabil-
ity could have a significant impact on tonnage, ranging
from ten percent to over 40 percent depending on the
shipper. In the majority of cases, however, a percentage
reduction in reliability leads to a less than proportionate
loss of tonnage.

In summary, rail traffic appears to be more sensitive
to time increases than to time decreases. A significant d6-
terioration of rail service could result in a severe loss
of traffic. Conversely, a significant improvement in
transit time would result in significant but not corn-
mensurate traffic growth.

Intermodal Service

Trailer.on fiat car (TOFC) and container on flat car
(COFO) traffic are the two basic types of intermodal or
piggyback service offered by the railroads. This service
combines the flexibility of motor carrier pickup and
delivery with the low costs of rail line-haul service and
as such is among the favorable spots in the railroads'
future. USRA is forecasting a compound annual growth
rate of piggyback traffic of 6.25 percent between 1973
and 1985. A more comprehensive discussion of Inter-
modal Service is provided in Appendix F.

There are three ways to improve the market share of
TOFC/COFC service:

* Gain greater control of the pickup and delivery
function through expansion of the operating rights
of rail-owned truck lines;

* Penetrate the small shipments market including
the LTL (less than truckload-under 10,000 lbs.)
and the PTL (partial truckload-10,000 to 30,000
lbs.) markets; and

5 Temple, Barker & Sloane, "Forecast of Traffic and Revenue 1974-
1980", USRA Contract No. 50000.



SDevelop a rate structure that will attract shipper
business and also foster intermodal (rail-motor
carrier) coordination wlere possible.

It is almost axiomatic that the firm controlling pickup
and/or delivery of a shipment also exerts control over
the line-haul movement. Both Penm Central and Read-
mg ownmotor carrier subsidiaries which perform these
services, but they have-not fully exploited the traffic-
generating opportunities.

Most'railroad piggyback marketing efforts have been
focused- on developing truckload movements with
weights 6f 30,000 to 45,000 pounds. However, the Reebie
Associates' Intermodal study indicates that 85 percent
of the ton-miles of highway general commodity traffic
consists of a combination of LTL'and PTL shipments.
Ths is obviously a large market in which the railroads
have not been directly competing.

The importance of the small shipments market goes
beyond its volume. First, this traffic is generally among
the highest rated traffic available (albeit with high op-
erating costs) and thus adds the most revenue. It also
allows carriers to "top off" trailer load shipments which
have approached the maximum weight but have not
utilized the full cubic capacity of the trailer. This fur-
ther increases revenue.

Second, a carrier which competes in all markets can
select the traffic needed to obtain the high equipment
utilization and lo* empty mileage required to achieve
low unit costs in. each traffic lane or terminal. These low
costs in turn enhance the competitive position of the
carrier.

Because of the financial losses suffered in the past
when handling' LCL traffic, the rail industry is under-
standably hesitant to enter the small shipments market.
Only two railroads, the Missouri Pacific and the West-
ern Pacific, are curr-ently pursuing this market. Of
course, such a decision cannot be made until after a
thorough study of the operating costs and potential
revenue to be Iderived from this traffic. USRA will at-
tempt to quantify the cost/benefit relationships prior
to the Final System Plan.

The present-.TOFO/COFC price structure in the Re-
gion is'based on a series of "quantity discounts" which
provide successively lower rates as the number of trail-
ers tendered increases. From one to sixty trailers may be
tendered at one time, the latter, popularly called "ship-
a-train. rates, being'the lowest. These quantity dis-
counts have created a group of middlemen called ship-
pers' agenqts or shipper associations whose prime- ob-
jective is to gather enough trailers to take advantage
of the discounts. Only part of thfe discount is passed
back to the shipper.-The argument is that these middle-
men perform services which the railroads cannot pro-
vide. This is not necessarily true. A capable, aggressive
rail sales and service staff can perform the duties of
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these middlemen, often more efficiently and econom-
ically.

There are basically two types of pricing arrange-
ments necessary to foster increased growth of piggy-
back service. One is a "wholesale" rate structure apply-
ing between terminals to shipper or motor carrier owned
or supplied trailers. These would be one-way rates for
single loaded or empty trailers. The shipper or motor
carrier would provide the pickup and delivery. These
wholesale rates would attract traffic from motor carriers
or private carriers who now operate via highway if they
have balanced traffic.

A balance in traffic avoids the occurrence of empty
mileage expense. This low efipty return mileage experi-
enced by truckers is what produces lower unit costs via
highway, even though the basic expenses per mile are
higher than those of rail. The wholesale load-empty
rates recommended by USRA would enable shippers-
and truck lines with balanced traffic'to gain the same
benefits via rail-TOFO that they now gain in their own
highway operations. Such a pattern would avoid the
current pricing practices which attract TOFO traffic
mainly from shippers and truckers who -have excess
loads (i.e., morer loads than drivers) or who have un-
balanced movements between certain terminals. No
quantity discount would be given. These wholesale rates
would be very similar to the present Plan III rates.

Second,, a set of single trailer "retail" rates in rail-
road-owned trailers needs to be developed.-These rates
would apply on one-way movements of either full-truck-
load or LTL and PTL movements. Pickup and delivery
could be performed by" the railroad-owned motor car-
rier. These retail rates would be similar to the present
Plan II and 11 1/ rates and would apply primarily to
shippers who do not own trailers and cannot perform
the pickup and delivery functions.

Though the proposed set of rates is not radically
different from the present system, it does provide many
advantages. Elimination of the quantity discount would
permit the railroads to compete with the middlemen
who exert tremendous control over present piggyback
traffic. The recommended rates give the railroads, that
are risking their investment, the opportunity for more
control over their service quality and profitability.
This simplification of the rate structure makes it easier
to understand and allows the shipper to deal directly
with the carrier. A shipper survey performed by Reebie
Associates indicates that many shippers would-prefer
to deal with the railroad directly.

Routing Patterns

'len ConRail begins operation, it will inherit the
routing patterns of six different carriers. Between dis-
tant city pairs, such as Newark, New Jersey and Los
Angeles, a large number of alternative -carriers and
routes are possible. These include routes usingthe Read-
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ing, Lehigh Valley, CNJ and the Penn Central. Table 5
is a list of the interchanges between the ConRail car-
riers and other railroads in the eastern region.

As Table 5 indicates, there are an almost infinite num-
ber of interchange points or combinations of interchange
points. Retention of all these interchange points and
alternative routes tends to promote .inefficiency and to
preclude ConRail from taking advantage of its most
profitable haul. It also prevents ConRail from realizing
its maximum revenue potential.

The Association has made a thorough study of oppor-
tunities for improving ConRail's revenue by lengthen-
ing its haul. Under the Three Carrier System structure,
ConRail could secure as much as an additional $65.6
million of revenue annually by eliminating short hauls
to the greatest extent possible. For forecasting purposes
it has been assumed that ConRail achieves only half of
this revenue potential or $32.8 million through im-
proved service and selective selling of the preferred
routes.

TABLE 5.-Freight connections and junction points

PC LV CNI RDG LHR AA EL D.&H. B.&M. B.&O. 0-.&O. N. .&W

Penn Central ------------------------------------------ 2 7 o30 -2 6 79 8 19 13 73 163
Lehigh Valley -------------------- ----------- 26 ---------- 5 5 1 0 13 3 0 3 1 a
Central of Now Sersoy ------------------------- 7 5 .......... 3 0 0 1 0 0 0 0 a
Reading -------------------------------------- 30 5 3 -----..... 0 0 3 0 0 5 0 0
Lehlgh & Hudson River --------------------- 2 1 0 0 ---------- 0 2 0 0 0 a 0
Ann Arbor ---------------------------------- 6 0 0 0 0 ---------- 0 0 0 ,1 6 3
Brio Lackawanna ---------------------------- 79 13 1 3 2 0 ---------- 5 0 27 10 20
Delawaro & Hudson ------------------------- 8 3 0 0 0 0 5 ---- 2 0 0 0

oston & MAne -.---------------------------- 19 0 0 0 0 0 0 2 0 0 0
Baltimore & 0hio ---------------------------- 136 3 0 5 0 1 27 0 ,0 ......... 19 40
Chcsapeake & Ohio --------------------------- 73 1 0 0 0 6 10 0 0 19 ....... ;.1 33
Norfolk & Western --------------------------- 153 3 0 0 0 3 20 0 0 4 33........

Divisions

Divisions are the sharing of the freight revenue by
carriers participating in a movement involving more
than one railroad. Such divisions have a significant im-
pact on the net profit of a company. Divisions are nego-
tiated by the participating railroads and when there are-
disagreements, resolution is sought from the ICC in the
form of a divisions proceeding.

Assuming equal managerial and operating efficiency,
divisions are usually based on cost. That is, assuming
that two railroads have essentially the same operating
efficiency and management efficiency, but one railroad
incurs a higher cost in the movement of a shipment, then
that railroad should receive a, greater share of the reve-
nue. Northeastern carriers have alleged that the divi-
sions between themselves and the southern and western
cai'riers are inequitable and do not properly reflect costs.
The northeastern carriers have estimated that an equi-
table split of revenues could improve their profitability
by $60 million annually. Conversely, the southern and
western carriers claim that the additional costs incurred
by the northern and eastern carriers are a result of in-
efficient management and operating strategies. The last
north-south divisions case handled by the ICC continu-
ed for 13 years and was never resolved, among other rea-
sons, because the efficiencies expected from the Penn
Central merger were not included in the northern rail-
roads' cost data.

The Association urges early Congressional action to
provide a means of encouraging the prompt resolution
of disputes involving divisions. This is a matter of
extreme urgency to ConRail. It needs to be resolved as

.soon as possible.

Costs

Establishment of new rail rates will depend on the
level of costs, both rail and alternate mode costs. Un-
fortunately, the railroad industry does not currently
possess the capability of measuring the cost of perform-
ing a particular transportation service or set of services.
As a result, present cost systems tend to apportion costs
rather than trace cause-and-effect relationships.

Most rail carriers apply a modified ICC Rail Form
A, Variable Costing Systeni, to evaluate costs associated
with the movement of a comfmodity between two points.
The costs produced by Rail Form A are the average
costs incurred by general cost centers of a railroad.
These costs do not necessarily reflect the true costs of
the individual movement. However, they are'accepted
by the Commission as the basis for cost justification for
a proposed rail rate. The numerous deliberations con-
cerning branch line abandonment and curtailment of
passenger services, and the related costs and revenues
of these operations, are excellent examples of 'the im-
pact of the inadequate cost information.

The deficiency in rail industry costing is duo to:

* Hesitancy of rail carriers to initiate innovative cost-
ing systems because the Commission has traditionallyused the ICC Rail Form A costing as a basis for rate
setting, and

e Relatively recent application of large scale manage-
ment information systems to rail carriers. Data gathered
to support cost research by many railroads are deficient,
both in validity and degree of detail.

It is imperative that ConRail establish an accurate
and timely cost information system. The cost/benefit



relationship is at the heart of most important manage-
ment decisions. This is no less true of the railroads than
of other industries. Reliable cost information is impor-
tant not only for the pricing decisions, but also for op-
eratihg capital'investment, routing, line abandonment,
tdnd planning decisions.

Rail Rate Regulation

- All rail rates are subject to review by either state or
federal regulatory agencies. 'This would present no
problem if all modes of transport were subject to the
same kind and level of regulation. Almost two-thirds of
truck traffic and ninety percent of barge traffic is exeffipt
from rate regulation, and most agricultural traffic mov-
ing via motor carrier or barge is exempt.

Regulation tends to inhibit the flexibility of the rail-
roads. Whereas trucks and barges hauling exempt com-
modities are free to set rates at any level and are free
to enter and leave markets, railroads are subject to the
frequently time consuming regulatory procedures and

the other burdens they impose. This may inhibit the
railroad's responsiveness to changes in the market place

and ability to meet revenue needs and to compete suc-

USRA wll study this matter further and make ap-

propriate recommendations for change in the Final
System Plan.

Conclusions

-ConRail must strive to maximize its profit in any
given market, worldng from the present traffic base.
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With the exception of the solid waste and LTL/PTL
markets, there are no major markets that ConRail can
enter through a simple adjustment of price and service.
Instead, Con]Rail must compete vigorously in those
markets where it has a competitive advantage.

This occurs with commodities of heavy density, where
there is a good balance of traffic, where transit time is not
essential and where shipment sizes will support carload
volumes. ConRail must compete in these markets
through a vigorous application of sensible and aggres-
sive marketing strategies. These include unit and
mini-trains, bulk distribution terminals and expanded
TOFG operations.

To improve profitability, ConRail will have to scru-
tinize the present price structure and make changes
where necessary. Certain limited rate changes have
been suggested and, no doubt, this list can be expanded.
In the long run, ConRail must adopt a pricing policy
that will allow it to recover full operating costs and a,
reasonable return on investment. If this is not done,
the current financial problems will be perpetuated.

ConRail must also adopt a rigorous program of serv-
ice improvement and control. This will enable it to
expand present markets and enter into the more service
demanding markets where shipment sizes are smaller,
transit time is critical and shorter distances are involved-

Implicit in this marketing program is the need for an
organization dedicated to the goal of improving prof-
itability. This organization must have an excellent cost
system and traffic data base with which to define the
problems and it must have the freedom to experiment
with creative solutions.
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10

Availability of Service by
Alternate Modes

The Regional Rail Reorganization A& of 197 requires an analysis

of the extent to which, other modes of transportation can. move the traffic

now carried by railroads in reorganization and the relative economic, social

and environmental coots involved in vse of such alternate modes. This
chapter represents a portion of USRA's response; environmental con-

siderations are treated more extensively in Chapter 11.

Studies commissioned byJ USRA indicate that railways generally

have -cost advantages over trucks in providing long-haul high-density

transportation, but rails take longer and are less flexible with respect to

pick-up and delivery times and locations. Rails are more fleible than

barges, but usually incur higher unit costs.

Shippers. are willing to pay premiums for quality service by other

modes, a factor to be considered in analyzing the desirability of main-

taining certain rail services. In addition, recent legislation to increase
truck sizes and weights expands the economic potential for truck com-

petition. No combination of pipeline, truck and barge service, however,

can replace fully the service railroads give the Region.
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This chapter examines the effects of diverting substantial freight

from railroads to trucks for 11 selected cbmmodities. These effects encom-

pass the increase in truck traffic volume such a diversion would generate,

the increase in private shipper cost and the public costs of additional

highway construction and maintenance.

Section 202(b) (2) of the Act requires "an economic
... analysis... of the extent to which available alter-
native modes of transportation could move such traffic
is is now carried by railroads in reorganization; (and)

the relative economic, social and environmental costs
that would be involved in the use of such available alter-
native modes, including energy resource costs..."

The Region is served to some degree by, all alterna-
tive modes, including trucks, waterways, pipelines, air
cargo and small shipment services. In terms of substi-
tutability, however, the major rail competition is the
for-hire and private truck, although water and pipeline
haulage is important in certain areas for bulk
commodities.

A number of sources required for the-assessment of
alternate mode service availability and related costs are
detailed in other sections of this report. Competition
amiohg the several modes of freight transp5ort is dis-
cussed in more detail in Chapter 8. A first attempt at
measuring cost structures for the competitive modes is
also presented in Chapter 8. Additional information on
substitutability of truck service for rail appears in
Appendix F for intermodal service generally. Chapter
7 and Appendix J deal with the relative economic and
social costs of alternate mode service to light-density
points. The environmental costs of service by various
modes are treated in Chapter 11.

One of the important determinants of comparative
costs is the degree of public financial support received
by each mode of transportation. Since competitive rate
structures do not reflect costs borne by the government,
true cost structures of the several modes are not readily
apparent. Availability of alternate modes and existing
modal splits of traffic are not based on true cost struc-
tures but instead on costs as perceived by carriers in
each mode. Appendix H of this volume provides an
approximation of the level of federal financial assist-
ance provided to the chief modes of transportation.

Freight Traffic in the Region

The Midwest and Northeast Region occupies barely
one-seventh of the continental United States but
accounts for over half its economic activity. About
2.5, billion tons -of ,intercity freight originated in the
Region i11 1970, representing 45 percent of intercity
domestic freight tonnage in the United States. The rail-

competitive trucking industry is the leading mode of
transportation in the Region, carrying 37 percent of
total tons originated in 1970. Rail tonnage follows
closely, contributing 33 percent of the total. Waterways
carry 16 percent of tonnage, approximately half the
volume carried by the railroads. Pipelines carry 14 per-
cent of total tonnage, a little less than half the total
tonnage carried by the entire rail industry in the
Region.1 (See Figure 1.)

FIGURE 1

MODAL SPLIT OF INTERCITY FREIGHT TONNAGE
ORIGINATING IN THE NORTHEAST AND MIDWEST

REGION - 1970

Railroads retain. the traffic leadership if ton-miles
rather than tonnage is used to measure freight shares,
because rail average hauls are longer than average
hauls for trucks. Railroads originate 38 percent of
freight ton-miles in the Region, compared with 33 per-
cent of total tons originated. Waterborne shipments, 16
percent of total regional freight measured in tons,

7 Wilbur Smith Associates, Inc., con.omio Study of AlternatvC
Modes for Rail Traffic and Their 7osta: Final Report, prepared
for USRA, January 15, 1975. These are tons of output shipped In the
Region. They are adaptations for the Region of national estimates
by Jack Faucett Ass6elites, T!'ansportaorn ProjcOtiolM 1070-980,
prepared for the. U.S. Department of Transportation, March 19TA,
For estimated shares, see Wilbur Smith, tables 1, 2 and 8, pagps 8,
11 and 12.
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amount to 26 percent of the Region's ton-miles. Pipe-
lines ix'crease slightly, from 14 to 15 percent. The im-
portance of trucking declines when measured in ton-
miles from 37 percent of total tons originated to 21
percent of total ton-miles. Both for-hire trucking and
private trucking experience a decline.

Trucks are by far the leading freight transport mode
in the Region if the comparison is made on the basis of
revenues. Trucks originate 63 percent of intercity
freight revenues in the Region, about $15.5 billion in

FIGURE 2

ORIGINATED FREIGHT REVENUES
IN THE REGION BY MODE

1970

manufacturing, virtually all durable goods industries
accumulate about half of their ton-mile shipments on
the rails. (See Figure 3.)

FIGURE 3

PERCENT OF TOTAL INTERCIT FREIGHT

TONNAGE BY MAJOR COMMODITY
GROUP - .1970

SAND& GRAVEL 3%

STONE, CLAY &
GLASS

PRODUCTS 5%

1970- (see Figure 2). A little less than one-third of this
amount represents the costs of truck operations per-
formed by industries which have private truck fleets;
the remainder. represents revenue earned by for-hire
carriers. Railroads generate only 27 percent of total
reveniLesfollowed by water (4 percent), air freight
service (3.5 percent) and pipelines (2.5 percent).

Manufactured products constitute about half of in-
tercity freight tonnages originating in the Region, and
the trucking industry is the predominant carrier of
these products. Mining products constitute just under
one-third of the tonnage originated in the Region. Only
mining products, iron bre, nonferrous ores, coal and-
pulp and paper manufacturers use rail for more than
half their freight shipments originating in the Region.
M dur y _ ies; mt hg ,sectors except iron.
ores-use-rail for over-half of their-shipments; foui-fifthl
of the ton-mffe shipments of iron ore are by water. In

LUMBER & XWOOD PRODUCTS 2% \

PULP & PAPER
PRODUCTS 2%o

SOURCE: WILBUR SMITH
FINAL REPORT

Freight traffic carried-by the bankrupt railroads rqp-
resents between 10 and 12 percent of the total toins
originated in the Region. Any major diversion of the
traffic carried by these lines to alternate modes would
have major and probably devastating implications for
the regional and national economy. The physical prop-
erties of much of the traffic carried by rail and the geo-
graphic location of raw material sources and production
facilities indicate that a wholesale shift from'the rail-
roads in reorganization to alternate modes would be
very costly to the economy-a strong argument for
preserving a major portion of the Region's rail system.

Freight Via Alternate Modes

As discussed in Chapter 1, the railroad industry as a.
whole has experienced a. significant decline in market
share since the end of World War El. The rail share of
all intercity transport ton-miles has declined from. 56
percent in 1950 to approximately 38 percent in 1973.
Traffic shares lost by railroads have been gainedby mo--
tor carriers, pipelines iind inland waterways other than
the Greit Lake8. Great Lakes shiplig, de~pite opening
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of the St. Lawrence Seaway, has lost half of its market
share since the immediate post-war period.

The following is a brief discussion of the availability
of modes other than railroads to provide freight service
in the Region. More information on this subject can be
found in the references cited in the footnotes to this
chapter and in the Bibliography.

Pipeline.-Most of the former rail traffic' in those
commodities for which shipment by pipeline is highly
competitive (liquids or flowables moved in large, con-
tinuous quantities) was diverted to pipelines 30 to 40
years ago. The small amounts of liquids still shipped by
rail represent special commodities and quantities un-.
economic for diversion to pipelines.

Potentially there is another major transfer of traffic
from railroads to pipelines in the movement of coal as
slurry. This could occur if rail costs continue to increase
in relation to pipeline costs. It would be catastrophic to
the rail industry in the Region if coal slurry pipelines
were developed to any major extent, Coal is the most
impprtant rail commodity in the Region and is prof-
itable to the- railroads" at this time. Though the bank-
rupt railroads are not as heavily dependent 'on coal
shipments as are other railroads in the Eastern District,,
diversion of up to 20 percent of the coal tonnages
-originated on the bankrupt lines to coal slurry pipelines
or to consumption at the coal mine site is possible.

This potential loss would only occur over a very long
term, however, and would require substantial reductions
in the cost of pipeline transport. For-the short term, the
worldwide shortage of crude petroleum is increasing
the demand for coal and for movements of coal by rail.
The immediate prospect is for increased coal shipments
over the railroads in reorganization, not for diversion to
pipeline transport.

Vaterways.-For large-volume movements of dry
bulk commodities over long distances linked by water,
shipment by barge, lake or coastal vessels is a competi-
tive alternative to movement by rail. The locatibn of
major waterways as boundaries of the Region partially
limits this competition, causing it to be concentrated on
freight movements to and from the Region. At present
such movements are about 50 percent of the total ton-
nage originated and terminated on railroads in the
Eastern District.2

Diversion of freight (alm6st entirely commodities
transportable "in bulk" or in large tonnage shipments)
from rail to water is quite sensitive to rates, and the
potential for greater diversion has brought about lower
water-competitive rates on certain rail movements. The
financial condition of rail carriers in the iRgion, there-
fore, is affected both by the generally low level of water-

'Figure 4 provides a comparison of "Eastern District" railroads as
defined by the ICC, "Official Territory" Which approximates the cover-
age of the Eastern District railroads-and the 17-state Region as
defined pursuant to the Act.

FIGURE 4

///7' NORTHEAST & MIDIJEST REGION
- EASTERN DISTRICT

OFFICIAL TIERRITORY

competitive rates and the low costs of barge service on
spebific segments of the inland waterway system.

Air.-Freight movements by air are shipments of
high-value products in small quantities requiring very
quick delivery. Little of the freight now carried by the
railroads in reorganization is of this nature and any
future shift from rail to airis insignificant to the future
orthe railroads.

Highway Freight.-the yersatility and quality of
service available through the use of trucks, coupled with
the development of the Interstate Highway System,
have made trucking the leading mode of transportation
in the Region. With respect to costs actually paid by
truckers versus railroads, the balance appears to be
moving in a direction favorable to trucking, despite
the recently legislated speed limit reduction to 55 m.p.h.
Vehicle sizes were increased in the 1974 Federal-Aid
Highway Act to encompass truck weights of 80,000
lbs. on the Interstate Highway System (20,000 lbs. on
single axle and 34,000 lbs. on a tandem axle), u policy
change made explicitly to compensate truckers for
speed reductions and consequent productivity losses.
Where states allowed higher weights in 1974 on non-
interstate highways, such weights may now be allowed

-on the Interstate Highway System; 15 states had al-
lowed these higher limits.

There are also limitations on the use of trucks due
to their physical characteristics. Trucks have been able
to capture virtually all of the intercity traffic in small
parcels or in less-than-carload shipment lots formerly
carried by rail. Trucks have made a few inroads into
shipments over 30 tons but they can accommodate such
larger shipments by using additional vehicles. For
shipments of 5 to 30 tons, competition between rail and
truck exists over a wide range of products. For most
products the truck's advantages of flexibility and qual-
ity of service tend to fall off with distance so the aver-
age ltngth of haul by truck is significantly shorter
than, rail.
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Dua or Mv'timode.-Intercity freight movements
involving two or more modes for major portions of the
line haul constitute still another alternative to present
all-rail movements on the railroads in reorganization.
Piggyback service (trailers or containers on railroad
flatcars-TOFC and COFC) has grown rapidly since
World War Il. This "new mode" has coihe about to take.
advantage of the strengths of both railroads and truck-
ing. Railroads should excel in providing transportation
of large, repetitive volumes between distant terminals,
while trucks normally are better suited than railroads
for "retail" collection and delivery service.

Many observers believe that growth of TOFC and
COFC has been held back by a lack of cooperation be-
tween the modes, by lack of funds for investment in
multimodal facilities and by inadequate public pro-
motion and support; these observers believe that there
is a great latent demand for dual -mode, truck-rail

* service and that substantial cost and service improve-
ments relative to present TOFC and COFC service
can be achieved. 3

Other multimodal services offer alternatives to all-
-rail freight transportation in the Region. Chief among
these are truck-barge and slurry pipeline-barge.

Diversion of Rail -Traffic to Truck

The Act directs the Association to make findings
with respect to the public costs that would be encount-

.ered if there were a large-scale shut-down of rail service
in-the Region. It is not possible to make a precise deter-
mination of this matter. However, some general indica-
tions of the magnitude of the impacts of such an occur-
rence are possible. As indicated earlier, the Act clearly
contemplated alternative service by several modes, not
simply trucks. In the near term, however, only an ex-

- pansion of truck services could provide the capacity to
-offset a sharp reduction in rail services; therefore,
USRA has limited its analysis to the extra costs of a
shift from rail to truck.

If most rail service were forced to terminate, over a
long period of time a series of innovative new combina-
tions of transport services probably would be devel-
oped: trick-barge and slurry pipeline-barge are per-
haps the best examples. Withintrucking, new adapta-
tions and specialization of services would improve truck
costs-particularly in increasing size of trucls and
trailers and development of dedicated highway facili-
ties. There would be an expansion of inland waterways
'with deeper dredging and higher-capacity barge sys-
tems. Thus it is almost impossible to determine the
actual consequences -of a gradual termination of
the preponderance of rail *services on the basis of
existing technologies or comparisons of traffic charges.

3 See especially, Improving Railroad Productivity, Chapter IV, and
the discussion provided In Chapter 8 and Appendix F of this reporL

Eight manufactured commodities which are prone
to truck-rail competition without any change in packag-
ing requirements account for 19 percent of all rail
freight originated in the Region, 18 percent of termina-
tions, and 50 and 45 percent, respectively, of manufac-
tured products. Morton has estimated that shippers of
these products are willing to pay a premium of up to
20 percent for the quality of service offered by trucks.'

Analysis of average truck and rail costs suggests that,
if the Region's rail traffic were shifted to truck in about
half of these commodities plus farm commodities which
account for 11 percent of total shipments in Official Ter-
ritory, transportation costs to shippers would increase
by 37 percent. This cost analysis confirms the general
presumption that railroads have been able to hold many
commodities which trucks are capable of carrying only
because railroads move these goods at lower rates. The
higher quality of service provided by trucks is impor-
tant for much but not all traffic. A coordinated service
that would utilize trucks for pickup and delivery and
transloading to rail for the line-haul may well be the
most cost-effective approach for many light and medium
density movements.

The Association attempted to narow the analysis by
studying the increased shipper costs of a major diversion
of freight from rail to truck in a six-state area com-
prised of New York, New Jersey, Pennsylvania, Ohio,
Michigan and Indiana." A consultant to the Association
found that in these six states diversion of intraregional
traffic in 11 commodities from the bankrupt railroad. to
truck would have increased transportation costs b~y an
estimated half a billion dollars in 1970. This represents
a 77 percent increase over existing transportation cost
to shippers. Expanding this sample to the Region as a.
whole results, very roughly, in an increase in transpor-
tation costs amounting to $600 million annually.

The Association's consultant also was asked to look
at costs to shippers of substituted service by truck in
two local areas. The resulting analysis of a relatively
rural area in southeast Indianit. (where a significant
portion of the trackage has been designated as poten-
tially excess by the Report of the Secretary of Trans-
portation in February 1974) indicated that the most

'The eight commodities are grain mill products, sugar, miscellane-
ous food products, pulp and paper products, hydraulic cement, con-
crete, gypsum and plaster products, steel mill products and motor

-vehlcles and parts. Wilbur Smith Associates, Economic Study of
Alternative Mode for Rail Traffle and Their Costs: Overiew, A Pre-
ltmfnarV Report; October 4, 1974, Page 88. Also see A. L. Morton,
Truck-Rail Competlition for Traffio in Manufactures, Pioceedings,
Twelfth Annual Meeting, Transportation Research Forum, 1971.

SWilbur Smith Asmoclates, op. oft. p. 120. Intraregional freight for 11
commodities on railroads in reorganization accounted for one-fifth of
total railroad tonnage in' the Region. The 6 core states accounted for
over four-fifths of the Intraresional shipments of these 6 commodities
on the railroads In reorganization in the Region- The 11 commodities
studied Include field crops, grain mill products, coal, iron ore, steel mill
products, motor vehicles and parts, stone and gravel, manufactured
building products, abrasives, paper products and Industrial chemicals.
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serious cost impact would fall on products now trans-
ported into the area by rail. Sixty percent of these
movements consist of mining products, mainly coal and
gravel and sand. These costs are likely to experience u
49 percent increase.

On shipments out of the area-61 percent of which
consists of waste, household appliances and grain mill
products, in that order of importance-the transporta-
tion cost increase would amount to about 23 percenf.
This would still represent a major burden on the indus-
tries that provide the economic base for this area. In all
likelihood, these increased costs would seriously affect
the ability of shippers to compete with similar indus-
tries elsewhere which were not forced to divert to a
more costly form of intercity freight movement.

Public Costs of Diverting Rail Traffic

It has not been possible to estimate the full range of
social and environmental costs of a major shift of traffic
of the bankrupt railroads to other modes. A very tenta-
tive estimate was made of the number of additional
trucks and vehicle-miles necessary to haul the intra-
regional traffic now being carried in the 11 basic com-
modities. In the 6-state core area, a diversion of these
11 basic products would increase the volume of rail-
competitive trucking by 47 percent. Competitive truck-
ing miles would increase 28 percent.

Additional vehicle-iniles of combination trucks, due
Yo the diversion of traffic from rail, ranges from an addi-
tional 14 percent in New Jersey to 70 percent in and
through Pennsylvania. Since much of the additional
highway traffic would occur in areas of concentrated
demand, these additional vehicles would result in more
congestion near larger urban areas. This is particularly
significant because, in terms of highway capacity, high-
way planners generally equate one large truck with
four to five automobiles.

As a measure of the social costs involved by such
diversion to trucks, it is estimated that capital outlays
for highways in the six states in 1970 would have been
increased by $105 nmillion (4 percent) and maintenance
outlays $86 million (8 percent). By extension, it is esti-
mated that such costs would increase on an annual basis
by $125 million and $94 million respectively (or 3 and
6 percent) in the 17-state Region. Almost half of the
total capital and maintenance out-lays would have been
required in Pennsylvania alone.
The estimated truck vehicle-miles required to move

the intra-regional shipments of the principal commodi-
ties carried by the bankrupt railroads would have called
for additional rural highway needs in the next 20 years
of $13.5 billion in the 6 core states and $4 billion for
the entire Region, or a 6 percent increase in rural area
highway needs in the 6 states and a 4 percent increase

for the Region as a wholeA The additional capital out-
lays would have ranged in 1970 alone from u low of
$5 million for New Jersey to a high of $48 million for
Pennsylvania in the 6 states studied. The impact on
increased maintenance expenditures in 1970 would have
ranged from $2.6 million for New Jersey to $37.5 mil-
lion for Pennsylvania.

The increased maintenance expenditures over the next,
20 years would exhibit a similar pattern. These in-
creased outlays represent only an estimate of what
would be needed to handle the augmented highway traf-
fic in the rural areas under the assumption of diversion
to highways. With respect to congestion in metropoli-
tan areas, offpeak traffic would increase by 5 percent in
the 20 largest metropolitan areas in the Region.

Half of all U.S. highway maintenance and over 40
percent of capital expenditures are made in the Region.
The capacity of existing secondary highways and
bridges somewhat constrains further growth of truck-
ing in rural areas. Testimony before the Rail Services
Planning Office of the Interstate Commerce Commis-
sion, indicated numerous instances in which it was be-
lieved that existing roadways simply could not handle
additional bulk movements by motor carriers. Also,
highway maintenance expenditures have become in-
creasingly burdensome to the states. Further reclhssi-
fication of highways which would result in reducing the
mileage available for federal construction funds, as
authorized by Section 148 of the Federal Aid Highway
Act of 1973, would affect this constraint over a period
of time.7

Some compensation for the functional reclassification
of highways to remove mileage from federal-aid sys-
tems is provided in the 1974 amendments to the Federal-
Aid Highway Act which authorizes $200 million to be
spent in fiscal 1976 on roads not on Federal-Aid high-
way systems-where a substantial amount of highway
traffic and highway trust fund earnings originate. De-
partment of Transportation proposals for fiscal year
1975 expand the spending flexibility for roads not on
Federal-Aid highway systems.

As noted earlier, to illustrate more specifically the
impacts that could occur from such diversion, two areas
were selected for- more detailed study, one a rural area,
and the other urban.

As estimated by the Federal Highway Administration, total rural
highway needs for the Region as of 1970 (including rural arterials)
amounted to almost $100 billion for the next 20 years, An additional
$24 billion were estimated for maintenance requirements in rural
areas In the--dgion. If one Includes all urban needs these figureg
double in amount. See 1972 National Highway Needs Report, U.S,
Department of Transportation, pp. IV-11 and IV-83. Reprinted as
House Document No. 92-266.

SSee Testimony of U.S. Department of Agriculture. Summarized In
-Rail Services Planning Office, The Pulblio Response to the Secretary
of Transportation Rail Services Report, Volume II, Mid-Atlantic States,
October 1974, p. 123. Also, U.S. Department of Agriculture. Tranuporta-
tion, in the Countryside. U.S. Congress, 93d Congress, 2d Session, Com-
mittee on Agriculture, House of Representatives, October 1074.
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Richmond-New Castle, Indiana, was selected as th(
rural area. New Castle is the crossroads of four Penr
Central lines and two Norfolk & Western lines -whicl
have been identified as "gpotentially excess" lines.8 Four
other Penin Central lines crossing this zone are also des.
ignated as "potentially excess." Regarding impact or
this area's highway system, -a possible peak of 400 truck
added to daily traffic counts on the interstate route tra-
versing the area is unlikely to place any serious burden
on highway capacity, although they will add to main-
tenance requirements. The annual increase in truckloa&
moving into or out of the area is estimated at abou
64,000; this extra truck traffic would involve significani
increases in fuel consumption and in ppllution.

Toledo, Ohio, was selected for further analysis as E
representative urban area. Toledo ranks eleventh in thc
generation of carloadings in the Region. Four of the
lines of the railroads in reorganization, and three line!
of the Norfolk & Western which converge upon enterin
the Toledo area, have been designated as "potentiall3
excess." "The 6.75 million tons originating and terminat
ing in Toledo would require about 400,000 truckload.
annually, or an average of 1,400 truckloads daily, intc
the area to handle this tonnage if it were all diverted
from rail to trucks. These 1,400 trucks would represeni
about a 39 percent increase in the truck traffic flow on
local streets and an increase of 8 percent in offpeak-hour
truck operations. Although not a seri6us problem foi
traffic on the Interstate Highway System, this increased
trucking to-and from delivery points in the Toledo are
would represent a serious increase in congestion.

Alternate Mode Service to Light DenSity Lines

One of the key studies being performed by the USRA
concerns service to light density locations. As fully de.
scribed in Chapters 16 and 17 of Volume II, the study

'process involves analysis of two critical factors: thE
costs and revenues of providing rail service on eact
identified light -density line, using 1973 data and variow
assumptions about traffic growth or rate changes; and
employment and economic effects on local communitie,
if they were to lose rail servic.c

The Association has posed the question, both as c
policy matter and asa research technique, of what in-
crease (or decrease) in transportation costs local ship.
pers would experiefice if theywere to use truck service

4nstead of rail service. This extra (or reduced) cost is
a key element-in estimating the impact on the commu.
nity of rail service discontinuance. -Findings on thiE
issue are presented in Chapter 7 and Appendix J. Re-
lated studies also provided the Association with esti.
mates of the energy consumption and pollution impactU

kDepartment of Transportation, Rail Scrvico in Mfdweat and North-
east Region, February 1974. For traffic estimates of diversion to
truck in Richmond-New Castle, Indiana, and Toledo, Ohio, see Wilbw
Smith, op. cit., p. 176. '

of substituting truck service for rail. Indications of
k the scale of those effects are presented in Chapter 11.
L In considering the extra costs or savings from the
* use of substituted service for light density rail lines, the

relevant costing technique is again total distribution
L costs. Branch line rail users are no different in this

respect than shippeis located on main lines. In both
- cases the shipper must calculate transportation costs as

only one element in the range of production, inventory
- and final distribution costs. The private decision on

mode choice between rail and truck is, therefore, very
much like the public benefit/cost analysis associated
with retention, subsidy or abandonment of light density
rail lines in view of possibilities for substituted service
by truck.

The community impact study. results presented in
Volume I1 indicate a smaller range of adverse effects at
the county level than one might expect from examina-
tion of testimony presented to the RSPO. In many low-
volume areas, truck service would be chosen over rail if
total energy and economic resource consumption factors
were considered. Chapters 7, 11 and Appendix J offer
documentation of this finding.

There are many instances, to be sure, where light
density rail lines will not be recommended for inclusion
in the Final System Plan. Unless subsidy or sale is ar-
ranged for these lines, rail service. will be terminated,
and sllippers will have to relocate or use truck service

j that probably is more costly than existing rail service.
Communities, local shippers and consumers would have
to bear these extra costs. Initial research indicates,
again, that these extra costs are not onerous, except in
a few specific cases (see Appendix J). If rail service is
abandoned, changes in trucking service and cost levels
will reduce even these limited impacts.

Conclusions

The -mature, industrialized communities in this Re-
gion require an assured flow of minerals, agricultural
goods and bulk and heavy machinery shipments from
other areas. If the facilities of bankrupt railroads were
removed from service, the impact upon both urban and
smaller local areas of the Region would be severe. In re-
cent years, railroad strikes and truck stoppages have
indicated the great dependence of the economy on relia-
ble, coordinated freight transportation. Each mode con-
tributes to the transportation system, but the nagging
questions remain: Do we now have the best division of

* freight traffic among the modes? To what extent has un-
balanced public financial support for the-various modes

" altered optimum utilization of each mode? There is evi-
dence that public financial support for other modes has
had a substantial negative impact on railroads.

National transportation policy sh6uld have the over-
all goal of minimizing total resource consumption in
the transportation of goods and people. If an alterna-

143
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tive mode is available to areas now served by railroads,
public costs should be considered in adopting a policy
toward the competitive modes. There are social, envi-
ronmental and energy costs involved in serving areas by
truck or water which should be compared to the costs
involved in various forms of assistance to the railroads
within the Region. To the extent that total costs are
lower for the other modes, the use of such other modes
should be increased and vice-versa.

In the 17-state Region, rail competes with highway,
water, air and pipeline transport. The ubiquity of the
highway network and technical advances in road equip-
ment make truck competition especially formidable.
Railways generally have cost advantages over trucks in
providing line-haul and long distance movement of car-
load lots but are less able to provide quick delivery and
are less flexible with respect to pickup and delivery
times and locations. Rail is more flexible and faster
than barges, but often at higher unit costs. No combina-
tion of pipelines, truck and barge service can replace
fully the service provided by railroads.

Shippers have indicated a willingness to pay pre-
miums for the quality of service provided by other
modes, and this is a factor to be considered in analyzing
the desirability of maintaining rail service or encour-
aging service by alternative modes. Railroads may not
be the best mode of performing traditional terminal
services. However, railways can rely on truck subsidi-
aries or contract truckers to perform some of the pickup
and delivery service, with transfer to and from rail at
appropriate terminals. While trucks are limited in what
they can carry economically, recent legislation to in-
crease the sizes of such vehicles will, absent other fac-
tors, expand the universe of truck-eligible traffic.

In cases where light traffic volume makes rail service
uneconomical, and service continuation subsidy is not
justified, some substitution of truck for rail service will
take place. If existing highways are not. able to handle
increases in heavyweight trucking, additional highway
expenditures may be necessary. No doubt there are cases
where the costs of such highway expansion would ex-
ceed the rail continuation subsidy requirement.



11
Factors Affecting Environmental
Assessment of the System Plan.

The Regional Rail Reorganization Act of 1978 recognizes that

efficient and safe high-density rail service can play a vital role in conserv-

ing energy and protecting the environment. The Ad directs the Associdation

to assess the potential environmental and energy use ad vantages and dis-

advantages of providing transportation by railroads and other modes.

This chapter provides background for an assessment of the environ-

mental consequences of any plan to restructure the rail. system in the

Region. USRA findings were drawn from internal and external sources,

including studies prepared by federal, state and indepenadent agencies,

and testimony presented at Rail Services Planning Office hearings.

These findings have led to the conclusion that, although rail service

is more efficient than other modes for long- and medium-haul traffic, the

use of trucks for many short, light-density hauls would lower current

levels of harmful emissions, decrease energy consumption and, most

important, aid in providing a high quality rail system. The most signifi-

cant environinen&al benefit associate4 with rail service is to insure the

retention of &ality rail service in major markets.
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All human activities require energy and affect the
environment. The mlgnitude of these environmental
consequences depends both on the aggregate amount
of human activity (a function of population and con-
sumption per person) and on the type of activities peo-
ple engage in or the kinds of products they consume.
The transport sector of the economy uses large amounts
of land and energy and has manifold 'environmental
effects. In 1973, all transportation accounted for 31
percent of the energy consumed in the United States,-
but freight and common carrier passenger transporta-
tion consumed only 12 percent. Transport facilities, in-
cluding principally highways, roads and streets, air-
ports, railroad yards and port facilities occupy- 1.5-
percent of America's land area.

Transport-related environmental impacts are more
directly dependent on types of economic activities than
on total growth of the economy. As noted in Chapter 1,
transport demand is growing more slowly- than GNP.
At the same time, however, and as noted in Chapter 9
and Chapter 10, the mix of transport modes is chang-
ing dramatically. Railroads are losing market shares
to trucking and inland waterways. Rail passenger traf-
fic has shifted to private autos and airlines. These shifts
have been made to accommodate the changing nature
of economic activity and altered service requirements or
preferences of shippeTs and travellers. In each example
cited above, the environmental impact of the shift al-
most certainly has been negative.1

In sum, transportation causes a substantial part of the
pollution-generation problem of a modern industrial
society, and the rail contribution to that problem, while
not insignificant, is only ,-4 percent of all energy used.
It is clear that the growth of freight transport activity
is less of a reason for environmental concern than the
shift away from railroad transportation during the
post-war period.

The Regional Rail Reorganization Act clearly man-
dates assessment of the relative environmental impact
of railroad service versus transport by alternate modes.
This chapter presents a foundation for such an assess-
ment, by discussing relative energy consumption and
pollution emissions of the various modes-with qualifi-
cations based on types of transport services provided.
Battelle Memorial Institute of Cohunbus, Ohio, under
contract to the Association, will prepare an environ-
mental assessment of the Final System Plan that will
incorporate findings of other studies.

Congress intended that the plan for restructuring rail
service in the Northeast and Midwest a6hieve sevei-al
environmental goals. Section 206 (a) (6) of the Act
directs that the Final System Plan be formulated to
achieve:

attainment and maintenance of any environmental 'stand-
ards, particularly the applicable national ambient air

' Barry Commoner, Michael 3. Corr and Paul 3. Stamler, "The
Causes of Pollution," Environrncnt (Apr, 1971), p. 3.

standards and plans established under the Clean Air Act
Amendments of 1970, taking Into consideration the environ.
mental impacts of alternative choices of action.

Section 202(b) (2) indicates that the Association shbuld
investigate:

the extent to which available alternative modes of trans-
portation could move such traffic as is now carried by rail-
roads in reorganization; and the relative'soclal, economic,
and environmental costs that would be Involved In the use
of such available alternative modes, Including energy re-
source costs. ,

Other references to environmental, social and energy
considerations appear elsewhere in Sections 202 and 206.

Although the Association must consider the environ-
mental effects of railroad operations in the course of its
planning process, Section 601(c) of the Act specifically
exenlipted the Association from the preparation of an
Environmental Impiact Statement (EIS) during the
planning stage. After the effective date of the Final
System Plan, various activities of the restructured rail-
roads may be subject to the provisions of the National
Environmental Policy Act.

This chapter seeks to provide a general appreciation
of the type and magnitude of environmental conse-
quences that are likely to flow from restructuring rail
service in the Region. In so doing, it provides initial
answers to such important questions as these: If opera-
tions of the railroads in reorganization were to be dra-

.matically curtailed in scope, perhaps eliminated, what
would be the environmental impact? What -will be the
effect on local environments of discontinuing rail serv-
ice on light-density lines? How do the environmental
effects of railroads conmpare with thoseof competing
modes of transportation?

The material in this chapter dfaws heavily on previ-
ous studies of transportation effects.on the environment
.conducted by the Environmental Protection Agency,
Council on Environmental Quality, the Departments
of Commerce, Interior, and Transportation and other
federal and state agencies. Findings made by these
agencies, in conjunction with federal regulations and
state and local ordinances, have modified the activities
of Commerce, Interior, and Transportation and other
this trend will continue. In addition to reviewing previ-
ous studies and testimony presented to the RSPO, the
Association sponsored several studies directed at an en-
vironmental assessment of the Final System Plan. Some
of the preliminary findings of these studies are described
in this chapter.

Environmental Effects of the Modes

The various, modes of transportation differ with re-
spect to their impact on the environment. This section
discusses those differences in the categories of energy
consumption, air pollution, noise and water pollution,
concentrating on mainline traffic movements.
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Successful restructuring of the Midwest and North-
east .rail system under the Final System Plan would
prevent an abrupt change in the mix of transport modes
that would substantially alter fuel consumption pat-
terns. If the Final System Plan were to result in a sig-
nificant increase in truck traffic through urban areas
where pollutant concentrations are already high,'
the Plan might impinge upon traisportation con-
trol plans adopted by some air quality, control regions.
Any switch from rail to truck transport for longer dis-
tances would increase pollutant emissions from truck

- engines substantially more than the corr.sponding de-
crease in locomotive emissions. Presfimably, a small
incremental increase in truck traffic along rural roads
replacing minimal rail traffic along branch lines would
not produce enough change in pollution emissions to
violate air quality standards.

Other aspects of the restructured rail service are also
potentially significant. For example, increased rail elec-
trification would increase the amount of fuel being con-
sumed by electric generating stations with an attendant
growth in particulate and sulfur-oxide concentrations
of the air down-wind of these:power plants, but would
reduce rail diesel emissions enroute Increased rail com-
muter service also would reduce the amount of internal-
combustion engine emissions from the automobile in
commuting areas.

Energy for Train Movement

Total U.S. energy consumption for 1972, in quad-
rillions of BTUs, is shown in Table 1. Within the trans-
portation sector shown, about 74 percent of total energy
use is for passenger movement. Another 23 percent of
transportation energy consumption is for local and
intercity trucking, rail freight movements and air-pas-
senger transportation. The balance of 3 percent is con-
sumed by water, pipeline and air-freight carriers. Over
the past decade, transportation energy use -has been in-
creasing by 4 to 5 percent annually, a higher rate than

. traffic growth. This reflects shifting modal shares and
perhaps operating practices which are less energy effi-
cient than those used in the past.2

TABLE I-U.S. energy consumptio"

Sector Consump. Pcrcent
tion

Household and commerclaL -.-.........-----....... .. 1 o 30
Industrial. ------.----------------.--------------- 22. 39

ransportation ------------------------------- 15.3 3

Total -- .-- ..........---------------------------. 59.2 IO0

Source: Federal EnergyAdmlnlstration.

Energy sources for the transportation sector in 1972
are shown in Table 2.

- Peat, 3arwick and Mitchell, Industrial Energy Studies of Ground
Freight Transportation, July 1974.

Total
Source: Federal Energy AdminIstratt
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011
Gas
Electricity from utilities_

Trllions of BTU& coamumed

4.3
-- 17,496.5

789.9
15.5

1Son 306.2
ion.

Plainly, oil is the mainstay of the transportation sec-
tor: 54 percent of the Nation's petroleum fuel consump-
tion is used to produce transportation services3 World
oil reserves fluctuate with exploration activity and dis-
covery, but should not be considered inexhaustible. It is
imperative--even without considering import uncer-
tainties and rising prices-to conserve the use of petro-
leum to the extent that this, can be done without
economic and social disruption.

Figure 1, based on the findings of Peat, Marwick-and
Mitchell, shows relative energy consumption by trans-
port mode. According to these data, the ratio of fuel
used per ton-mile moved is substantially lower for rail-
roads than trucks. Inland waterway and pipeline ener-
gy consumption per ton-mile is slightly better than for
all railroads, but if the comparison is drawn with heavy-
unit trains-the type of service which if necessary could
substitute for barge and pipeline movements-railroads
are more energy efficient than these modes as well.

The findings for energy intensiveness of railw9,ys
compared with trucking are of particular relevance be-
cause these are the two ubiquitous modes. Rails and
tucks compete for carload traffic in almost every town

of the Nation. It was largely for this reason that Chapter
10 concentrated so heavily on the rail-truck trade-off.
Similarly, testimony before the RSPO frequently ad-
dressed the relative energy savings of service by rail
compared to truck.'
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3Wllbur Smith and Associates, Economic Studg of Alternatirc Modes
and Their Oosts: Final Report, p. 149.

'For example, Rep. Barber B. Conable, Jr. (N.Y.) testified: "The
substantial energy eflency advantages of ralroads in loug-haul freight
service are well recognized and should be encouraged..
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TABLE 3.-Variations in energy intensiveness by mode

Btus per net ton-mile Ton-mlesgallon

Rand Corp. Battelle Laboratories "Energy"Methods for required for movement of (Btu/ton-mllo at 138,690 1tu/gal)
est. vol. energy Intercity freight" Oak Ridge
and demand of _ National

freight Laboratories "
transportation" Emissions Fuel-use basis Carnegie- DOT FEA

analysis basis Mellon U.

Freight ------------------------------------- ------------------ ------------------ ------------------ . . .------------- 20 .................. ..................
Inland Waterway -------------------------- 500 -----------------.------------------ 680 240 (578) 300 (463) 270
Oil pipelines ------------------------------- 1,850 -----------------.------------------ 450 267 (519) .................. 307
Air freight ---------------------------------- 63,000 -----------------.------------------ 42,000 110 (13,500) ---------_------- 5
Railroad:

30,000 gross ton unit train (200 cars) at 25
mph --------- ------- ---------- ---------------------------------------------------- 420 (330).................................

3,000 gross ton train (40 cars) at 0 mph ---- ------------------.------------------- ------------- ------------------- 97 (1,430) ....................................
Total freight ----------------------------- 750 ------------------ 680 .670 --------------.... 180 (771) 197
Intercity --------------------------------.------------------ 2475 500 . . .

Trucking:
Total freight ----------------------------- 2,400 ------------------ 2,800 - 2,800 ----------------- 50 (2,774) 53
Intercity -------------------------------------------------- 1,730 1,870 ......................................................................

Local urban trucking - ------- -------- ------------------------------------ --------- -19

I Kerosene at 135,000 Btu per gallon. - 2 Excludes fuel spillage and waste.

Table 3 represents an" effort to show that -the Peat,
Marwick and Mitchell findings displayed in Figure 1
are corroborated in several other studies. These studies
use different' bases and arrive at various different esti-
mates, but there is a remarkable degree of uniformity
in their findings.

To be sure, the comparisons shown in Figure 1 are
based on ton-miles and thus do not reflect different
values in the goods. Furthermore, ton-mile calculations
for railroads usually fail to include the additional trans-
portation to and from the rail head. Accordingly, the
number of ton-miles required to move goods between
points intermediate to rail terminals can be greater than
if the shipment moved entirely by truck. This is particu-
larly important for shipments moving relatively short
distances. These drawbacks noted, no better index is
availableY

Many factors affect the relationship of fuel consump-
tion to ton-mile production. The principal physical re-
source consumed in both train and truck operation is
diesel fuel. Fuel consumption is a function of engine
efficiency and power requirements and diesel engine ef-
ficiency varies with engine size. In this respect, railroads
are favored over trucks-because rail diesels have large
displacement and hence generate less friction per unit
of tractive effort. Of course, the performance of any en-
gine depends upon the maintenance programs designed
to miaximize engine efficiency over the long. run.

Power requirements of the two modes differ con-
siderably. Generally they relate to mass and speed. The
energy required for traction increases with speed. Fre-
quent changes of speed produce kinetic energy require-
ments, and trucks are more sensitive to this than trains,

a American Trucking Association. Debunking the Rail Energy Efficieicy
Myth, August 1974, and The Ton-Mile, Does It Properly Measure Trans.
portation Output, Janunary 1975.

although accelerating, decelerating, changing grade and
braking characterize both modes.

Comparative power requirements are also affected
by load factors and optimum cargo densities-which
are higher for railroads than trucks. Other considera-
tions are circuity, empty equipment movement, the re-
lationship between gross weight and payload and the
horsepower-to-weight ratios of the tractor and loco-
motive.

An ideal comparison between rail and truck would
use engineering functions to relate differences in op-
erational characteristics to energy usage. Unfort-
nately, this approach is not possible because the nec-
essary data are not available; the complexity of the
issue has so far defied investigation.

Electrification and Energy

Railroads are the only surface mode of transport for
which the substitution of other fuels for petroleum is
technically feasible. Although the overall energy effi-
ciency of electric rail propulsion may be about the same
as that of- the modem diesel, the solrce of energy can
be coal, nuclear, hydroelectric, solar or other sources.
A study 6 has estimated that electrifying the 6,200 miles
of main line railroad with the highest density traffic
would cost almost $900 million (excluding power
plants) and would shift the movement of about 200 bil-
lion net ton-miles (1973) of freight away from oil de-
pendency. At 200 net ton-miles per gallon, this could
save up to 1 billion gallons of fuel (1973), or 21 per-
cent of all the diesel fuel used in 1973 by Class I rail-
roads, 5 percent of all petroleum used for ground

a Pan-Technology Consulting Corporation, Inc., Vost.Effeotvcncoas
Review of Railroad Electrification, prepared for Federal Railroad Admin-
istration, Department of Transportation, Washington, D.C., April 1073.
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freight transportation or 0.4 percint of total petroleum
consumption in the U.S.

The electrification of a rail line requires 3 to 5 years.
A minimum of I year is required to design the system,
including safety and signal change requirements, and
at least 2 years is required to construct and test the sys-
tem. Construction of the electric transmission system
without interference to traffic is a further complica-
tion.

The major disadvantage of electrification has been its
marginal economic return in view of the cost of capital.
Investment of $125,000 to $200,000 per route mile (not
including power stations or transmission facilities)
would be required.7 Moreover, the recent energy short-
age has tested the ability of the utilities in general to
meet even existing demand, much less added demand.
Environmmental concerns and the renewed demand for
.coal may cause generating capacity and fuel supply
problems in the short term.

Air Pollution

Direct engine exhaust emissions have been.identi-
fied as a major factor in the degradation of the en-
vironment. The principal pollutants resulting from
diesel-fuel combustion are carbon monoxide, unburned
or partially burned hydrocarbons, oxides of nitrogen
and sulfur, smoke, other particulates and odor.

Comprehensive data on diesel-engine exhaust emis-
sions are not readily available. However, the Battelle
Columbus Laboratories estimated that in 1970 Ameri-
can railroads generated 800,000 tons of gaseous emis-
sions (particulates excluded) and 26,000 tons of smoke
emissions. Figure 2 puts-this in perspective.

Figure 3 shows Battelle Columbus Laboratories esti-
mates of air-pollutant emissions from all transportation
sources in a recent year.

Clearly,. light-duty gasoline engines such as those
used in automobiles and panel trucks are the principal
source of emissions, but the significant comparison for
freight service is the fact that diesel trucks produce
almost half again as many tons of emissions as do rail-
roads, while all trucks (both for hire and private, and
mainly diesels) produce only a little more than half as
many intercity ton-miles of freight movement as rail-
roads do.
. The relationship between energy input and pollu-
tion output- is the same as the energy consump-
tion ratios for intercity freight movement by truck and
rail-about f6ur to one. A study for the year 1970 w
indicated that, with trucks carrying almost half as much
freight traffic as railroads, truck emissions were approx-
imately double those of the railroads. This finding

7 Peat. Marwick and'Mitchell. Industrial Energy Studles of Ground
Freight Transportation, July 1974, pp. IX-15.

$Battelle Columbus Laboratories. A Study of the Environmental
Impact of Projected Increases in Inter-City Freight Traffic, AAR,
August 1971.

FIGURE 2

LOCOMOTIVE GASEOUS EMISSIONS - 1970
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SOURCE: Study by Southwest Research
Institute for the U.S. Environmental
Protection Agency.

agreed with those of a study performed for the Depart-
ment of Health, Education and Welfare in 1968V

D.atlonhtede Ineentory of Air Pollutant Emfasns, 196S, NiationaI
Air Pollution Control Administration, DHEW, August 1970.
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FIGURE 3

PERCENT OF AIR POLLUTANT EMISSIONS FROM

ALL TRANSPORTATION SOURCES - 1968

SOURCE: BATTELLE COLUMBUS LABORATORIES,
A STUDY OF THE ENVIRONMENTAL IMPACT
OF PROJECTED INCREASES IN INTERCITY
FREIGHT TRAFFIC TO ASSOCIATION OF
AMERICAN RAILROADS, AUGUST 1971, p. 18

A comparison of Tables 4 and 5 illustrates that en-
ergy consumption and air pollution output are directly
proportional. Use of a thousand gallons of fuel in a
locomotive produces, on the average, 688.5 pounds of
emissions. The comparable figure for trucks is 678
pounds. Essentially, this one-to-one relationship yields
the four-to-one modal pollution relationship. Although
trains and trucks produce approximately the same
amount of emissions per thousand gallons of fuel, the
composition differs. The rail mode produces significant-.
ly more particulates, sulfur oxides and hydrocarbons,
while truck emissions concentrate carbon monoxide.
Whether one combination is more deleterious than the
other is unknown.

Two specific considerations are imposed upon the
Final System Plan by Section 601(a) (1) of the Act
with respect to air pollutant emissions. First, the emis-
sions must meet the requirements of all State Imple-
mentation Plans (SIPs), which set forth control strate-
gies to achieve air quality standards between 1975 and
1978. The SIPs include emission standards for station-
ary sources, such as power plants. In some air quality
control regions (AQCRs) transportation control plans
call for reduction of highwAy traffic. Plans for main-

TABLE 4.-Average locomotive emission factors based on inationwide
statistics

Pollutant Ar Emisofl5

lb/10 gal kg/b'3 liter

Particulatest- ------------------------------ ........ 25
Sulfur oxide3s (SO.es SO) ----------------------- 57 0.8
Carbon monoxide - . ..----------------------------- 130 16
Hydrocarbons ------------------------------------ 94 11
Nitrogen oxides (NO. as NO) -------------------- 870 44
Aldehydes (as HCHO)-- ------------------------ 5.5 01 Oa
Organic aelds? ------------------------------------ 7 0.84

T otal --------------------------------------- 6 G 3 5 ................

*Based on emission data contained In Table 5.2 and the breakdown of locomotive
use by engine category in the United States In C. T. Here and X. 3. Springer, "Ex-
haust Emissions from Uncontrolled Vehicles and Related Equipment Using Internal
Combustion Engines." r

tData based on highway diesel data from T. C. Young, Unpublished Data from
the Engine Manufacturers Association, Chicago, Ill., May 1070.
tBased on a fuel sulfur content of 0.4 percent from 0. P. Hanley, Erhaust Emission

IAformation.on .Eledro-Melote Railroad Locoaotitres and Diesel Enuines, Oeneral Motors
Corp., Warren, Mich., October 1971.

Source: CT. Hare and K. 3. Springer, "Exhaust Emissions from Uncontrolled
Vehicles and Related Equipment Using Internal Combustion Engines," Part 1.
Locomotire Diesel Enginea and Marine Counterparts, Final Report, Southwest Ito-
search Institute, San Antonio, Tex., prepared for the Environmental Protection
Agency, Research Triangle Park, N.C., under Contract Number EHA 70-108,
October 1972, as quoted In U.S. Environmental Protection Agency, Compilation of
Air Pollution Emisson Faders, April 1073, p. 3.2.2-1.

TABLE 5.-Emission factors for heavy-duty, diesel-powcred
vehicles*

Emissons
Pollutant

lb/10 gal kg/10 Uter

Particulate --------------------------------------- 13 1.0
Sulfur oxidest (SO. as SO) ------------------------ 27 3.2
Carbon monoxide -------------------------------- 225 27.0
Hydrocarbons ------------------------------------ 37 4.4
Nitrogen oxides (NO. as NO,) .................... 370 44.0
Aldehydes (as HCHO) ---------------------------- 3 0.4
Organic acids .--------------....................... 3 0.4

Total ---------------------------------- 78...........

*Data are based on weighilng factors applied to actual tests conducted at various
load and Idle conditions with an average gross vehicle weight of 80 tons (27.2 MT)
and fuel consumption of 5.0 mfgal (2.2 kin/lter).

tData based on fuel with average sulfur content of 0.2 percent.
Source: Young, T. C. Unpublished emission factor data on diesel engines. Engine

Manufacturers Association Emission Standards Committee, Chicago, Ill., May 18,
1971, as quoted in U.S. Environmental Protection Agency, Compilatlion of Air Pollu-
tion E nission Facto;s, April 1973, p. 3.1.5-2.

taming air quality at the standards for the next decade
are being evolved as part of the SIPs.

SIPs require that emissions of sulfur dioxides, par-
ticulates, carbon monoxide, nitrogen oxides and hydro-
carbons, meet specified standards. Where stationary
source emissions afe now greater than the specified
amount, control devices or methods must. be employed
to reduce the emissions. Plans for maintenance of air
quality standards will restrict the introduction of new
air pollution sources where the pollutant concentra-
tions may violate standards.

The second consideration with respect to emissions
that is relevant to the Final System Plan is the federal
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standard-calling for the reduction in air-pollutant emis-
sions from new diesel engines. For instance, exhaust
smoke opacity of model year 1973 diesel engines must
not exceed 40 percent during the engine acceleration
mode and 20 percent during engine lugging mode. As a
result of itew engine performance stiaidards such as
these, objectionable aspects of both truck and locomo-
tive diesel engines will decrease. Introduction of these
new engines will temper the adverse environmental im-
pact of increases in use of both iransportation modes.

Noise Impact.

In recent years, there has been increasing aware-
ness of noise as a signiificant factor in the quality of life.
For the most part, concern has focusedon occupational
noise rather than community noise, to which railroad
operations contribute. According tot the Commerce De-
partment's Panel on Noise Abatement, "The various
modes of transportation, taken colle tivelyj-represent
the major cause of complaints about7 noise. Aircraft
noise has receiVed the most publicity in recent years
aid is unquestionably the major source of annoyance for
millions of Americans who live near airports. Although
the sound levels involved are much lower, many more
people are annoyed by surface transportation noise, es-
pecially from trucks, buses, motorcycles, and sports
cars." -

No, mention is made of railroads, and the Associa-
tion does not consider the noise produced by their op-
erations to be of significance except, perhaps, in a few
local circumstances. The proximity of tracks and resi-
dential housing can produce unpleasant intermittent
noise levels. Such conditions do exist, but they are
rare in terms of overall rail activity. Moreover, they
may be decreasing due to movement of, both popula-
tion and high-density rail traffic away from central
cities where these atypical circumstances are usually
found.

The ambunt of noise produced by traifi operations
depends upon the following factors:

* The location of rail lines relative to residential or
other frequented areas.

* The location of major highways and streets.
* The type of equipment in use.

- * The number of grade crossings and state laws
concerning audible warnings.

* The number and age of motor vehicles 'replacing
rail.

*. The types of motor vehicle engine in use-diesel
vs. gasoline.

• The age of the motor vehicles in use.
* The overall level of background noise.

Adverse community reaction may be expected when
the energy level of an intruding noise exceeds the resid-

ual noise level.10 The degree of reaction depends pri-
marily on" the amount of the excess and, secondarily,
on such additional factors as season, personal attitude
and characteristics of the noise. A USRA consultant '
concluded that widespread complaints generally may
be expected when the energy equivalent levels exceed
the residual level by approximately 17 decibels (dB),
and vigorous community action is likely when the ex:
cess is approximately 33 dB. Daytime outdoor residual
noise levels vary widely, depending on the type of com-
munity, and can be grouped into the following approxi-
mate ranges:

* Wilderness and rural 16-35 dB(A)
* Suburban residential 36-45 dB(A)
* Urban residential 46-55 dB (A)
* Very noisy urban residential and

downtown city 56-75 dB(A)

Intermittent noises created by multiple single
events-such as infrequent passage of a diesel locomo-
tive, aircraft'overflights and diesel trucks on the high-
way-constitute an important source of noise pollution.
Presumably, people living in quiet rural communities
are likely to be more affected and irritated by these
events than residents of cities.

In uddition to the noise generated by the freight cars
and diesel locomotives, the siren or horn can produce
high noise levels. Passage of trains across local streets
and highways may produce additional noise if the cross-
ing is protected with warning bells. Switching of freight
cars can produce loud sounds during coupling opera-
tions, and automatic car retarders in some classification
yards produce tin objectionable squeal. Normal freight
operations cause a loud series of bangs when the drawbar
slack is pulled out or contracted as the train accelerates
or decelerates. Where continuous welded rail is not used
(virtually all branch lines fall into this category), noise
is emitted as car wheels cross the rail joints. On lightly
used rail lines, these noise levels would only be bother-
some to residents living or working in close proximity to
theline.

In communities where the rail line adjoins warehouses
or other structures, trees and shrubbery, sound trans-
mission may be blocked or effectively muffled. Interior
noise levels are normally lower as a result of the
sound absorbing characteristics of buildings, so the
greatest impact is likely to be felt by those residents who
spend themost time outdoors.

In general, the sound levels from both trains and
trucks can range from 75 to 100 dB, with values around
80 to 90 dB being common for 50 feet away from a ve-
hicle moving 50 m.p.h. Sound levels atthe upper end of
this range are critical if there is extended exposure,

lOEnrlronment Protection Agency, Communty Noise, Office of Wolse
Abatement and Control. WR 71-17. Washington, D.C., Novemter 171.

It Consad Rescarch Corporation, Community Impacs Res ldtng From
Loss of Rail Serckce, Vol. IV, p. 60.



while sound levels at the lower end are characterized as
"annoying" by many people.

The Railroad Noise Emission Standards document
published by the United States Environmental Protec-
tion Agency in July 1974 deals primarily with, noise
from locomotives and flat wheels on rolling stock. Com-
pliance with these requirements will reduce noise from
railroads. The requirements for locomotive noise, for
example, would have the effect of doubling the distance
between the listener and the locomotive.

Water Pollution

Water quality can be affected by railway operations
and maintenance as a result of accidental spills of chem-
icals or other harmful substances from train wrecks,
herbicide use, drainage disruption and leakage of oil
and lubricating fluids. The seriousness of the situation is
dependent upon ground water levels, proximity to water
surface seepage and the biodegradability of the foreign
substances.

Railroad causeways can interfere with normal water
flow, thus affecting marshes and other ecologically sensi-
tive areas. Any resulting artificial impoundment of
water could lead to atrophication and degradation of
water quality. There is at present no systematic method
by which such pollution can be measured.

A more serious threat to water quality is posed by the
wide application of pesticides to railroad rights-of-way
for weed and brush control. Railroad- vegetation con-
trol is usually performed on an 8-to-24-foot-wide strip
centered on the rails. This control zone constitutes a
firebreak to protect adjacent properfies from sparks
emitted during running or braking operations by the
wheels of' railroad cars. Normally, the faster a train
travels through an area, the wider is the required weed-
free area.

Application of herbicides is not uniform. It is a func-
tion of the terrain and vegetation, and loadings per acre
are generally determined by the manufacturer's specifi-
cations. A detailed investigation of the environmental
degradation caused by weed and brush control is not
possible owing to the indeterminate nature of potential
runoff of chemicals into surface waters.

Spillage of fuel--especially at railroad fueling sta-
tions, shops and terminals-has environmental effects.
However, the percentage of spillage in relation to the
quantity used is infinitesimal.12 Railroads in general
have introduced concrete and steel service platforms,
with basins and connected sewer systems, to minimize
the principal problem associated with spillage--the
generation of fuel-water emulsions and sludge. The
USRA endorses this practice and anticipates its continu-
ance by ConRail.
In 1973 all forms of transportation used about 0.7 to

1.0 billion gallons of lubricating oil products. Of this

UPeat, Marwick and Mitchell, op. cit.

amount, the railroads used about 86 million gallons,
local trucking 138 million and intercity trucking about
83 million-totalling 307 million gallons.

About 15 to 25 percent of lubricating oils are con-
sumed by vehiclis during operation, some of which en-
ters the environment as air pollutants. The balance ig
generally recoveted and sold to reclaimers who remove
undesirable suspensions and recycle the product. About
10 to 20 percent'of waste oil 'is reclaimed as a lubricant.
Thirty percent i§ reduced to nonusable sludge, and the
balance is used in other oil products or sold as fuels.

Freight Car Dismantling

When a freight car is condemned, certain reusable
parts, scrap iron and steel are recycled. A visible en-
vironmental impact of the recycling of freight car scrap
is the air pollution and aesthetic degradation caused by
the open burning of freight cars to remove wood. Some
70,000 freight cars are dismantled each year and it is
estimated that half these cars contain three to seven tons
of wood each.23 This translates to the buring of approx-
imately 200,000 tons of wood per year. However, anti-
pollution regulations have restricted this activity, and
the Region's railroads have largely switched to mechan-
ical means of wood removal.

The Environmental Protection Agency has been
studying environmentally superior substitutes for open
burning. These are said to include semi-enclosed incin-
erators and water jets. The Association endorses the de-
velopment of these alternate means and will support
their application when development has progressed to
the point of practicability.

Light-Density- Lines

Discontinuance of rail service on light density lines
will affect the physical and aesthetic environment as
well as produce the socioeconomic changes discussed in
Volume II. The specific impacts in each community and
alopg rights-of-way depend upon the nature of rail
operations prior to discontinuance of service and the
nature of substituted transportation operations. These
impacts are discussed below.

Energy

It is not possible to generate county-by-county esti-
mates of the energy impact of light density line serv-
ice discontinuance of the kind developed for employ-
ment and income consequences in Appendix J. The
change in the total energy requirement for the entire
movement will be a function of the degree of substitu-
tion of truck for rail-whether truck is substituted for
the entire light-density segment or only for the haul
from the nearest remaining rail head to the destination.

1 Battelle Columbus Laboratories, op. cit., p. 33.
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W :generazej appears that- the shorter the trip
distace- ana'the-ligliter -the load- the lesser the energy
*effiiejey of-i1 compareci to- truck. Figure 4i which
i&baseapn i-iEmnptions that truek speed is 30-m.p.h.,
tht -in spa-is -8 m.p.h. andthat one'rail car hauls
twie th eload of one truck.sho.ws this graphically.

'Tere is. no single. break-ever. point at which rail
ser hecmes iore:ecient. Depending on factors
such4S veh icle-sp h1,-.weikgtroute geometry, length of
hafland -idling. tii1  the-,break-even point will change
forevery aT IPigre .4 pro~ides only two exam-

t inoofy m ossibilities.rThe
en~o ~h ~'iks . 6xailoyeo in substitute service

bbt~in bac1-haii il] affe4 the "comparative outcome,
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Air Pollution

Figure 3 indicated that rail and.truck operations to-
gether generate approximately 3 percent of pollutant
emissions in transportation. Available statistics mdi-
cate that trucks produce approximately four times as
much air pollution per ton-mile as trams in mainline
service. Nevertheless, the effects on the atmosphere of
service discontinuance are likely to be offsetting.

Specific air pollutant emission rates for each affected
area. will depend on the type of equipment being used,
fuel characteristics and the nature of load operations.
Gross measurements of energy use and'emissions must
be viewed with particular caution since the overall ad-
vantages of fuel efficiency and lower emission rates in-
herent in the rail mode are reduced when routes are
pailicularly circuitous and idling time is high. Also,
the four-stroke switch engines commonly used in branch
line operations are particularly hugh in pollution
ermssions."

Noise

As pointed out in the discussion of noise pollution
presented above, peak and average emanations from
rail and motor carriers are similar. Nevertheless, motor-
carrier operations can produce a greater lvel of noise
impact on community residents because more trucks

R than rail cars are required to carry the same tonnage.
A typical boxcar can carry from 1.6 to 2.8 times the
load handled by trailers, as shown in Figure 5.

.0-TRUCK The problem of quantifying the magnitude of dif-
ference in noise effects between the two modes is quite
complicated. The important factor in determining the
trade-off between rail and motor carriers is the location
of the highways and rail lines involved in relation to

44- 88 132 J 176 220 poliulation centers.

NET SHIPMENT SIZE - TONS 'With respect to the general effect of noise pollution,
an estimated increase of 5 to 10 trucks per day in the
use of adjacent highways should not be significant.

/ Even if accurate methods were available for ineasur-
TRUCKp ing the psychological distress caused by noise pollu-

- tion, it is highly unlikely that such minimal increases
in the general level of noise would cause measurable al-
teration in the stress level of individuals. Consequently,

R IAIL no significant effect on noise pollution of rail line dis-
A continuance can be identified by the Association.

Water Quality

I ! I
5 10 15 20

SOURCE: US DEPARTMENT OF TRANSPORTATION
THE ENVIRONMENTAL IMPACT STATEMENT
ON "THE TRANSPORTATION IMPROVEMENT
ACT OF1973"

In general, nonuse of a, rail line within a community
may produce some minute improvement in local water
quality through -the elimination of herbicide leaching
and runoff. As data on the extent of this runoff are
presently unavailable, there is no method for estimat-
ing its potential impact. Since the vast majority of
branch lines have not had chemical weed and brush
control application of herbicides, however, it is likely

I Wilbur Smith and Assoclates. op. cit., p. 65.
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FIGURE 5

COMPARISON OF TYPICAL BOXCAR

AND TRAILER DIMENSIONS

that the overall environmental impact on water quality
resulting from discontinuance of service on light den-
sity lines is negligible.

Land Use

The discontinuance of a rail line has a number of
land use implications for the surrounding area.1 5 Rail-
road branch lines generally occupy a narrow strip of
land, 60 to 100 feet wide, which may extend for many
miles. Because trains are unable to climb steep grades,

15 Consad Resarch Corporation, op. cit., p. 73.

RATIO OF BOXCAR
APPROXI- TO TRAILER

TYPICAL MATE TYPICAL
DIMEN- CUBIC LOAD CUBIC WEIGHT
SIONS CAPACITY CAPACITY CAPACITY OF LOAD

TRAILER
8'w x 8'6"h 3060 FT.3  25 TONS
x 45'L . 1

BOX CAR 1.6 2.8
1O'w x 10'h 5000 FT.3  70 TONS
x 50'L

the slope of this land will be gentle, and in hilly or
mountainous areas the route is likely to be circuitous.

Re-use possibilities for this land generally fall into
two broad categories: those that take advantage of the
land's unique character as a right-of-way and those that
involvo breaking up the railroad property and joining
its pieces to abutting parcels. Because rights-of-way,
when desired, are expensive to assemble, attention will
usually be given first to possibilities for maintaining the
right-of-way.

In suburban areas, the right-of-way often'will have
substantial potential for mass transit use, either as a
part of a rail or light-rail rapid transit system, as an
exclusive use busway or perhaps for use by dual-mode
"rail-buses" which can run on both rails and roads.
Rights-of-way ha- e been taken over for rail rapid
transit use in Boston, Chicago, New York and Phila-
delphia. Although rail rapid transit is most feasible
in high-density metropolitan areas such as these,
medium-density metropolitan areas could use aban-
doned rights-of-way for rail-buses or pave them for
exclusive bus use.

The right-of-way may also have some potential for
conversion to a highway. Indeed, in 6ome unusual cases
it may be necessary to convert a rail line into a highway
in order to preserve a means of freight access to an
isolated rail user such as a mine. The narrow width
of the right-of-way, however, usually will limit any new
roads to two lanes. The circuity of many rail rights-of-
way would limit their desirability as highway routes.

Circuity, on the other hand, may be an asset for rec-
reational use as a hiking, bicycle, horseback, motorbike
or snowmobile trail. For such purposes, those rights-
of-way providing scenic routes (as manj rail routes
along river banks frequently do) would be ideal. Ac-
cessibility to population centers is an important con-
sideration in evaluating a right-of-way's recreational
potential. The light grades on rail rights-of-way are
likely to make them particularly appropriate as bicycle
trails. A U.S. Department of Interior report to USRA 1 0

listed nearly 200 of the potentially excess lines as having
some potential for recreational use. The Interior Depart-
ment report also discussed possible use of this land to en-
hance wildlife resources as an "edge effect" habitat., an
impounding area for the creation of small marshes or
an access road to or boundary for a game management
area. Such adaptations presumably would be imple-
mented by interested state wildlife and fish depart-
ments.

Power transmission lines and pipeline routes also
have been mentioned as candidates for alternate use of
rights-of-way. However, the former are unlikely to be
installed along any but the straightest of rail routes

i U.S. Department of the Interior. Report on Raft Rcorgansization It
the Mortheast and Midwest RegiOns of the Unitcd State&, Wa~hIngton,
D.C., August 15, 1974.
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,because of the importance of minimizing installation
costs and transmission losses. Railroad rights-of-way
may be more suitable for pipelines, since the line-fric-
tion losses and higher construction costs of a somewhat
indirect but relatively flat route are ip part offset by
savings in pumping costs. These uses are expected to be
limited since abandoned rail lines do not often corre-
spond to a pipeline system distribution pattern.

Even if rights-of-way not needed for rail service have
no present re-use potential, the Association is aware of
the possibility that alternatives may arise in the future.
For this reason , individual states may wish to place
restrictions on any future use of the right-of-way.
"Land-banking" could be a-mechanism to this end.

If a decision .is made to obtain the right-of-way in-
tact, then the first step. will be to determine whether
the railroad has title to the land or only a right-of-way
easement. In the latter case, it still may be possible to
retain the right-of-way for other transportation pur-
poses, but this will vary from state to state and will
depend upon legal precedent. Obviously, the strongest
case for retaining the right-of-way for tranfportation
uses can be made when it is needed in order to provide
road access to a present rail user. It may even be pos-
sible to justify the maintenance of a railroad right-of-
way- asement for a bicycle or hiking trail, but the legal
argument for doing so may 16 less persuasive.

Aesthetics

Disontinuance of service on marginal'branch lines
generally has a positive aesthetic impact on the sur-
rounding community or locality. In populated areas
such lines frequently harbor an accumulation of litter,
while in less populated areas they may be overrun with
weeds. A new use of the land which is identical to that
of the 'abutting uses, whether agricultural; residential
or commercial, generally will assure that the land will
be cleaner and blend more harmoniously with its sur-
roundings.

A recreational trail, if well-designed and well-main-
tained, would be a most pleasant re-use aesthetically.
Even a new transportation use for the right-of-way is
likely to result in .better sanitation and weed control
than has been provided by the railroads in reorganiza-
tion. The elimination of grade-crossing protection de-
vices may also be considered an aesthetic improvement.

Diversion of Rail Traffic to Truck

As discussed in Chapter 10, Congress intended for"
the Association to study the effects of a possible whole-
sale diversion of traffic from the bankrupt railroads to
trucks. Among those effects would be energy and pollu-
tion consequences. The Association has not been able to
prepare a definitive study, but it did commission Wilbur
Smith and Associates to consider these impacts in their
study of alternative modes. Wilbur Smith and Associa-

ates 17 made estimates of energy use and air pollution for
six states within the Region assuming diversion of all-
intraregional rail traffic on railroads in reorganization,
which accounts fdr one-fifth of all rail operations in the
Region. Those estimates are that energy use would in-
crease about 4 times and air pollution.about 40 times
over existing rail perfornqance if trucks were the only
alternate mode for these commodities. Air pollution
findings are exceptionally tentative and difficult to in-
terpret since they obviously depend upon the specific
locale in which such air pollution would occur.

Table 6 presents the Wilbur Smith findings on a
state-by-state basis, comparing present rail energy con-
sumption with estimated truck energy consumption.
Such a comparison involves both ton-mile relationships,
load factors and the ratio of gross vehicle ton-miles to
net ton-miles for each mode. In developing these figures,
Wilbur Smith and Associates estimated rail uses of
energy at 600 Btus per ton-mile and truck use at 2700
Btus.

TArx 6.-Approzimations of energy and environn=tal coas-s of
diversion, by state

state trlin)(tons anntUaly)

Rail Trck Rzai Truck
Al- 61 ................. 1..l 142.71 19.1 7.9

Now York............. 1.74 15.21 2.0 S28
Newe......... .CO 5.23 .7 2.5
Pennsylvania ......... 0.71 8s 7.9 319.4
Ifflhlna.-- . 1.280 ias 1091 L59.5
Ohio .......... .. 424 37.10 5.0 2=.0
Indiana.......... . 1.77 15.51 20.8 84.4

Sou=c:Wllbur Smth and Awcatw. op. cl.

The extent of new highway construction and bridge
augmentation would depend on the degree of saturation
of the existing highway system and congruency of the
rail and highway networks. Load limits of existing
bridges and pavement would require consideration as,
well.

Conclusions

The Association finds that discontinuance of selected
light density rail services constitutes little danger to the
ecosystem. The Association believes that it is possible
to trim some uneconomic light density rail services from
the railroads in reorganization with a small penalty
in energy consumption and environmental impact and
a large saving of total economic resources. Such a redi-
rection of resources would help foster continuance of

IT Op. cit. Estimates of the direrston from rail to truck of the ntra-
regional shipments of 11 commodities on the railroads In reorganization
In 6 states were prepared. Tfiese 6 states accounted for four-fifths of the
Intraregional shipments of these commodltie3 on the railroads In
reorganization In the 17-state Region. These Intraregonal shipments
amounted to one-fifth of the total rail tonnage originating in the
Region and one-half of the Intraregonal shipments of these commodities
In the Region on all railroads.

155
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essential rail services and thus would make a substantial
contribution to environmental quality. The greatest en-
vironmental disaster from this standpoint would be for-
railroads as a whole to be unable to survive financially
or to become grossly inefficient in doing what they do
best-providing high density, mainline service.

The Title IV subsidy proyisions of the Act are-in-

tended to enable continuation of those services which
are not remunerative to railroads subject to the Act but
which are valuable from the broader perspectives of
income, employment, energy and environmental im-
pacts. Such subsidies will obviate the Hobson's choice
between severe local impacts and burdening the R~egion-
wide system with unsustainable deficits.
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12
Manpower- Requirements and
Policies

This chapter deals with plans to achieve a fair and efficint use of

employees in the new system. It describes the employee protection features

of the Re ional Rail Reorganization Act of 1973 and emphasizes the need

to assure that its provisions will be applied equitably to all employees.

USRA's efforts in the manpower area rely on communication with

labor. The Association urges that the railroads in the Region to be reor-

ganized as ConRail meet with labor representatives at the earliest possible

date. These parties should discuss collective bargaining agreements and

single implementing agreements consistent with industry practices. Under

the latter, ConRail would enter into comprehensive system-wnde agreements

with labor, as opposed to individual agreements for each former railroad

in the system.
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Successful reorganization of the railroads in the

Region re.quires a highly trained, fully utilized and

skilled work force. The Association's planning activities

seek to make the most efficient use of employees entitled

to protection under the Act while holding manpower

expenditures to necessary costs. This chapter is not the

final plan for manpower utilization and deployment
in the new system. Much remains to be done.

The Association cannot develop a detailed plan for

manpower utilization and deployment in the new system

at this point. The manpower plan for both contract

and noncontract employees will be refined when the

final operating plan is adopted. The costs for protection
of individuals from both groups will be projected
at that time. The Association is also in the process of

evaluating the practicability and manner in which an

employee stock ownership plan could be used by Con-

Rail. This is discussed more fully in Chapter 14.
This chapter deals -with:
" Manpower planning goals established to guide

decisionmaking affecting employees of the carriers
under study,

• Identification of the manpower available ,to the
new system, both at th5 time of conveyance and
for the succeeding decade, and

" Nature of implementing agreements to provide
for the orderly transition of employees to ConRail
and the negotiation of single collective bargaining
agreements.

Railroad Employment and Labor Relations

Railroad employment in the United States has de-
clined sharply in the last quarter-century. In 1947 there
were 1.3 million workers in the railway labor work
force. This shrank to 520,000 in 1973, a reduction of 60
percent. In 1947 the bankrupt carriers (not including
the Erie Lackawanna) that are candidates for ConRail
employed 335,000 people. This declined 73 percent to
approximately 90,000 people by 1973. This total is
nearly one-fifth of the workers employed in the industry.

The downward trend was caused principally by a
loss in competitive position of the rail industry in
freight services, and a dramatic decline in passenger
services. The reduced work force is also a result of in-
creased productivity due to improvements in rail tech-
nology, particularly the diesel-electric locomotive and
mechanized track maintenance and mergers.

The average age of employees on the 6 bankrupt
railroads is high, averaging 47 years. Based on age 65
retirement, it is estimated that 30,619 union employees
of the roads will retire by 1985, 36.5 percent-of the
total. Recent changes in the Railroad Retirement Act
now permit early retirement at age 60 with a supple-
mental annuity available to those who retire between
that age and age 65. It is worth noting that all employee
protection under Title V ceases at age 65. If all em-

ployees elect to retire at age 60, 45,315,'or 54 percent of
the current force, would retire over the course of the
next 11 years. (See Table 1). Thus, it is clear that 36.5
percent to 54 percent of union employees of the bank-
rupt railroads will retire during the next 11 years, be-
fore the rehabilitation program is completed. Normal
attrition due to death and illness will cause total attri-
tion to exceed these figures.

The railroad industry has long been the subject of
special federal legislation affecting the conduct of its
business and the'welfare of its employees. Congress
acted to safeguard the welfare of railroad labor as far
back as the 1880's. In 1916, the Adamson Act estab-
lished an 8-hour day for railroad workers covered by
labor contracts. During the period of federal operation
of the railroads from 1918-20, the U.S. Railroad Ad-
ministration issued a number of General Orders estab-
lishing various work rules, many of which remain in
existence today. In 1969, Congress revised the Iours of
Service Act to lower the permissible hours on duty of
operating employees from 16 to 12 hours.

The Railroad Retirement Act, the industry's counter-
part to social security, was enacted prior to the Social
Security Act in the 1930's. Railroad workers have had
their own statute governing unemployment and sickness
benefits for many years. Certain provisions of the
Interstate ,Commerce Act mitigate the potential adverse
effect on rail personnel of mergers'or abandonments.

The cornerstone of collective bargaining in the rail
industry is the Railway Labor Act, originally enacted
in 1926 and subsequently amended. The Railway Labor
Act provides for freedom in the choice of representation,
for the orderly settlement of disputes concerning rates
of pay, rules and working conditions and for the han-
dling of grievances arising out of such settlements.

Twenty-six individual unions represent, the employees
on one or more of the six railroads in reorganization.
(See Figure 1). The complexity of labor relations is
illustrated by the fact that 140 individual collective

TABLE 1.-Union-represented employees of the railroads in

reorganization1 reaching age 60 and 65, 1975 to 1985

Year Age 65 Cumulative Ago 60 Cumulativo

1975 ---------------------- 1,726 .............. 2 14,074 ...........

1976 ---.----------------- 1, 983 3,709 3,214 17,293
1977 ---------------------- 2,251 5,060 3,250 20,33
1978 --------------------- 2,469 8,429 3,410 23,043
1979 ---------------------- 2,695 11,125 3,170 27,118
1980 ---------------------- 2,949 14, 074 3,501 30,010
1981 ---------------------- 3,214 17,288 3,420 34, 015
1982 --------------------- 3,250 20,33 3,241 37,290
1983 ---------------------- 3,410 23,948 3, 099 40,3S5
1984 ---------------------- 3,170 27,118 2, 643 43,02
1985 ---------------------- 3,501 30,619 2,280 45,314

30,619 (36.5%)3 45, 314 (54%) '

1Excluding the Erie Lackawanna.
2 Includes employees born 1910-1915.
3 Percentof total union represented forc--83,70e.

Source: Employee Data Sheets, 112f74, U.S. Railway Association.
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FIGURE 1

EMPLOYEES OF RAILROADS IN REORGANIZATION

BY UNION REPRESENTATION
Figure 1

24,000

1 EXCLUDING THE ERIE LACKAWANI

21.000

18,00
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1, 15.000
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SOURCE: EMPLOYEE DATKSHEETS, 1/2174 NOTE: SEE KEY TO ABBREVIATION 'S FOLLOWING:
U.S. RAILWAY ASSOCIATION
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KEY TO ABBREVIATIONS-FIGURE I AND TABLE 2

BLE Brotherhood of Locomotive Engineers
UTU (E) United Transportation Union (Enginemen)
UTU (C) (T) United Transportation Union (Conductors)

(Trainmen)
RYA Railroad Yardmasters of America
UTU (DM) United Transportation Union (Yard Masters)
ATDA American Train Dispatchers Association
BRAC Brotherhood of Railway, Airline and Steamship

Clerks Freight Handlers,-Express and Station
Employees

TC DIV Transportation-Communication Div. of BRAG
ASD Allied Services Division of BRAG
IBT International Brotherhood of Teamsters
ASM Association of Station Masters and Assistant

Station Masters
BMWE Brotherhood of Maintenance of Way Employees
BRS Brotherhood of Railroad Signalmen
ARSA' American Railway Supervisors Association
SF 72 System Federation 72, Railway Employees De-

partment
SF 109- System Federation 109, Railway Employees De-

partment
IAMAW : International Association of Machinists and

Aerospace Workeis
IBB International Brotherhood of Boilermakers,

Iron.Ship Builders, Blacksmiths, Forgers and
Helpers

IBEW International Brotherhood of Electrical Work-
ers

IBFO International Brotherhood of Firemen and Oil-
ers

SMWIA Sheet Metal Workers' International Association
BRC Brotherhood of Railway Carmen of the United

States and Canada
TWU Transport Workers Union of America
BSCP Brotherhood of Sleeping Car Porters
HRE Hotel and Restaurant Employees and Bartend-

ers International Union
IOMMP International Organization of Masters, Mates

and Pilots
Si " Seafarers' International Union of North Amer-

ica
ILA
NMU
NMEBA -

International Longshoremen's Association
National Maritime Union of America
National Marine Engineers' Beneficial Asso-

tiation - I

bargaining -agreements exist between these 26 .unions
and the roads. These agreements cover employees
holding seniority'rights on more than 3,000 basic rosters.
This profusion of collective bargaining agreements and
representation poses a difficult problem for those who
must negotiate the implementing agreements required
under the Regional Rail Reorganization Act and the
new collective bargaining agreements.

Manpower'-Planning Goals
The USRA planning process will result in the con-

veyance of properties from the bankrupt railroads to
- ConRail or profitable railroads. The manpower plan-
ning portion of that process is a complex undertaiking
involving the transfer of employees as the properties
are conveyed. The livelihood and material security of
many people are affected by decisions that USRA will

make and ConRail or other railroads will implement.
It is important, therefore, to state the specific goals
which are being used in making decisions about manf-
power in the new system. These goals are:

" TQ achieve and maintain an optimal system man-
ning level

* To minimize expenditure for employee protection'
costs (given a particular level of employment)

* To minimize the effect of unemployment on termi-
nated and displaced employees

* To consolidate labor agreements
" To establish communication with and maintain

understanding of organized labor about manpower
planning process

The purpose of these particular goals and the impor-
tance of achieving each are discussed below.

* Achieve and maintain optimaZ system inanning
level

For ConRail to achieve financial success, it must use
all its resources, including labor, as efficiently as pos-
sible. Thus, the first goal of manpower planning activi-
ties in USRA is to define an optimal system manning
level for the new railroad.

However, there are some constraints on ConRail in
attaining such an optimal manning level. fost impor-
tant is the fact that the new carrier is required by
statute to become a party to existing collective bargain-
ing agreements until new contracts can be negotiated.
For this reason, the present agreements are used in cal-
culating manpower requirements for the new system.
The consolidation of facilities should nevertheless allow
some economies of scale to be achieved. This increased
labor productivity will help achieve the Act's goal of
creating a financially self-sustaining rail company.

M Ainimze eapenditure for employee protection
costs

After ,determination of the optimal level of man-
power resources needed in the consolidated rail system,
the A sociation will program and ConRail will imple-
ment the manpower plan, utilizing the employee pro-
tection options provided by the Act to reduce future
protection costs. Under the following provisions of
Title V of the Act, employee protection funds will be
used for:

Monthly displacement a~lowance8 for any protected
employee deprived of employment or adversely af-
fected with respect to earnings as a,. result of imple-
menting the Final System Plan. Such allowances
continue to ag 65 for employees with more than 5
years of railroad service as of the effective date of
the Act. (Sections 505(b), (e))
Separation aflowances, if offered, in a lump sum at
the option of a protected employee who elects not to
continue employment with ConRail. Such allow-
ances are based on u formula involving age and
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length of service and are subject to a $20,00 maxi-
mum. (Section 505 (e))
Termination alowaneesof up to 180 days' pay are
provided for protected employees with less than 3
years of service as of the effective date of the Act.
These allowances are payable should ConRail choose
to terminate such employees. (Section 505 (f))
Moving expense benefits for employees required to
change residence due to a. transfer occasioned by the
Final 'System Plan. (Section 505 (g))

Because the cost of compensating employees under
these provisions will vary substantially according to
the age and service of the railroad employee involved,
it is important to devise a plan that will hold protec-
tion costs to a minimum and at the same time be equi-
table to the employees involved.

* Minimize the effect of unemployment on termi.
nated and displaced employees

In keeping with responsible corporate practice as
well as congressional intent, USRA intends to investi-
gate the possibility of developing programs to assist
employees who are displaced in the process of restruc-
turing and reorganizing the bankrupt carriers. Such
programs could provide, among other things, for the
relocation and retraining of individuals to help place
them in either rail or nonrail jobs.

USRA does not have the resources to undertake this
kind of retraining activity. Instead, the Association
will initiate discussions with interested parties, includ-
ing rail labor organizations, the Department of Labor,
other federal government agencies and appropriate state
and local authorities, to foster creation of programs that
will achieve this goal.

* Consolidate labor agreements
Labor agreements on the railroads in reorganization

are more complicated than need be, largely because of
the, multiplicity of labor agreements in force. For ex-
ample, there are several collective bargaining agree-
ments for identical classes and crafts of employees on
the Penn Central alone. USRA urges both ConRail
and the various unions-to work expeditiously to develop
a single agreement for each class and craft of employees
as soon as possible.

This can be accomplished by consolidating existing
agreements and reconciling conflicting provisions on
similar issues. If this is done, it should bring needed
clarity to the overly complex railroad labor relations
environment. USRA personnel are analyzing the vari-
ous existing labor agreements to assure that the man-
power plan conforms to current labor agreement re-
quirements. This "analysis will be available for use by
the negotiators.

* Establish communication and maintain under-
standing mith organized labor about the manpower
planning process

It is important for ConRail to develop and main-
tain confidence among its employees that Title V of the
Act will be fairly and impartially implemented. Hence,
it is necessary and desirable to keep labor informed
about USRA manpower planning activities and to re-
ceive labor inputs to the process of reorganization.

This information exchange should create an atmos-
phere of mutual understanding between the Associa-
tion and labor that will be conducive to a successful
ConRail startup in 1976.

Manpower Plan

Until establishment of the Final System Plan, in-
cluding acquisitions by viable carriers, it is not'possible
to develop a detailed manpower plan for placement of
labor in the right place at the right time. Once an op-
erating plan is established, it will be'possible to create
a more definitive manpower plan for both contract and
noncontract employees and to estimate the employee
protection costs involved in such a plan.

The first step in the development of the manpower
plan for the new railroad system has been to collect a
dat a bank of basic information covering the employees
of the six railroads in reorganization. This is a large
and complex task involving a considerable amount of
manual and computer effort. Basic personnel informa-
tion such as age, class and craft, geographic location
where possible, length of service, seniority district and
certain payroll data will be gathered for each employee.

The data bank also will contain information on the
composition of the work force as a means of assuring
that equal employment opportunity rights are re-
spected. The program will serve as a basis for determin-
ing present manpower availability and, given historical
attrition rates, will make possiblea projection of man-
power availability for the future.

The second step -will be to generate the manpower re-
quirements of the new ConRail system under the pro-
posed operating plan. These manpower levers' will be
consistent with existing collective bargaining agree-
ments. When the two tasks are completed, USRA. will
be able to project, for given areas, either a surplus or a
shortage of employees of a particular craft and class.

ConRail will need more employees than currently are
emp oyed by the-bankrupt carriers in certain classifica-
tions, particularly those affected by the extensive re-
habilitation program. On the other hand, over a period
of time fewer employees will be needed in certain other
skills.

As provided in the Regional Rail Reorganizational
Act, imbalances in labor forces will be corrected, to
the extent possible, by transferring employees within'
the railroad system. Such transfers will help minimize
job loss in the new company.

Seniority.-The historic practice on all railroads his
been to defer to seniority within the class and craft of
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represented employees. USRA's manpower plan will re-
spect this practice. -Consequently, in the course of com-
piling employee data from all of the bankrupt railroads,
it is necessary to identify their seniority position on the
several thousand rosters and the location or district
covered by each roster.

This task requires the coding of all seniority rosters of
the individual railroads and is necessary to preserve the
seniority concept when accounting for addition or loss
of work within crafts and classes of employees. Changes
in existing operations or facilities that may be pro-
posed by USRA in the Final System Plan will in all
likelihood necessitate changes in existing seniority
districts.

The Association is developing a method whereby the
analysis of current senioity rosters on all bankrupt
railroads may be assisted by computer in one or more
of the following ways:

" Consolidation of vtwo or more seniority rosters
* Partial consolidation of two or more seniority ros-

ters
0 Expansion of an established seniority roster (s) on

one railroad to include employees from one or more
seniority rosters of another railroad.

In addition to compiling the personnel information of
employees represented by labor organizations, similar
information is being developed of all noncontract em-
ployees, identifying them by departments, title and
work location. It has been necessary to acquire such in-
formation as -employee identification number, social
security number, birth date,'title, department, employ-
ment date and the status of the employee on the effec-
tive date of the Act. This information has been pre-
pared for computer assisted analysis and a uniform code
has been established todidentify departmental responsi-
bility by railroad and to classify all management em-
ployees, regardless of their present railroad affiliation.
A computer assisted analysis of payroll data and the
manpower inventory data will complete the employee
analysis.

Calculation of labor protection payment.--In sec-
tion 206 (a) the Act directs that one goal of the Final
System Plan would include not only the development
of a financially self-sustaining system, but also be the
minimization of job losses and associated increases in
unemployment and community benefit costs in areas in
the region presently served by rail service. These losses,
insofar as most employees are concerned, are offset by
certain protective features of the Act. Under Title V,
USRA must have available computerized data on aver-
age monthly compensation. To accomplish this, it is
contemplated that the bankrupt railroads will retain
and make available to USRA. detailed payroll tapes for
the 12 months immediately preceding conveyance of the
properties. When requested, the data thus developed
will be used to determine, for each employee, the aver-

age monthly compensation and average monthly time
paid for as a basis for computation of his monthly dis-
placement allowance. This will be combined with the
seniority roster data.

Employees with less than 3 years' service as of Jan-
uary 2, 1974, who are subject to termination under Sec-
tion 505 (f) of the Act, will be identified, as well as em-
ployees who may be offered severance payments because
of age. Using this data, a forecast will be made of the
year that all present employees are eligible for retire-
ment, and this information can be made available by job
classification as well as by union. (See Table 2.)

This information will be of significant value to those
responsible for negotiating implementing agreements
and negotiating the now collective bargaining agree-
ments required by the Act.

Implementing Agreements

One of the most important steps in activating Con-
IRail is the transfer of employees from the bankrupt
carriers to the new railroad. The process will be accofa-
plished through implementing agreements to be nego-
tiated by representatives of ConRail and the represen-
tatives of the various classes and crafts of employees
of the railroads in reorganization.

Section 504(b) of the Act stipulates that negotiations
for a single implementing agreement for each class and
craft of employee will begin on or before the date of
adoption of the Final System Plan by the Board of Di-
rectors of USRA. The Act requires that five specific
items be included in the implementing agreement:

1. The identification of the specific employees of the
railroad in reorganization to whom the Corporation
offers employment.

The Act requires under Section 502(b) that each em-
ployee of a railroad in reorganization who has not ac-
cepted employment with USRA. or with an acquiring
railroad be offered employment with ConRail. As de-
fined in Section 501(2), an employee of a railroad in re-
organization is a person who is employed by a railroad
in reorganization as of the date of conveyance of the rail
property. Exceptions are made for certain officers of the
carriers. Thus, virtually all of the employees of the rail-
roads in reorganization will be offered employment with
ConRail and will then be subject to the employee pro-
tection provision of Title V of the Act. Because of con-
tinuing employment changes, the identification of em-
ployees who qualify for the offer of employment is an
ongoing process.

9. The procedure by ohic those employees of the
railroad in reorganizatioan may ekt to accept employ-
ment with the Corporation.

This requires that a procedure be defined for the ac-
ceptance of an offer of employment. Because virtually
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all of the contract employees on the railroads in reor-
ganization will receive the employment offer, it is an-
ticipated that they will be considered as having accepted
the offer unless they specifically decline.

3. The procedure for acceptance -of such employees
into the Corporation's employment and their asign-
ment to positins on the CorporatioW's system.

This provides for the assignment of employees to
positions to assure smooth continuity of operation sub-
sequent to -conveyance. It is anticipated that each em-
ployee who joins ConRail will remain in the same posi-
tion on the day of conveyance that he held immediately
prior to conveyance.

Exceptions will be those positions that are not in
existence after coi-veyance because of service discon-
tinuance, properties not included in the Plan, properties
conveyed to an acquiring carrier where the employees
may not have followed the work or immediate consoli-
dation of facilities of former carriers. Employees in
these categories will be subject to the exercise of senior-
ity under seniority rules applicable at the time of
conveyance.

As the consolidations of facilities occur over a period
of time, the number and location of positions on the
railroad will hange. The reassignment of employees
as these changes take place will be accomplished in the
following ways:

" By the employee exercising seniority (seniority on
the ConRail system will be provided for in the
implementing agreement)

" By the transfer of employees under the. provisions
of Section 505 (d) of the Act

" By subsequent agreements, permitted by Section
505 (d) (4) (0) of the Act, providing for the trans-
fer of employees.

This procedure will assure a smooth transition, with
continuity of operation, while at the same time provid-
ing for subsequent changes in operation and facilities
as the operating plan is placed into effect.

4. The procedure for determining the seniority of
such, employees in their respective crafts or classes on
the Corporation's system which shall, to the extent
possible, preserve their prior seniority Wights.

This is designed to provide for the orderly transition
of employees and to protect acquired rights -to work
positions of their choice in their craft or class on the
new system. In many cases, employees now hold se-
niority in very narrowly defined areas, such as in one
office of a railroad. Tis restricts management's flexi-
bility in the use of employees and the employees' ability.
to take advantage of new or better jobs.

To the extent possible, the narrowly defined areas
will be consolidated and new seniority boundaries de-
veloped. In some instances, new boundaries may cover

the entire ConRail system. This will provide for greater
flexibility in the Use of employees and at the same time
provide employees with more job opportunities.

Senority rosters covering the craft and clasm in tho
newly defined boundaries will be consolidated and,
where possible, dovetailed. This entails ranking all in-
volved employees solely by their earliest retained senior-
ity date regardless of their 'prior' employer or prior
seniority district. In this way prior seniority will be pre-
served and, at the same time, employees will be per-
mitted a wider choice of assignment. The approach to
be taken in determining revised seniority districts and
the method of establishing the employees' seniority
therein may differ through negotiation for each craft
and class of employee.

5. The procedure for determining eguitable adjust-
ment in rates of comparable pisitions.

Rates of pay for operating crafts generally are stand-
ardized, but the need for equitable adjustments in rates
of comparable positions may arise where the work of
nonoperating employees is consolidated. The inple-
menting agreement should provide for uniformity to
the extent practicable so that employees doing essen-
tially the same work -would receive the same pay.

Collective Bargaining Agreements

Section 504(d) of the Act requires that, no later than
60 days after the effective date of any conveyance, the
representatives of the various classes or crafts and rep-
resentatives of ConRail commence negotiations of now
collective bargaining agreements for each class and
craft of employee. Adoption of a single collective bar-
gaining agreement for each class and craft will:

" Provide equal treatment of all employees in the
particular class and craft on the system

" Assure greater understanding on the parb of trans-
ferred workers, both supervisory nd craft em-
ployees, of their rights and obligations

" Result in fewer contract violations because of
greater familiarity with agreement provisions by
supervisory and craft employees.

The aggregate effect of these advantages should be to
foster a higher level of efficiency in ConRail, by creat-
ing u more stable and clarified labor relations environ-
ment.

Conclusions
onRail is responsible for negotiating both the im-

plementing agreements and the single collective bar-
gaining agreements described in Section 504 (b) and
(d) of the Act. There is no statutory bar to an early
start of these negotiations. The Association concludes
that ConRail should appoint, at the- earliest possible
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date, representatives empowered to negotiate the imple-
menting agreements. This will assure completion of
the required agreements prior to the date of convey--
ance. The Association also concludes that negotiation

on the new single collective bargaining agreements for
each craft or class should commence as soon as possible
so that the benefits to be obtained can be achieved at
an early xte.
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13
Passenger Service in the Region

Most of the Region's intercity rail passenger transportation is pro-.

vided by Amtrak over lines of the railroads in. reorganization. Cities in
the Northeast Corridor receive frequent, high-speed service, while sermice

outside the Corridor remains slower and less frequent. Suburban services

also are provided extensively by carriers in reorganization, usualy with

ihe sponsorship of state and local governments.

Very high speed service should be limited to the Northeast Corridor in
the near future, although 16 additional corridors were identified as

candidates for new or improved service in the Region. Service on these

16 corridors should be limited to speeds compatible with upgraded freight

services, since the proposed passenger network by and large would us the

same rigts-of-way used by freight trains.

As a general policy, facilities control and management of right-of-way
should rest with the predominant user. Both freight and passenger

services should pay proportionate shares of all costs directly attributable

to their respective operations.

Potential conflicts between the priorities of intercity and suburban

passenger and freight operators in the Northeast Corridor represent a

special situation. To minimize freight-passenger conflict, ConRail
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th~tg1-fei ar- ~'0 Conridor should be moved, insofar as
posslTo ki a r igk.of-ovij. Mxnagennt and financial responsi-

bilittjforitkjcondov #Quo-d not- e, ve~4d in ConRait.

The revival of railroad passenger ri through econoi es of

substantial popular and political' supportin thAfxnted e me utilization,. Kreseations and ticketing,
States. One decade ago, the outaook or . oved~ra -ii~intenaie, advertising a ximaagement; (2) to pro.
passenger service was exceedingly grim. To . th . :-stess n-.al-ta l passenger services in the face of
prospects for more and better service are brighted au" ntiaccenrateuAnes; afid (8) to relieve the
they have been at any time since the imnedi teposfwar reigtorieted ra'ilroaa industry of the managerial
period. This improved outlook may be lrasc .dir ilnd <t buzjlen, ' opeathin- passenger ,trains. It is
to two causes: growing concern for the sooii.iosts iso-. , '-fair to. onclid tha-the second and third of these goals
ciated with expanded use of the private antomobile, anad.- -bve been substantially accomplished; progress toward
establishment of a single institution, Amftraki, to po- -the firstgoal has been miked-good in some areas and
Vide substantially all of the intercity _rai passenger'. fair or poor-ii othergi
service in the Nation. " Amtrak was'conceived as- a for-profit corporation, a

The Act in Section 202(b) (3 directs the Associa-; goal thathas not been met.'Amtrak's annual deficit now
tion to "prepare a study of rail passenger services in, runs about $300 million, and, a deep controversy exists
the region, in terms of scope and quality."Amofig the', over whether operating subsidies to rail passenger serv-
mandatory goals of the Final System Pla i listed in ice ought to be continued, expanded or eliminated. On
Section 206 of the Act are: the one side are tliose who decry the large federal sub-

" Establishment of inproved high-speed rail pas-' sidy per pasenger mile for Amtrak service in compari-
senger service in the Northeast Corridor (Bbston- son with airbus or auto. On the other side are those who
Washington, D.C.), consonant with the recom- :believe in the essentiality of a core rail passenger net-
mendations of the Secretary of Transportat & in work-becauseof rail's advantages in fuel qonsumption,
his report of September 1971. pollution effects and'ability to expand capacity rapidly

* Efficient movement of both passengers and freight in the future,
in the Region in a manner consistent -with safe Since-'the establishment of Amtrak, Congress gen-
operations. . erally. has placed less emphasis upon immediate finan-

• Efficient and safe commuter rail service 'as weA," qial success and more emphasis on the reestablishment
as int rcity service. thof an integrated network of rail services. All of Am-

* Coordination with the National Railroad Pas; trak's original roufes have been preserved. Amtrak was
senger Corporation and similar eniities. . requiredto initiateadditional experimental routes from

* Identification of all short-to-medim distane time to time, and states may ask for rail passenger
corridors in densely populated areas in whichmaj;or service if they are willing to lrovide partial funding.
upgrading of rail lines for high-speed passenger The Association has prepared its preliminary recom-
operation would return substantial public befiefits. mendations for rail passenger service in the contbxt of

continued public interest and financial support for rail
USRA's role is to analyze future prospects for rail passenger service.

passenger services and to make certain that rail facii- Public involvement in suburban services preceded
ties required for a proper development of rail passenger Congressional actibn on intercity services. Faced with
service are taken into account. The responsibilities for abandonment and general. deterioration of services, the
operation of passenger service reside with the National majr cities in the Region moved at either a local or
Railroad Passenger Corporation (Amtrak). As a rule, sat o to th i p oe t ither a loa ob
state and local agencies have the responsibility for de- state level to stop this process through infgsion f pub-
velopment of rail commuter services, li monies for equipment and/or operating subsidies.

Since the inception of Amtrak, Congresp and the Ultimately a federal responsibility was created with
Department of Transportation have determined the passage of the Urban Mass Transportation Act of 1964.
level and extent of rail passenger service to be provided That legislation, as amended, provides significant fed-
in this country. Amtrak assumed responsibility for vir- eral funding for capital improvement programs, acqui-
tually all rail passenger services on May 1, 1971. The sitions of assets and now operating subsidies. Even with
legislation which created the National Railroad Pas- this major federal involvement, however, the primary
senger Corporation had three apparent goals: (1) to responsibility has remained with state and local govern-
create a nationwide system which could achieve im- ment.

168- °
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Role of Rail Passenger Service

Most intercity travelers have a choice of private auto,
bus, air and, in a small but growing number of cases,
rail serviceiIn certain markets passenger trains offer
the opportunity to carry travelers at lower total resource
costs than any other mode. Energy efficiencies for var-
ious modes of transportation are 'shown in Table 1.

TABLE I.-Eergy effienc for Arious modes of
passenger transportation

Vchf~eli er gaglon

Rail: U.S. current, includes allowances for engine
idling between runs:

3,000 hp locomotive,, turbocharged, 0.5 mpg, -9
coaches per locomotive, 60 to 80 seats each (Am-
trak data). Relatively new Amtrak locomotives.. 270-360

Rail turbine train, 0.33 mpg, 320 seats (296 plus 24
snack bar) (Amtrak data) (Amtrak's French
RTG). Delivery test at 80 mph average --------- 110

Autotrain, 0.37 mpg, 3,600 hp 16comotive, 18, cars
per locomotive, 30 automobile miles per gallon, at 5 -

seats per aut -------- ----------------------- 150
Bus: U.S. current.

Intercity, 6.0 mpg (Greyhound), 47 seats (TSC
industry average). Over-the-road test of Grey-
hound and Trailways buses by TSC indicated 8.8
mpg at 50 mph, 8.1 mpg at 60 mph -------------. 282

Automobile: FH[WA data.
Intercity subcompact, 4 seats, 30 mpg------------- -120
Intercity compact, 5 seats, 22.5 mpg - - 112.5
Intercity standard, 6 seats, 18.0 mpg --------------- 108
Intercity luxury, 7 seats, 12.0 mpg ----------------- 72

Air: NASA data.
Twin engine turbofan, 68 to 106 seats, 500 mile

stage, 0.44 to 0.54 mpg ----------------------- 37-47
3 and 4 engine turbofan, 131 to 200 seats, 500 mile

stage,'0.21 to 0.29 mpg ----------------------- 35-41
3 and 4 engine turbofan, widebody, 256 to 385 seats.

Wide-body jets use new high bypass turbofan
engines with low specific fuel consumption. 500
mile stage, 0.11 to 0.19 mpg ------------------- 44-51

Source: Secretary DOT, Beport to the ConWgrs on tac Ra Pasmsener Sr ec Ad,
(July 1974) pp. 41-42.

Trains cannot capitalize on their potential resource
efficiency without ridership. If ridership is light, train
benefits will be minimal. If intercity rail passenger serv-
ice does not attract substantially more riders in, the
future, Amtrak's deficits will continue.

To win agreater share of the market, rail service must
be able to compete with other modes with respect to
speed, comfort and reliability. Although it is clear that
rail services consume fewer resources for heavy volume
travel than rival modes, that is not the reason any single
customer chooses rail over travel by automobile, air or
bus. The relative environmental efficiency of the rail-
road has little to do with the choice of mode by the
potential traveler.

Rail ser'vice today is limite'd and able to attract only a
small share of the travel market. There are several
reasons for this level of service; first, both equipment
and roadbeds are old and expensive to maintain. Sec-
,end, with low ridership, equipment utilization is poor.

Third, the railroads which operate train services have
had little incentive to economize because of "cdst-plus"
contracts which Amtrak is now negotiating to provide
performance standards, together with appropriate pen-
alties and incentives.

In the future, rail cost patterns should be favorable
for the rail mode in point-to-point markets ("corri-
dors") which have a substantial traffic volume. If pas-
senger trains can become competitive with the private
automobile in cost and service, they will attract more
riders and unit costs will drop. Should future national
policy require a significant shift away from highway or
air travel, quality rail passenger service will provide an
acceptable travel alternative. Furthermore, with prop-
erly controlled right-of-way and flexible train size,
rail capacity can be expanded without the level of ex-
pense, disruption and public resistance characteristic
of urban highway and airport construction.

There are many ways in which train travel can be-
come more competitive with other modes. Current tech-
nology offers near-term pofential for improved speed
and comfort compared to the private automobile. In
contrast, automobile travel is expected to encounter
higher costs and deteriorating service patterns as con-
gestion occurs in certain corridors. Although train
speeds will never approach those of aircraft, high speed
rail service can be directly competitive with the air-
plane for distances of up to approximately 250 miles.
For example, if rail travel time on Washington-New
York trips can be cut from 3 to 21/2 hours, the total
realized door-to-door travel time begins to compare
favorably with the airplane and the cost to the passenger
would be substantially less, particularly when total
cost of travel, including taxi fares, is included.

Rail passenger service outside the high speed corridor
area also holds the potential for significant growth if
performance with respect to speed, ride quality and
safety is improved. As track conditions are improved in
the Region, passenger service will benefit from in-
creased operating speeds and reliability.

Service in the Region

Rail passenger service in the 17-state Region can best
be described by dividing the Region into two areas:
Northeast Corridor and non-Northeast Corridor (Fig-
ure 1). The Northeast Corridor, extending from Boston
through New York City to Washington, D.C., covers
less than 2 percent of the total land area of the U.S.,
but cofntains about 20 percent of the popiilation. Be-
cause of this heavy population concentration, the char-
acter of rail operations in the Corridor differs signif-
icantly from operations in the remainder of the Region
and the rest of the country.

The primary difference lies in the high frequency of
passenger trains, both intercity and suburban, which
on principal arteries share track with numerous freight
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FIGURE 1

PASSENGER SERVICE IN T-E REGION

MONTREAL

TORONTO

Haven

trains. The mix of rail operations in the Corridor-
frequent intercity and suburban passenger services,
combined with frequent freight movements-is dis-
played in Table 2. Intercity passenger operations are
handled by Amtrak, and suburban operations are
carried out by railroads under contract to various com-
muter authorities. Additionally, most Northeast Corri-
dor passenger services are provided by carriers in re-
organization.'

Amtrak's Corridor service is primarily short-haul.
Table 3 shows average daily ridership between various

1 Passenger services are provided by the following carriers in reor-
ganization: Penn Central, Reading and Central of New Jersey. Passen-
ger services are also provided by the Erie Lackawanna, which at the
time of this writing has requested it be included in the restructured
system, but authorizing legislation is pending.

points in the corridor during 1973. It is noteworthy that
the highest average daily ridership between any two
cities was on trains operating between New York and
Philadelphia, a distance of only 90 miles.

Operations consist of high-speed, premium-priced
express service as well as conventional service. Metro-
liners run between Washington and New York at
1-hour intervals during the heavily traveled daylight
hou=s. Although capable of top speeds of over 150
m.p.h., right-of-way problems have limited the Metro-
liners to a current maximum of 105 m.p.h. Even so,
these trains'offer the fastest ground transportation in
the Corridor, making the trip from midtown New York
to midtown Washington in 3 hours.

In addition to its premium Metroliner service,

AMTRAK SERVICE

o.....o. NON-AMTRAK SERVICE

0 ( CITIES WITH SUBURBAN SERVICE

M NORTHEA9T CORRIDOR AREA
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T nLm 2.-Daily trafflc dendily on Northeast Corridor ceoments

Number Number of Number of trains

of main
Line segment miles tracks Intercity

Suburban Freight Total

Metro I Conventional

North of New York:
Boston to Providenced .-- ............. 44 2-3 4 18 23 2-6 __56
Providence to New Haven ------.----- ------------- 113 2 4 18 2 4 28
New Haven to Stamford - - ------- 9 4 6 24 V) 6 98
Stamford to.New Roechelle --------------------------- 16 4 a 24 152 4 118
New Rochelle to Now York -------------------------- 20 2-4 a 24 420 4 4:0

South of New York:
New York to Newark - ..----------------------------- 10 2 so "3 1M 208
Newark to Rahway --------------------------------- 11 4-6 30 33 129 34 318
Rahway to Trenton .--------------------------------. 37 4 W9 3 76 3 800
Trenton to Philadelphia ----------------------------- 3 3 4 so 11 241 218 ice
Philadelphla to Wilmington -------------------------- 27 4 30 21 343 218 117
VWilmngton to Perryville ----------------------------- 3 2 3-2 30 21 20 71
Perryvle to Baltimore .---------------------------- 38 4-2 zo 24 ---------------- 25
Baltimore to Washington ---------------------------- - 40 3 30 so 4 22 86

West of Philadelphia:
Philadelphia to Bryn Mawr ---------------------- - -- 7 4 ................ 30 111 16 157
Bryn Mawr to Paoli -------------------------------- 1 0 4 ............... 30 72 1 113
Paoll to Downingtown ------------------------------ 12 4 ................ 39 2 40 72
Downlngtown to Harrisburg ------------------------- 71 4 -................ --------------. 40-18 46

IIncludes turbotrains north of New York.
2 Freight and suburban trains on separate tracks through Philadelphln.

.TABLE, 3.-Average daily ridership in
the Northeast Corridor

Arage

End-points: rauaKp
Philadelphia to New York ------------------------- 9, 675
Boston to Washington -------------------------- 7,030
New York to Washington ------------ ----------- 6,700
Philadelphia to Boston --------------------------- 985
Springfield to Washington ------------------------ 755
New York to Boston ---------------------------- 560
New Haven to Washington ----------------------- 530
New Haven to Hartford -------------------------- 265
New Haven to Springfield ------------------------ 210

Total, Northeast Corridor ----------------- 26, 710
(Represents total number of passengers served by trains operating between noted

end-points.)
Data source: Secretary, DOT, Ral Servi e in the Mfdwest and Nordht Reg on,

voL 1, February 1974, p. 84. -

Amtrak provides turbotrain and conventional train
service in the Corridor at somewhat lower fares. Be-
tween New York and Boston, limited-stop service is
provided by turbotrains. Limitations caused by poor
roadbeds and equipment failure' have reduced the
maximum speed of these trains well below their design
speed, making travel time from New York to Boston
four hours. Conventional trains, which provide the bulk
of service, operate at top speeds of 80 m.p.h. on four and
one-half to five hour schedules between New York and
Boston.

The major metropolitan areas in the Northeast Cor-
ridor are provided with surburban services by railroads
under contract to various commuter authorities. New
York and northern New Jersey, Philadelphia and Bos-
ton are the centers of suburban rail activity in the Cor-
ridor, though some additional suburban traffic is gen-

Source: Current freight, Amtrak and suburban timetables.

erated at other locations. Table 4 summarizes operations
in each city.

Commuter trains are operated in large numbers and
in strict adherence to schedules. At some points, train
headways are as short as 90 seconds. Suburban opera-

TABLE 4.--Daiy Northeast Corridor suburban operatioa ,

173
Contracting rti Number Number weekday

City authority of routes o daly p pszen-trainsi ~

Boston ........... BTA .... PC .- 5 74 14,603
MBTA _.. BU. ....... 7 229 20,(0

Now York ...... NJ. DOT....- CN ..... 3 es Lec,
NJ. DOT-... RDG.__ 1 4 4C0
N..DOT.-- NYLB 1 54 A8,660

(CN;,
PC).

N. . 
DOT/ TL 7_ 240 72, CC

MTA.
NJ. DOT... PC_._. 3 124 40,6W
MTA ..-------- PC .2 257 78,0c
UTAICTA.... P0.-- 4 160 9,9(C0

T. ....... L... 8 363 25, C0
Phlladelphla ..... SEPTA_-... RDO.. 8 3 4A,60

SEPTA-.-- PC- 6 394 6",,CO
N. DOT-..-'- PRSL ... 2 8 560

Wohington, D.O -. PC . 1 4 GM
........... ..... 2 16 2,760

1 Sum of 2 direca2--edhad monvwenat icluded.
SSecrtary, DOT Ml &rrfe li tiz& M4west atd NortaeaReg n, voL 1, p. 84.

So: Curent caburban timetabes.

tions in the Corridor are expected to increase in the
future. Operating larger numbers of commuter trains,
Amtrak trains and freight trains over the same facili-
ties will cause some congestion and scheduling conflicts
unless sufficient track capacity is provided. Figure 2 pro-
vides a summary df rail operations in the Northeast
Corridor: daily Amtrak, suburban and freight densities
are displayed for segments of the Corridor.
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FIGURE 2

AVERAGE DAILY TRAIN DENSITY ON NORTHEAST CORRIDOR SEGMENTS
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THE AUTO-TRAIN
Another intercity service that operates into the Re-

gion and deserves some note is provided by Auto-Train,
a private corporation which began operations in De-
_cember, 1971, seven months after the inception of Am-
trak. This apparently profitable service without gov-
6rnment aid carries passengers and their automobiles
on two routes between Lorton, Va., (a suburb of Wash-
ington, D.C.) and Sanford, Fla. (near Disney World),
and between Louisville, Ky. and Sanford. It involves
no new technology; it simply adds enclosed hi-level
railroad auto carrying cars to conventional long-haul
passenger equipment.

Auto-Train- operates two trains a day, one in each
direction, between Washington and Florida. Trains

The area outside the Northeast Corridor is chArac-
terized by significantly lower population densities, met-
ropolitan areas outside the Corridor being both smaller
and farther apart than those in the Northeast Corri-
dor. Associated with the lower population density is a
different market for both intercity an& suburban pub-

TABLE 5. Irnterciy passenger service in
Northeast Corridor

the Region outside the

Number Number Orating
Route of miles of dailytrains

Amtrak:
New York-Kansas City ---------- 1,329 2 PCJhIP.
New York-Chcago ----------------- 907 2 PC.
Washington-Cinctati-Chcag.... 903 2 Cheso.'
Chlcago-Lousville-Florida_ - 1,594 2 PCLN/SCL.
Washington-MontreaL ------------- 670 2 PCIBMCV.
New York-Florida ------------- ,752 6 PC/RFPISCL.
New York-Albany ----------------- 141 6 PC.
New York-Syracuse---------------- 2 2 PC.
New York-Buffalo ---------------- 436 4 PC.
New York-MontreaL --------------- 381 2 PC, DH.
Detroit-Buffalo ----- ------------- 238 2 PC.
Chicago-Detroit ----- : ------------- 279 4 PC.
Washington-Cumberland ..........- 146 2 Chassie.
Chicago-New Orleans ...........- 924 2 ICG.
Chicago-St. Louis ------------------ 284 6 ICG.
Chicago-PortHuron --------------- 319 2 PC/GTW.
Chicago-ChampalgnjUrbana ------- 130 2 ICe.
Chicago-Carbondale ---------------- 310 2 ICG.
Chcago-Dubuque ----.------------- 182 2 IG.
Chcago-Quincy ------------------ 262 2 BN.
Chicago-311waukee ---------------- 85 14 MILW.

Non-Amtrak:
Washington-New Orleans ----------- 1,154 34 SOU.
Washington-Lynchburg ........... 172 2 SOU.
Chicago-Peoria -------------------- 161 2 ORIP.
Chicago-Rock Island ------------- 181 2 GRIP.
Washingtosi-Florda ---------------- 856 2 Auto-Train.'
Loulsylle-Florlda - .---------------- 1,003 (9) Auto-Tran.
Buffalo-Toronto------------------ 102 2 PCJTHBIOP.

I Normal routing Is PC west of'Cfncinnati.
2 Normal routing is PC via Kankakee; at present, routingis PC via Logansport.
3 Daily service between Washington and Birmingham with triweekly service be-

tween Birmingham and New Orleans.
4 Train is operated by Auto-Train Corp. over the RFP and SOL.

.5 Train is operated weekly by Auto-Train Corp. over LN and SCL.

Source: Amtrak system timetable, November 1974.

have been expanded to a typical consist of 39 cars. Often
the demand for reservations exceeds available capacity,
and some dates are sold out almost a year in advance.

It is not dificult to understand the reasons for the
popularity of this new mode of travel; it offers an at-
tractive compromise between the alternatives of air/
car rental and auto for the traveler who needs a car at
the other end of the journey. Jet aircraft coupled with
rental cars at destination offers the quickest and most
convenient method of travel for long distances, but it
is relatively expensive. At the other extreme, travelers
may choose to drive because it is cheaper, but in so do-
ing endure long travel times and highway dangers or
inconveniences.

lie transportation. Amtrak's service outside the North-
east Corridor is typified by long-distance trains. Some
corridor-type traffic exists in this area, but train serv-
ice is primarily long-hal. Through trains may pass
over several short "corrialors" in the course of one trip.

Table 5 lists Amtrak's service between various cities.
In all cases the level of service is lower than in the
Northeast Corridor. Schedules are slower, and some
cities receive service only in the- middle of the night.
All operations are provided by conventional trains ex-
cept between Chicago and St. Louis where French-built
turboliners capable of high speeds are utilized.

The bulk of Amtraks operation outside the Corri-
dor is operated by the Penn Central. Most suburban
service outside the Northeast Corridor is provided by
solventrailroads in four cities: Chicago, Detroit, Cleve-
land and Pittsburgh. Table 6 lists ihese services by city.
Chicago's suburban operations have the same character-
istics as those in the Corridor-high volume service
peaking during morning and evening rush hours.

The three other cities have only skeletal, rush-hour
services. Since Amtrak's intercity service has a much
lower frequency of operation in these areas, conflicts
between the two services are minimal. Interference be-
tween passengers and freight operations can be a prob-
lem, however.

,Most non-Corridor suburban services use conven-
tional locomotive-hauled trains. Cleveland and Detroit
trains consist of converted long-haul equipment; Pitts-
burgh trains use long-haul equipment plus rail diesel
cars. Cars used in Chicago are of special design for
suburban service. Those on Burlington Northern, Chi-
cago & Northwestern and the Milwaukee road are high
density bi-level units pulled by new or recently recondi-
tioned locomotives. On the Illinois Central Gulf and
South Shore lines, electric self-propelled cars are used
exclusively.



TABLE 6.-Daily suburban operations outside the Northeast Corridor

Contracting
authority

Pittsburgh -------- I PAT -----------

Detroit ---------

Cleveland ----...
Chicago -----------

SEMTA ------
Mich. DOT .

RTA ----------
RTA ----------
RTA -----------
RTA -----------
RTA ...........

RTA ...........

Chessle
PLE
GTW
PC
EL
BN
ICG
MAILW
NW
CNW
PC
CRIP
CSSSB

Number
of

routes

1
1
1
1
1
1
4

2
1

S4
1
2
1

Number
of

dailytrains'

14
-2

8
2
262

205
75
2

193

4
63
"39

1973
weekday
passenger

trips 2

1,000
400

-2,000
200
300

43,000
60,000
29,500

1,600
85,000
1,200

26,000
10,600

i Sum of two dlrctions--deadhead moves not included.
SSecretary, DOT, Rit Servfce in the Midwest and Northeast Region, vol. 1, p. 84.

S Scheduled to becme effective Feb. 1, 1975.
'Amtrak 403(b) suburban service.

Source: Current suburban timetables.

Quality of Service

During the late 1950's and throughout the 1960's, the

image of rail passenger service suffered continuous de-
terioration in the eyes of the traveling public. Service

became characterized by faulty equipment, poor on-time
performance and records, inadequate reservations serv-
ices, out-moded terminal facilities and unresponsive
personnel. At the same time, airlines were winning a
larger share of the passenger market *by providing an

attractive service which became a standard for the
traveling public.

As the number of rail passengers was declining
rapidly during the 1950's and 1960's, many Americans
were traveling in Europe and Japan where they found
high-quality rail services. This small but articulate und
influential segment of the public increasingly became
aware that good raif transportation could be provided
by existing technology.

Congress passed the National Rail Passenger Act in

October, 1970, establishing the National Railroad Pas-

senger Corporation, better known as Amtrak, in the

hope that a completely new organization, free from the

encumbrances of operating both freight and passenger
services, would be able to provide a service commensu-
rate with public desires. One of the major advantages

of the Amtrak concept was that a single entity would
have centralized control of passenger operations and
could set uniform service standards thereby creating a
better image for rail service. It was hoped that with
improved service, the traveling public would find rail

transportation an increasingly attractive alternative for
intercity travel.

The history of suburban service in the Region is much
the same. Railroads first provided suburban services be-

cause they could move large volumes of passengers at a
profit. As other modes of transportation developed, how-
ever, ridership declined, costs increased and profits -be-

came losses. As the operating losses increased and
equipment became older, railroads began to seek aban-
donment of these services. Metropolitan areas, already
faced with increasing vehicular congestion, had the
alternative of losing rail transportation or of subsi-
dizing it, and many areas chose the latter. As a result,
most suburban service now offered in the Region is
subsidized at various levels by some government entity.

Quality of Amtrak Service
The Act in Section 202(b)'(3) requires 'USRA to

study the quality as well as the scope of rail passenger
service in the Region. The Amtrak Annual Report for
1973 indicates considerable public dissatisfaction with
the service. Table 7 lists the number of favorable and
unfavorable passenger comments Amtrak received con-
cerning each service between August and December
1973. Ridership volumes affect the number of comments
concerning particular trains, but the ratio of unfavor-
able to favorable comments provides a meaningful in-
dication of the relative levels of satisfaction with
particular services.

From inspection of Table 7, it is apparent that, in
spite of high ridership levels, the traveling public is far
less satisfied with services within the Northeast Cor-
ridor than outside the Corridor. Table 8 shows that the
major areas of dissatisfaction are heating and air con-
ditioning, equipment condition, on-time performance,
reservation systems and station facilities. Table 8 sum-
marizes more recent complaints to the Interstate Com-
merce Commission and indicates that the same problems
continue to trouble Amtrak customers.

TABLE 7.-Consumer comments received by Amtrak by routo,
August-December 1978,

Routes

Northeast- Corridor:
Conventional .....................
Metrollnersft rbos ................
Harrisburg-Philadelphia. ..........

Non-Northeast Corridor:
Cblcago-New Orleans --------------
Washlngton-Cinclnnati-Chcago --.-
Washington-Cumberland -----------
New York-Florida ----------------
New York-Chicago ----------------
Chicago-St. Louis .................
Chicago-Florlda ...................
Washington-Montreal --------------
New York-Buffalo .................

- Chicago-Detroit -------------------
New York-Kansas City ..........

Criticism Prols0 llatlo:CII?

4.40

3.00

Z37

2.25
2.23
1.40
1.42
1.30

.00

Source: 1973 Amtrak annual report.

Several factors underlie Amtrak's service deficiencies.
The first is equipment failures. The corporation's initial
efforts were commendable but limited by the equipment
it inherited from the rail industry. Amtrak did choose
the best one-third of the equipment fleet available
from member railroads. The Corporation launched a
coordinated marketing program encompassing new in-
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TABLE 8.-Number of consumer complaints, by category, August-
December 1973 vs. April-August 1974

August-December19731 April-AugustA~ts-Doembo 193 t 174'
Categories -____C Criticism 

Praiso Criticis

Aircoditioningheating - - -_ --- 717 29 1575
Equipment condition ------------------ 712 313 578
On-time performance ------------------- 692 90 405
Personnel ..................... ..- 525 749 ()
R Reservations. 4S6 35 58i
Schedules ----------------- 437 159 37
Food and beverage --------------------- 296 404 134
Consist 3------------------ 42
Standees ---------------. 254 0
Station services -------- 230 65 81
Fares and ticketing- - 182 44 (3)
Other marketing- ----------------------- 173 34 (3)
On-board services-------------------- 167 406 240
Roadbed ----------------- 132 16 (3)
Checked baggage 103 15 14
Other general-_ ----------- 95 21 (1)
Smoking -----------...... ---.-- 73 113

I Source: 1973 Amtrak annual report.

2 Source: Interstate Commerce Commission.
' Not available.

terior and exterior color schemes on the cars and promo-
tion of the "Tracks are Back" slogan. Unfortunately,
major overhaul work was -not done, and the passenger
cars could not be operated with full reliability. As car
miles accumulated under Amtrak's operation, equip-
ment failures became an increasing problem. Passengers
often were afflicted with inoperative heat in winter and
inoperative air-conditioning in'summer.

Equipment problems are attributable to two major
factors; age and inadequate refurbishing. The average
age of the active fleet is 25 years, and even though the
best available cars were selected for Amtrak service,
they were not in good condition, and Amtrak did not
overhaul the mechanical, structural and elect.rical sys-
tems on most of the cars.

The high -rate of equipment failure not only causes
passenger discomfort and train delays, but also results
in reduced-equipment supply and thus shortages because
of lower utilization. In many cases, the need for cars to
meet service requirements has become so acute that even
"bad order cars" (those in need of repairs) are returned
to service before they can be repaired fully or properly.
The equipment supply problem is compounded by the
fact that Amtrak originally purchased too few cars,
iiiisgauging its potential market,

Equipment used in long-distance trains such as the
Broadway Limited and NationaZ Limited has, because
of the\ longer running times, been a particular problem
since it is more vulnerable to failure than the equipment
in short-haul Corridor service. Passengers also become
less tolerant of discomfort as they travel longer dis-
ta ces. Amtrak has made great efforts to increase the
scope and quality of its repair and refurbishment work,

but with such old equipment, no program can produce
entirely satisfactory results. Amtrak's marketing pro-
gram has been impeded accordingly.

Utilization rates are a fairly good measure of equip-
ment availability. The rate of utilization is defined as
the ratio of hours of revenue producing service in a. week
to total hours in a 'week (168). Table 9 shows utilization
rates for -four different types of equipment. In the
Northeast Corridor, the low utilization rate on conven- -

tional coaches is especially noteworthy.
Although Amtrak's newest equipment is operated in

the Corridor, the vast majority of seat miles in the Cor-
ridor is provided by conventional equipment. Most of
this equipment was downgraded from long-haul service
after deteriorating with age. In addition, controversy
at Amtrak's inception as to whether Penn Central or
Ntnrak was responsible for 200 and 600 Series (:New

York-Philadelphia and Philadelphia-Harrisburg re-
spectively) conventional train service delayed inclusion
of this equipment in a refurbishment program.

TABLE 9-Aintrae equipment utiization, 1973

Number ci Average age Utilization
TYPO (Years) factor

Sleepers ------------------------ . 33 25 44
Coaches ..................... .......... M- 24 30
Dlncrs, lounges, parlors ----------------.. 0 27 30
Baggage and dormtotry__ .......... 215 23 40

Actvefl ct -. . . .1,8 5 25 34

Source: Secretary DOT, "Report to Congre Ss" (uly 1974, . 28).

Another indication of equipment problems is shown
in Figure 3. At present levels of service, approximately

nIOJIE3
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1,000 cars are needed. Amtrak owns approximately
1,800 cars but 800 are in need of repairs, out of service
for other reasons or held as backup equipment.

W1.r
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FIGURE 4

DEFECTIVE EQUIPMENT (BAD ORDER) RATIOS:
POWERED EQUIPMENT

late.2 Recent changes in reporting procedures required
by the ICC affect the statistics; Amtrak formerly re-
ported all trains over five minutes tardy as late trains,
but the new ICC rules permit leeway up to thirty mill-
utes-depending on distance-of the trip.

TABLE lO.-Summary of on-time performance-by railroad
[In percent]

1971 1972 1973

Santa Fe --------------..--------.......
Burlington Northern ........... ......
Chesapeake & OhlojBaltimore & Ohio...
ilinois Central Gulf --------------------
Louisville & Nashville --------------_--

lvaukee Road -----------------------
Missouri Pacific ......... .....
Penn Central .....----- ...........
Richmond, Fredericksbrg & Potomac.
Seaboard Coast Line -------------------
Southern Pacific .....................
Union Pacific --------------- -----------

67.0
01,2
67.0
33.5

42.6

CS,0
51,18
40.1
77.4

RAIL TURBOTRAINS
DIESEL
CARS

TYPE OF EQUIPMENT

SOURCE: Secretary DOT, Report To Congress
On The Rail Passenger Service Act (July,
1974) p.-'31.

Amtrak has also experienced high failure rates with
the two newer types of equipment used in the Corridor.
Figure 4 shows bad-order ratios for each type of
powered equipment, the highest applying to turbotrains
(50%) and Metroliners (25%). In contrast, electric
locomotives, which power conventional trains, the most
recent of which was built in 1943, have a bad-order ratio
of approximately 11 percent.

After heating and air conditioning failures and poQr
condition of equipment, the most frequent complaint of
Amtrak passengers was on-time pefomnee. System-
wide, Amtrak's on-time performance record declined
from 1971 through 1973. Table 10 summarizes the per-
formance records for the railroads over which Amtrak
operates. On-time performance records for the major
carriers in the Region-Penn Central and the Chessie
System-have deteriorated over the three-year period.
Furthermore, Penn Central's figure is considered to be
lower than shown in the table due to reporting trains
on time even though they were more than five minutes

Source: Secretary DOT, "Report to Congress" (July 1974) p. 25.

Amtrak's long-haul trains generally have a perform-
ance record inferior to that of short-haul trains. These
trains must traverse more miles at speeds restricted be-
cause of track conditions. For example, the Broadway
Limited must operate at 30 m.p.h. over some portions
of its route where better track maintenance permitted
speeds up to 90 m.p.h. in the past. Even with schedules
lengthened, as shown on Table 11, poor track conditions

.. and delays in removing defective equipment have
caused on-time performance to deteriorate. Table 12
summarizes on-time performance for Amtrak trains
operating in the Region between May and October 1974.
Figure 5 illustrates the decline in Amtrak's systemwide
on-time performance for both long-haul and short haul
trains.

Deteriorated track condition systemwide accounted
for 32 percent of ll Amtrak delays during 1973. Since
most of the deteriorated track over which Amtrak op-
erates is in the East, these slow orders would be respon-
sible for far more than 32 percent of the delays to trains
operating in the Region. The exact number of miles af-
fected by slow orders varies from day to day as some
sections of track are repaired and others become defec-
tive, but the problem is widespread and serious in the
Region, especially outside the Northeast, Corridor. De-
teriorated track and structures often i'educe train speeds
to as low as_10 m.p.h.

Conditions became so serious in Indiana during 1974
that the Federal Railroad Administration (FRA)
closed down 67 miles of track, deeming it unsafe at any
speed. Two Amtrak trains-tw James Whitcomb Riley
and the Floridian-had to be moved away from their

-U.S. Department of Transportation, Report to Voisgrcss on the Rail
Passengcr Servicc Act. (3uly, 1974), p. 25.

DIESEL- ELECTRIC METRO-
ELECTRIC LINERS
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original routes to alternative routes to avoid the worst
stretches of track. Major cities thereby lost service,
further complicating AWtrak's planning efforts.

FIGURE 5

AMTRAK

SYSTEM'ON-TIME PERFORMANCE
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SOURCE: SECRETARY DOT, REPORT TO CONGRESS ON
THE RAIL PASSENGER SERVICE ACT (JULY, 1974) P. 26

TAnL l.--Comparison of rail tratd times between, selected major
city pairs, 1940 rersus 1974

Elapced travel time Percent
City pair increase

(decrease)
1949 197-4 1945-74

New York-Clcago_..... WOO" 17'C" 6
New York-St. Louis.- - I2' 21'I5" 6
Washhngton-Clhlcago. .. 16'W" 17'2" 8
Waslngton-Chclwmt!.- 14'0" 13'25" (4)
ChlIcago-CinclnnatL.. 5" &'15" 0
Chlca;o-LouLerlll ....________ 5"45" 0"3" 61
Wmisngton-MontraL................. 1W'" 16I0" 7
New York-Albany.... 2'" 2'5" 10
New York-Montreal ..... I" 16'2V" 3
DetrofltChIlago... . 5''# 545" 15
Chcago-Carbondale. 4'25" 5'20" 21
Chlcago-SLt Loas....... 510" 5'01, (3)
Cldcago-rort hluron 8'OO" 810" I.
C hlgco-- Iwaukee_ 115" 1W" 20

Source: "Omial Railway Gudo," September 1913; Amtrak system timetable,
November 1974.

TABLE 12.-On-timc performance summary I for selected Amtrak
serice, 3May-Oclober 1974

Servico Distance Number of Percent
(miles) trains on-time

Northeast Corrdor_- -, 20,031 -. 5
Metrollner_............... -2M-

Turbotraln........... .. ...... 232 5,2= $9.8
Convenltional -- K1-A 14,096 84.5

NouNorthcast Corridor- _ __ 4,016 62.0
New YorkjKanc City ...... 1,32D W L4
New YorkjCIdcago..... .... W0T 55 12.8
W dhington/ClrinntlChicago.... w9 WS 36.1
Washingtonlontreal.-... 670 US8 79.6
New YorkBuffalo 436 1,833 76-7
CbleagojDetrelt... . 2"V9 736 84.5

I Reflects the changes in on-time reporting procedure wlch became effective
.Tan. 1, 1974.

Source: Monthly Amtrak reports for ridership and on-time performance.

The slow order problem makes late arrivals almost
inevitable, because many schedules are based upon past
performance when passenger trains were operated at
faster speeds. While the recommended track program
will eventually correct the slow-order problem, imple-
inentation will require 3 to 7 years.

Equipment failures also affect on-time performance.
Power unit failures may reduce acceleration rates and
maximum speeds and, under some conditions, can immo-
bilize a train. Mechanical, electrical or structural
failures on passenger cars are likely to necessitate un-
scheduled stops or excessive waits in terminals while
defective equipment is repaired or removed. Even
though passenger service has priority over freight serv-
ice, rail passengers frequently find their train held up
in order to give a freight the right-of-way.

Reser ation gyievances; although decreasing in num-
ber am still high on tie list of complaints. Theimprove-
ment is due largely to the introduction of ARTS (Am-
trak Reservations and Ticketing System). Since April,
1974 tills computerized system has provided toll-free
reservations service through five regional centers. Never-

1972-- -

A 1973-

/ \

I I I I I I I I I I

1972---
1973-
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theless, rail passengers still face an antiquated system at
the ticket counters.

Insufficient numbers of reservation clerks and slow
ticketing procedures produce long waits. Often clerks
are unfamiliar with the complexities of tariff regula-
tions, causing confusion. Also it is not uncommon for a
boarding passenger to find a reserved seat or sleeping
accommodation already pccupied. Lack of coordination
between reservations and operating personnel and
changes of originally assigned equipment are to blame.

Many station& are in a distressing state of disrepair,
and massive renovation is necessary. Stations are dark,
dirty and lacking in even such services as telephones.
Restrooms are often out of order or non-existent, and
train information is not always readily available.
Typically, stations are located in the older sections of
cities, often near industrial areas. Crime may be a prob-
lem, and satisfactory parking and access to mass trans-
portation often are not available. The negative impres-
sion provided by the stations may be a significant factor
in marketing rail passenger services even when other
services are improved.

Quality of Suburban Service
Commuters, too, seek frequent, prompt avnd comfort-

able rail transportation, but they have a different set of
priorities. Suburban trains move large numbers of peo-
ple over relatively short distances between their resi-
dences and places of business. Because suburban service
takes place within limited morning and afternoon time
periods and arrival at a specific time is essential, the
traveling public is most concerned about schedule fre-
quency and on-time performance and-is more tolerant
of some discomfort.

The uniquely high population density of the North-
east Corridor has favorably'influenced the quality of
suburban services. For example, ridership volume has
justified electrification of most of the rights-of-way
serving the New York and Philadelphia areas. Electri-'
fication permits the use of self-propelled multiple unit
(MU) electric trains which possess greater acceleration
capabilities than convefttionaf locomotive powered
trains. In service requiring frequent stops, MU trains
can travel at higher average speeds.

On-time performance for suburban service in the
Northeast Corridor is more satisfactory than for inter-
city service. As shown in Table 13, between May and
October 1974, all services except some of those provided
in New Jersey met their schedules more than 80 percent
of the time. During the period analyzed, these New Jer-
sey services were adversely affected by poor track condi-
tions which are being remedied throufgh an improve-
ment program of the New Jersey Department of Tans-
portation.

Equipment quality and passenger comfort vary
widely. Table 14 summarizes the age of equipment used
in suburban service in the Corridor by each railroad.
Equipment ranges from new to 65 years of age. Many of
the older self-propelled and locomotive hauled cars have
outlived their usefulness and are being replaced with
new equipment purchased under the sponsorship of
agencies such as the Southeastern Pennsylvania Trans-
portation Authority (SEPTA), New Jersey Depart-
ment of Transportation (NJ DOT), New York's
Metropolitan Transportation Authority (MTA) and
the Connecticut Transportation Authority (CTA).

TABLE 13.-Summary of on-time performance for selected Northeast
Corridor suburban services

Percent on-time, May-October 1974
CitylrUte .. .May Juno July Au- O 0cto.

gust ter cpi ber

Bostoi, PC ................
New York:

PC-Harlem Division ....
PC-Hudson Division ....
PC-New Haven Division..
PC-New Jersey Main Line.
PC-NYLB .............
CNY-Main Line --------
CNI-Bayonne Line .....
CNJ-NYLB --- ......

Philadelphia:
PC ........................
RDG .....................

97.2

92.8
84.8
89.2
91.2
74.1
77.6
72.8
50.6

91.6
94.4

92,7

85.9

90.980,3
52,5
54.9
54.3
25.0

90.0

(1)

I Not available.

Source: Railroads' suburban operating statistics (December 1974).

For example, in Philadelphia SEPTA is acquiring
24 new electric cars, in New York MTA and CTA have
acquired 144 new cars, and in Northern New Jersey,
NJ DOT has acquired 70 cars for use on the Erie-
Lackawanna. The new equipment offers more reliable
heating and air conditioning, better riding qualities
and superior sound instflation.

Outside the Corridor, suburban services are provided
in the Pittsburgh, Cleveland, Detroit and Chicago
areas. Table 14 lists the number of cars and locomotives
in -the active fleets used in each city, along with the
average ages where available. Service in all four cities
is provided by diesel-powered trains, except for
Illinois Central Gulf and Chicago South Shore & South
Bend services in the Chicago area which use electric
multiple unit cars. Much of the diesel-powered
equipment is former long distance equipment, although
an attempt has been made-most notably in Chicago-
to replace older equipment with newer bi-level cars.

Beginning in the early 1950's, the Burlington North-
ern aild' Chicago,& Northwestern began to replace old
suburban coaches with bi-level air conditioned cars seat-
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TABLE 14.-Type-and ago of equipmient used in suburban service

Electric self-propelled Diesel vel-propelled Conventional coaches

Total
Citylrailroadlowner Number Number Percent Percent Percent Number Percent Percent Percent Number Percent Percent Percent

of units of units under 10-20yr 20+yr ofunits under 0-20 yr 20-yT of units under lo-0 yr 2(-fyr
10yr 10yr 10yr

Boston:
BM/B.... 84 . 8 IC- -81 1
PCIPC -8--------------......... 7 10- 74 100 74 100

New York:
PC]PC ---.-.---...... 282 81 100 10 103 185 , 100
PC/TA .................. 264 216 33 45 21 4----- - 100
PCICTA ---------------------- 124 124 58 --------- 42-
PC/PANY&NI ---------------- 167 167 4S 52..... 4___.
PC/NJ ------------------------- 182 124 83 . I6 - 3 --- NO-1
CN1J - -- 155 ----- ....... 10 100 145 7 93

,-jLInTA ------- --------- 1197 1SS7 - -310 _
S/NYC .-.------------------- 52 52 100 ..... ... .
ELEL --....------------ 247 231 ------ - - 1-.... 100 6 100
EL/NI_ ................... 155, 155 10.

Philadelphia:
PCIPC .-------- ..... 310 310 ----------- 2 3
PC/City of Philadelphia--..- 56 56 36 6 --- - _
PCEPTA------------------- 10 10 .................. ......... ........................... -..---
RDG/RDG - 146 13 ------------------ 100 4 10 6 _ 100
IRDG/PSIC -- ------------------ 12---------- -------------------- --- 12 100 ,
RD G/City of Philadelphia.... 17 17 ------- - 100 ------..... .. .
RDG/SEPTA -------------- --- 14 14 100 - - -
PRSL/N. ---------------------- 1 0 .-............................... . 10 0

Washington, D.C.: B&OB&O0... 21 - - -............................... 13 --.--. ---- 100 8 -- - ic
Detroit:

PCPC- ..--- ----------------- --------------- 0
GTWIGTW - -- ------- 17. - - - 100

Pittsburgh:
B&O/B&O ................. 4 . 4 100 ---------- --- -.... .......... ..
PLE/PLE --------------------- 5 - 5- - 10i

Cleveland: ELIEL ---------------- 5 ------ -- -- 5 100
Chicago:

CNWICNW ................. 2S4- . , - , ....... , - , .,.--_ 324 .
ICGOICC____ - 164 4 1 84 . .
BN/BN,---- ---- - 119 . ... S 19 . .
CRIP/CRIP ----------------- 108 lg Ic
MiLW/MILW ------------------ 1 03 - -- - _ - I _ 710

, NW/NW. - ------------------ 8. .
PC/PC ------------------------ 14 --------------- -- - - 14 00
CSSSBICSSSB --------------- 02 62 10) . .. -.-

I Ranges in age from 2 to 25 yr.
2 Ranges in age from 12 to 65 yr.
3 Averageage 12 yr.
4 Average age 3 yr--excludes GMO equipment.
.Average age 1 year-major rebuilding program in 1974.

ing 150 plus passengers. The Chicago & Northwestern
purchased more than 280 of these suburban coaches and,
because the service showed a small profit, the railroad
was able to finance these purchases.

*Since 1970, equipment purchases on all the Chicago
area lines generally have been made with UMITA
grants. The railroads provide the local share by donat-
ing depreciated equipment to a Suburban Transit Dis-
trict, and the District then arranges to rehabilitate the
old equipment

On-timie performance for the major suburban services
outside the Corridor is somewhat better than that within
the Corridor. Table 15 summarizes on-time performance
of railroads carrying 85 percent of the riders in the
Chicago area for May through October 1974. The on-
time performance rate for most of these railroads was
more than 90 percent, a level of service that meets the
most important requirement for suburban services.

A Average ago 83 yr.
7 Average ago 13 yr-does not Include 41 now cars delivered In late 1974.
8 Average no 34 yr.

Source: 0 wncr statlstes.

TABLEt :l15-Sunimary of on-time performance for 8elected Chi-

cago stuburban services'
Percent

Railroad: on-time
Penn Central-- . .93.3
Burlington Northern ...... _ 91.5
Milwaukee Road-- Vt..... . 97.4
Illinois Central G uL 97. 5
Chicago & Northwestern-...... 93.0
Rock Island__ OS. 0

t Source: Commuter Railroads (Jan. 1075). Data covers either all of
:1974. or sample 2-month periods. In case of duplicate routes for one
railroad.' data represents average of all routes. Rating allows for a
5-minute schedule deviation, except MN which allows but 3-minute devia-
tion during rush bour, Miwaukee which allows 3 minutes at all times,_
and C. & N.W. with a minute allowance.

Identification of Corridors

Section 206 (a) (7) of the Act, directs the Association
to include in the Preliminary System Plan "the identi-
fication of all slort-to-medium distance corridors in
densely populated areas in which the major upgrading
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of rail lines for high-speed passenger operation would

return substantial public benefits."
Two general strategies are possible for the develop-

ment of rail passenger services. Funds can be con-

centrated in a small number of corridorsso that major
improvements can be made in speed, thus substantially
improving the competitive position of rail service with
both the automobile and the airplane. This strategy is

recommended in the Amtrak Five Year Plan released
in August. 1974. The reasons underlying this strategy
are that only a major increase in speed, such as planned
for the Northeast Corridor, will attract passengers from
the other modes and that the only fair test of the long
term potential of passenger trains would be through
major upgrading. The counter-argument is that invest-
ments of the magnitude required for very high-speed,
high-frequency service are justified at this time only in
the Northeast Corridor, which is unique and already has
a heavy proven ridership base. Concentrating major
expenditures on a limited route structure where the re-
sults 'are uncertain, and at the same time leaving other
equally promising routes without service altogether,
seems in USRA's opinion an imprudent policy.

The Association recommends the second approach. It
contemplates a broad-based program of service improve-
ments graduated over time according to public need, as
demonstrated by actual ridership. This has two impor-
tant advantages. First, it offers to a broad cross-section
of the public an opportunity to demonstrate, through
actual usage, the extent to which passenger service
really is desired. Second, it minimizes the risk that large
sums of money will be spent on services for which de-
mand may never develop. If and when demand becomes
sufficient, service can be upgraded as .appropriate. If
demand does not materialize, service can be discontinued
before a major loss of public'funds ensues.

Critics of. this strategy argue that moderate service
improvements might not be sufficient to develop the full
potential usefulness of the passenger train. USRA has
adopted this second strategy, nevertheless, in the belief
that costly public commitments for high-speed service
cannot be justified at this time. There are too many
markets which have either no service orunsatisfactory
service at present. It wouldl:be better public policy to,
support development of a basic system of rail-services
between major population areas so that expansion can
be implemented when and if it is required.

In USRA's opinion, proven demand both present and
past is the best indicator of usefulness. Provision of
service where the'e is none now and upgraded service
where some presently exists will provide a sufficient
basis for implementation of a logical and efficient pas-
senger service improvement program.

Appn'oach. USRA's approach to identifying potential
corridors was first to survey the opinion of interested

parties, such us state and local governments, Amtrak, the
United States Department of Transportation and the
National Association of Railroad Passengers, for their
judgment on which areas had potential for successful
rail passenger service. These areas were matched against
the criteria used by the U.S. Department of Transpor-
tation in developing recommendations for the original
Amtrak route structure. These were:

* end point cities with Standard Metropolitan Sta-
tistical Area (SMSA) population of one million
persons or more,

• distance of 300 miles or less between end points,
* railroad right-of-way connecting the end points

which could presently or potentially be utilized for
passenger trains with average speeds competitive
with those of highway transportation.

Through this process, 18 city pairs qualified as poten-
tial corridors.

'Each potential corridor then was considered for two
possible levels of tail passenger service. Level I corri-
dors were defined as those where heavy demand for rail
passenger service already exists and major benefits from
service improvement could be expected. Such corridors
would receive service essentially comparable to that pro-
posed for the Northeast Corridor in the report of the
Secretary of Transportation. The report recommepds
80 m.p.h. average speeds with maximum speeds up to
150 m.p.h. Included are departures every 30 minutes
during heavily traveled timesof day.

Level II corridors were defined as those where the
demand for rail passenger service is less and where sub-
stantially less public benefit can be forecast. Such cor-
ridors would qualify for developmental service designed
to measure public use. It is recommended that this serv-
ice utilize either new rolling stock specifically designed
for this service, or existing equipment refurbished and
modernized to the greatest extent practical. Trains
would operate at maximum speeds in the 80 to 100
m.p.h. range primarily over rights-of-way improved
for freight service. Implementation of new or improved
passenger service would depend upon the existence of
this improved right-of-way, and therefore corridors
already possessing passenger service would receive im-
provements before those without existing service.

Two factors underlie the consideration of two levels
of service improvements for potential corridors. First,
Amtrak's experience has demonstrated that, with
proper marketing, people will ride trains. Intermediate
level improvements as described for Level II corridors
will provide a useful tool for analyzing public demand.
Secondly, previous studies have indicated that capital
expenses associated with passenger operations at speeds
in the 120 m.p.h. range are two to four times greater
than for speeds in the 80 m.p.h. range but do not produce



comiparable increases in ridership.3 Therefore, limiting

speed increases on these.routes to the 80 m.p.h. range
would help to conserve capital while still offering the

public substantially improved service.
The selection of individual corridors for various

levels of service improvement utilized a combination of

statistical data and intuitive reasoning. As a starting
point, a methodology developed for USRA by Har-
bridge House was- used to estimate the relative magni-
tude of non-economic public benefits to be derived from

passenger service improvements in several of the poten-
tial'corridors. It did not attempt to assess the value of
a change or addition in service in an absolute sense, but
the value of one service expansion inrelation to alterna-
tives or in relation to current service. As a result, it pro-
duced relative rankings of alternatives. Projected non-
economic benefits were estimated in terms of the relative
effect of -the service with respect to congestion, air qual-
ity and energy consumption.

There were two basic steps in estimating the non-
economic benefits of passenger service. First, present
and projected ridership in terms of revenue passenger
miles was developed. For existing services, 1974 Amtrak
data was used. For services already planned for upgrad-
ing by Amtrak, ridership projections prepared by Am-
trak were adopted.4 For proposed new routes, 1979 rid-
ership was estimated, using a mathematical model
designed to forecast travel demand based on city pair
populations and the distance between those two cities.
The model was calibrated using ridership over existing
routes.

The second step was to apply present or projected
ridership figures to certain factors reflecting the impact
of rail, air and highway transportation upon air quality,
energy consumption and congestion to produce an index
of social benefit of each qategory. The indices produced

by this analysis were used to rank selected existing serv-
ices as well as those planned and proposed for upgrad-
ing. Although these-indices were not designed to be use-
ful in establishing absolute benefit levels, they did
provide a picture of the relative benefits of the services.

Table 16 lists the 18 potential intercity passenger
corridors ihich were identified for the study. Many of
these city pairs have n number of characteristics in com-
mon. Typically, they cover an area 25 to 50 miles wide

and 100 to 300 miles long. Population density is often
high throughout -the corridor, congestion in the trans-
p6rtation system is an important concern and air pollu-
tion is a serious pioblem in many of these areas. In

short, these areas fit the general description of places
where rail service might make an important contribu-
tion to the quality, of life. In each of these corridors the

Untted States Department of Transportation, Surrey to Dcterin no
the Potential for Improred Rail Advanced Velhicle Servic, July 1973. #

ANational Railroad Passenger Corporation, "Five Year Financial Pro-
gram, Operations & Capital Acquisitions, Fiscal Years 1975-1979."
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end point cities are connected by one or more rail-iights-
of-way which could be used to provide some level of pas-
senger train service.

Table 17 summarizes, for the corridors studied, the
social benefit indices developed with the Harbridge
House methodology. The indices are.'divided between
existing Mgh speed service, that which is planned for
upgrading in Amtrak's Five Year Plan and proposed
new service. The index totals fall into two groups: that

TAULii 16.-Potential intercity passenger corridors

1973 poplahtfonfor standard mefropol-
han stat area (SiSA) (millions

Rail
Corridor miles Total

First End Inter- S31SA
SMSA SMSA mediate popula-

SYSA' tLon
served

ZNortheast Corrdor
(a) NewrYcrk-Wasington .... 2Z5 9.97 2.91 9.92 22.80
(b) Now York-Boston ------- 232 9.97 2.90 2.54 15.41

New York-B ulaalo (via Albany)..-. 437 2.97 1.35 2.72 14.04
ChIcago-Detrolt ................... 284 7.61 4.43 .81 12.85
Cleveaud-ChIcago ................. 340 2. C6 7.61 L04 10.71
Chleago-Clncnnal (via Indianap-
olis) ........................... 7.61 L33 LU 12.10

Chicago-SL ouls (via Springfeld). 2S4 7.61 2.41 .27 1.125
Cheago-3liwukco ................ 85 7.61 1.40 ......... 9.01
Phlladhlpla-Pttsburr. g....... 343 4.2 2.40 L12 9.34
Detroit-Cinclnnati .............. 282 4.43 L33 L61 7.42
Detrolt-Buffala o................. 251 4.43 1.35 5... 7
Pittsburgh-IndanapoL (via Co-

lumbus) ...................... 371 2.40 Ll 1.86 5.37
Washington-Pittsburgh (via Cum-

berland) ........................ 296 2.91 2.40 ....... 5.31
Cleveland-Pittsburgh (via Youngs-

town) ........................... 131 2.06 2.40 .54 5.C0
Washlngto n-Worfolk-NeWprt News

(via Richmond) ................. 18 2.91 102 .54 4.47
Cleveland-Cincinnati (via Colum-

bus) ............................ .2 2 2.06 L38 L01 4.45
Intllanapolls-St. uh. 2............ 40 1.11 2.41 .18 3.70
Clvland-Buffalo-.............. 184 2.06 1.35 .26 3.67

Source: Bureau of the Cenass,"Iankingo U.S. StandardMetropolitantatnstfcal
Areas," the World Almanac and Book of Facts: 1974, Newspaper Enterprise As-
sociaton, New York City 1973, p. 15.

T,%nIz 17.-Public benefit index for sledced service improvements
based on Harbridge House analysis

Public beneflt
Index

Con-
Corridor geslon Energy Total

con- Air
samp- quality
tiori

Existing hlgh-sped service: Northeast
Corridor- ........................... 1.0 1.00 LO LO .1.

Planned far U ading by Amtrak: t
Chicago to 3111waukee- _. .17 .16 .34 .23
New York to Buffalo (via Albany) .... .16 .W .0 .14
Chlcago to St. Lo-ul ................. . 17 .23 .07 .11

Chicago to Detroit .................... .17 .26 .07 .11
Proposd vrniocs:
Detroit to Chcnnatil ................. .08 .11 .04 .C1
Pittsburgh to Indianapolis ........... .07 .A .A6 .05
Chicago to Cincinnati ................. .06 .0'3 .01 .C02
Cleveland to Pittsburgh ............. . .02 .02 .02 .02
Cloveland to Cincinnati.............. .01 .05 .90 .A2
Detroit to Buffalo .................. .. 03 .02 .A .01

I Indices reprwent total benefits from existing and Improved services.



which is extremely high, i.e., New York-Washington,
and those which are moderately high or so low as to
be insignificant by comparison. Clearly, where public
benefits most heavily justify high speed corridor serv-
ice, it already exists. In corridors other than the North-
east Corridor, benefit indices are so minimal by com-
parison that further analysis would be needed before
implementation of high speed service is undertaken.

Recommendations for Corridor Service

The following recommendations are in- accord with
USRA's position that expenditures of the magnitude-
required for high-speed Northeast, Corridor-type serv-
ice be made only where clearly justified by potential
public benefits. Amtrak is free to supplement, reduce or
modify the concept of future service improvements as
its studies indicate iiecessary, but it is urged to consider
thoroughly the following approach. It -is recommended
that high speed service be established only in the North-
east Corridor. All other corridors classified as Level II
should receive new or improved service as outlined.

The proposed service improvements for each corridor
are shown in Table 18. The concept underlying these im-
provements calls for an integrated network of corridor
services which will provide a minimum frequency of
two trains in each direction in each corridor. Appendix

TABLE 18.z-Sininary of recommended -service improvements

Present service level Recommended
service level

Corridor Number High- Num-
Tran- of daily way Tran- ber of

sit round travel sit daily
time . trips I times I time round

trips

Level I:
Northeast Corridor:

New York to Washington._. 3'03" 30 6'15" 2'30"t  (3)
New York to Boston -------- 4'30" 11 5'00" 3'00" (3)

Level n1:
Chicago to Milwaukee ---------- 1'30" 7 2'15" 1'15" 10
New York to Btffalo ............ 8'30" 3 10'00" 7 20" (4)
Chicago to St. Louis ----------- 5'00" 3 6'30" 4'30" 4
Chicago to Detroit ------------ 6'50" 2 6'00" 5'00" 4
Detroit to Cincinnati ............ None 0 6'00" 5'30" 2
Pittsburgh to Indianapolis ---- 8'20" 3 1 8'00" 7'30" 2
Chicago to Cincinnati ---------- 0'00" 3 1 6'45" 6'15" 3
Cleveland to Pittsburgh --------- None 0 3'15" 3'00" 3
Cleveland to Cincinnati -------- None 0 5'45" '30" 3
Cleveland to Buffalo ---------- None 0 4'15" 3'15" 2
Philadelphia to Pittsburgh ----- 7'16" 5 2 7'15" 7'00 2
Washington to Pittsburgh .------ 8,19" (3 V) 6'00" 6'00" 2
Washington to Norfolk --------- None 0 .5'00" 4'00" 2
Detroit to Buffalo ------------- 5'05" 1 7'45" 5'00" 1
Cleveland to Chicago ---------- None 0 8'00" b'45" 3
Indianapolis to St. Louis ........ 4'56" 51 5'00" 4'00" 2

1 Based on current Amtrak timetable.
2 Modified Rand McNaliy trip times which reflect 55 mph speed limit.
3 By 1090 frequency shoulti be n-hourly New York to Washington, and jzhourly

Now York to Boston; by 1982 frequency should be Y2-hourly New York to Wash-
ington, and hourly New York to Boston.

4 3 round trips Buffalo to Syracuse; 4 round trips Syracuse to Albany; 7 round trips
Albany to New York.

Long distance trains operating In proposed corridors.
'1 daily round trip plus 1 additional round trip triweekly via Harrisburg. Also 1

daily'round trip Washington to Cumberland.

G contains recommended rail routings for these serv-
ices. Coordinated bus service should be considered to
establish the network prior to completion of necessary
track upgrading and could ultimately serve to feed
passengers to rail routes. Adjacent corridors would be
linked, either through direct or convenient connecting
services, to provide schedule availability between major
cities. Downtown-to-downtown transit times would be
competitive with auto and, in some cases, airline travel,
and the service would be directed at attracting primarily
nonbusiness and, to a lesser extent, business travolers.

To minimize operating and capital costs, equipment
assigned to Level II corridors would be standardized and
schedules tailored to obtain maximum ridership and
equipment'utilization. In this manner, it is estimated
that train service in the Region can be increased by
almost 187 percent while additional equipment require-
ments will increase 100 percent. The integrated corridor
concept is discussed in detail in Appendix G.

Responsibility for detailed planning and implemen-
tation of improved services will lie with Amtrak. The
planning and marketing studies required will consume
considerable time, and even if planning were complete
today and equipment available, the present deteriorated
condition of track in the corridors would preclude the
running times suggested. Upgrading of all corridors
in question will require at least 5 to 10 years. It is
recommended that, due to the lead time required for
implementation, Amtrak immediately begin p)lanning
service for the identified corridors. The alternative of'
waiting for a crisis similar to the 1973-74 energy crush
and then attempting to establish quickly a patchwork
of uncoordinated service must be avoided if the Region
is to have a rational, coordinated passenger service
network.

Amtrak may also wish to consider introducing serv-
ice between additional cities which did not qualify as
corridors according to USRA's selection criteria. For
example, some non-qualifying areas suggested in the
original corridor identification process include Boston-
Portland and New York-Binghamton. If detailed
marketing studies produce evidence of sufficient pas-
senger demand, Amtrak could initiate service in any or
all of these areas. If demand i-s sufficient only for state
level interest in initiating service, a combination of
state and federal funds could be used under the pro-
visions of Section 403 (b) of the Rail Passenger Service
Act of 1970. A number of cities in Illinois, Michigan
and New York area presently receiving service under
this type of arrangement.

Passenger Policy Considerations

The level of passenger service, both intercity and
suburban, will undoubtedly increase, and Congress ex-
pects that the quality of service will be improved. To
improve passenger service, the ICC has proposed stand-
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AUTO-FERRY SERVICE
The Association also recommends that Amtrak in-

vestigate an auto-ferry service similar to that presently
provided by Auto-Train. The overwhelming demand
for Auto-Train service and the fact that Auto-Train
stockholders receive a significant return on investment
suggests that some type of auto-ferry service operated
by Amtrak may prove to be financially rewarding. Ad-
mittedly, the Florida route is a lucrative one for Auto-
Train service because of the magnitude and nature of
automobile travel between these two markets. Whether
the same concepts could be profitable on other Amtrak
routes is another question, and the answer would re-
quire detailed marketing and operating studies.

One area in-which the auto-ferry service may be justi-
fled in the Region is between Harrisburg, Pa. and a
location in the Chicago metropolitan area as shown in
Figure 6. A schedule between these two points similar
to the current Broadway Limited schedule would pro-
vide overnight transportation for passengers and their
automobiles between strategically located terminals.
The major east coast cities of Boston, New York, Phila-
delphia, Baltimore and Washington would be served
through a relatively short drive to Harrisburg, while
the Chicago terminal would serve not only that city
but also the midwestern cities of St. Louis, Milwaukee
and Minneapolis, providing a gateway to the western
United States..

For these reasons, USRA recommends that Amtrak
perform detailed marketing and operating studies to
determine the feasibility of operating an auto-ferry
between these two points. The concept of carrying auto-

mobiles and their passengers on the same train offers
travelers an opportunity to combine the flexibility and
convenience, of the automobile with the comfort and
economics of the train. While Amtrak's service attempts
to divert passengers from their automobiles, the auto-
ferry concept attracts passengers and their automobiles.
The technology is available now, and it would utilize
excess rail capacity.

FO IAzm42 FA=7=M.R N~O A=C=tE
CimhuN ThL fAST CA3IzA jD WrxzM

AUTU=UAzz-(= 0111.AUT=M& SCV

If such a service does prove su-ccessful in attracting
sufficient ridership, Amtrak may want to consider pro-
viding a second service between Albany, N.Y. and Chi-
cago in order to attract the overflow from the New York
and New England area. A further consideration, if
demand warrants, could be the extension of auto-ferry
service from Chicago to Denver, thereby providing this
unique service to Western'cities.

ards for service quality and track which also could have
a significant impact on ConRail. For these reasons pol-
icy questions of facilities control, operatidns control and
financing must be considered by USRA to implement
improved passenger services.

Faclities control.-Responsibility for facilities in-
volves policymaking authority over all functions per-
-taining to the physical condition of. the railroad. This
includes proper maintenance of track, signals, struc-
tures and other facilities. In addition, policies concern-
ing capital improvements such as grade crossing elimi-
nation, reduction of curvature and various types of
track, signal and structural modifications must be set
according to the service to be provided. When facilities
are used for more than one type of operation, policies on
maintenance and capital improvements must take into
account the often conflictingneeds of each user.

For example: the standards of track geometry and
alignment required for high speed passenger train oper-
ation vary significantly from those required for conven-
tional freight and passenge trains. Similarly, the wear

caused by freight trains with heavy wheel loadings tends
to be more severe than that caused by passenger trains.
Both of these variations will dictate different levels and
types of maintenance effort which must be reconciled if
the two services are operated together. A more clear-cut
condition exists for allocating responsibilities where fa-
cilities required for one type of service could be eli i-
nated completely if the service were not provided. Ob-
vious examples are classification yards for freight trains
and passenger terminals and support yards for passen-
ger trains.

It is 1JSRA's recommendation, therefore, that when
the facility exists for the exclusive use of passenger
services, the passenger entity involved must bear the
full responsibility for facility decisions. If more than
one passenger entity is involved, obviously arrangements
for dividing these responsibilities must be worked out
by the parties involved.

Where a mix of passenger and freight services exist
and passenger services predominate, the passenger serv-
ice entity should have primary responsibility for facil-
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ity decisions. ConRail should -be responsible for any

additional facilities required for its operation, such as

industrial sidings, as well as an appropriate share of the

cost for use of the passenger facility. This is similar to

an arrangement which presently exists between Penn

Central and MIBTA in Boston.
Conversely, where freight services predominate, Con-

Rail should' have primary responsibility for facility

decisions. Passenger users should be responsible for

additional facilities required for their operation plus an

appropriate share of the cost for use of the facilities. An

example of this type of arrangement would be a main

line rated 60 m.p.h. for freight and 80 mp.h. for pas-

senger service. To upgrade this facility for higher pas-

senger train speeds would be _the responsibility of the

passenger user. Similarly, any. signalling or-other con-

trol system required to up~grade a freight secondary line

for passenger use would be the responsibility of the

passenger user.
Operations contol.-Operations control responsi-

bility presents similar conflicts whether one or more

service is provided. The greatest potential for problems

exists where traffic volumes approach the capacity of the

fixed plant. In such cases, interference between trains

tends to cause delays, and priorities for train dispatch-

ing can have an important effect upon service quality as

well as the operating expenses of individual users. Com-

pounding the problem, priorities significantly reduce

capacity of the system as compared to a system orga-
nized on a first-come, first-served basis.

Where intercity passenger, suburban and freight op-

erations are intermingled, the diverse operating char-

acteristics and service requirements of each create a

complex and often conflicting traffic mix. Intercity pas-

senger trains are generally limited-stop, high-speed op-

erations; suburban trains have mixed characteristics
ranging from high-speed, limited stops to frequent

stops with moderate overall speed, and freight trains
are moderate to slow-speed operations making relatively

few stops. Although it is apparent that certain rail op-
erations are becoming increasingly time-limited, when

combined on the same right-of-way, the operation of

each can hinder the operation of the others. If one of

the users holds responsibility for operational control,
preferential treatment is likely.

One potential problem .with ConRail ownership and

control is that there is a general public belief-that rail-
roads do not give high priority to the movement of pas-

senger trains. There may be some validity to this public

criticism, as often railroads do not maintain definitive

policies enforced down to the line supervisory level.

This can result in an indifferent attitude toward the

movement of passenger trains.
It is also USRA's recommended policy that passenger

trains be allowed to operate at the maximum speed con-

sistent with track conditions and should be given prefer-

ence over freight operations. While operating conflicts
between freight and passenger service exist, ConRail
should identify necessary operational and facilities
changes to reduce or eliminate these conflicts and see to
it that these changes are executed properly at the operat-
ing level. To maximize the degree of cooperation be-
tween the two entities, it is recommended that ConRail
and Amtrak agree upon a financial incentive program
which will reward superior performance and penalize
inferior operations.

Financa responsiblity.-With the creation 'of
Amtrak and the various commuter authorities, the bank-
rupts have been relieved of a significant portion of their
pasenger deficits. Certain substantial costs still, how-
ever, are incurred by the freight operator(s); for the
most part, these relate to fixed plant ownership and
maintenance costs.

The USRA recommends ConRail freight operations
not be used to subsidize passenger service. 'Therofore
ConRail should not continue to carry the cost burden
of passenger services operated over ConRail facilities in
any form. It is therefore the Association's recommenda-
tion that all costs directly attributable to passenger
service be borne by the responsible passenger entity,
whether Amtrak or the commuter authority.

The determination of this cost responsibility is often
quite difficult. The simplest situations to resolve are
those instances where the asset is entirely employed for

passenger operations, e.g., cars, track used exclusively
for passenger operations, shops used exclusively for
the maintenance of passenger service equipment, sta-

tions and in the case of electrified services (where there

is no electrified freight service), ,the related catenary
and power subsystems.,

For such exclusive use, the passenger entity should

bear the full cost of ownership and maintenance of

the asset. This could be accomplished through various

methods, including renegotiation (to an extent not al-
ready contemplated) of present contracts, negotiation

of leases which reflect this cost, or a direct transfer of
the asset from ConRail. The Final System Plan will

contain standards for that negotiation. Where there is

joint use, but passenger operations dominate, it is the
policy of USRA that the passe:iger operator(s) be re-

sponsible for ownership and maintenance costs and that

ConRail pay all costs directly attributable to freight
service.

On those facilities where ConRail freight operations
will represent the dominant user, ConRail will main-

tain responsibility for both ownership and maintenance

of the assets. ConRail should negotiate appropriate

.contractual arrangements with the passenger entity or
passenger operator(s) to assure that the costs attrib-

utable to the passenger service are borne by the
operator(s).



For example, where a line is required for freight
service that will not be operated at speeds above 30 to
40 miles an hour, the passenger entity should pay the
related additional costs for maintenance of track sig-
nalling; structures, etc., to higher standards.

In the case of suburban service, many commuter
agencies have puirchased or leased all or a significant
portion of equipment and facilities used, relieving Con-
Rail of that responsibility. For example, MABTA in
Boston has an operating agreement under which Penn
Central provides stainless steel coaches to the extent
possible for a specified cost per coach per month. In
addition, Penn Central agreed to sell to MIBTA certain
segments of track, retaining an easement to operate
freight and Amtrak service over as much of the sold
property as is needed. MfBTA has the option to pur-.
chase additional segments of Penn Central track in
Massachus'etts and Rhode Island..

In Connecticut, CTA leases from Penn Central those
sections of track (plus the power generation and dis-
tribution system) over which suburban service to New
York ,is operated. MTA has a similar agreement with
Penn Central in New -York to lease track and power
and has purchased a segment of the old New Haven line
from Woodilawn, N.Y. to the Connecticut state line.
Similar agreements exist between the commuter au-
thorities and -the operating railroad for purchase or
lease options for track, power and terminal facilities.

Finally, consideration must be given to those passen-
- ger services presently operated by bankrupt carriers

which receive no support from, area authorities.
Such services operated on rail properties designated

by the Final System Plan for transfer to ConRail may
be discontinued provided that no state, local or regional
transportation authority offers to purchase br subsidize
Aem. They may not be discontinued if precluded by the
terms of leases and agreements with such authorities
under which flnancial support was being provided, at
the time of the"Act's enactment, for the continuance of
rail passenger service.

The amount of the subsidy to be offered by the con-
tracting transportation authority should' cover the
difference between the revenue and the cost of providing
the service plus a reasonable return on the value of the
rail properties used. An offer of purchase shall be ac-
companied by an offer of a subsidy which shall be paid
until the purchase transaction is completed.

If no entity assumes responsibility for these services,
then ConRail is under. no obligation to continue them,
and the trustees of the bankrupts need only comply with

'the notice and effective date provision of the Act in
order to discontinue services.

Another-factor to be considered in implementing pas-
senger service improvements is the method of financing
acquisition, improvement of passenger facilities and
expense of operations. The Act provides for several
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levels of funding which range from operating subsidies
to outright acquisition of property. Section 211(a) of
the Act provides for USRA loans to Amtrak to achieve
the goals in the Final System Plan relating to improve-
ments in passenger services, and Section 601(d) (1) -
specifically refers to the Northeast Corridor, stating
that these loans may be for either lease or purchase by
Amtrak of Corridor property.

While the purpose of Section 601(d) (1) is to insure
that necessai'y passenger services are not lost in the
course of creating a profitable freight system, funds
pro'vided by Section 211(a) must be used for other pur-
poses as well and the use of these funds for acquisition,
modernization and improvement of passenger facilitids
should be minimized. It is .USRA's policy that pas-
senger entities should make their own arrangements
for financing insofar as possible.

Northeast Corridor Policy Considerations

Because of the nature of rail services in the North-
east Corridor and the special emphasis given to it by
Congress, additional specific recommendations must be
made for dealing with this complex area in terms of
operations, ownership and managerial control.

.Passenger and freight traffic coexists satisfactorily
from a capacity standpoint everywhere in the Region
except in the Northeast Corridor. Congestion is sub-
stantial today and promises to get much worse with
the expanded development of truly high speed services-
Most of the approximatbly 1,100 trains operating daily
on the Penn Central main line between Washington and
Boston are passenger trains, either intercity or subur-
ban. The heaviest traffic is between New York and Wash-
ington, where heavy freight traffic competes for space
on a limited number of tracks with high speed Metro-
liners, conventional intercity passenger service and fre-
quent suburban operations. Tracks on this congested
segment will be increasingly hard-pressed to meet the
needs of both the passenger and freight systems. Be-
tween New York and Boston the problem is not so seri-
ous because alternate freight routes exist in that area
on the Penn Central.

In the past particularly during World "War 1T, the
New York-lWashington corridor experienced higher
volumes of traffic than are now handled. In the last
three decades, institutional and operational changes
have resulted in a reduction of track capacity. First,
and most important, rail freight traffic in the past was
not subject to today's intensive level of truck competi-
tion, and freight trains could be operated on slower,
less precise schedules. Under present-day conditions,
-hipper demands for more efficient freight service have
mandated greater reliability and higher speeds. Second,
average passenger train speeds have increased with the
introduction. of Metroliners. Third, commuter services
have increased significantly.
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The present situation seriously impinges on freight

operations. High-speed Mfetroliners are operated hourly

in both directions between 6. a.m. and-8 p.m., inter-

spersed with conventional passenger trains. South of

Wilmington, Del., where the route is largely double-

tracked, this pattern of passenger service restricts

freight movements even without adding the factor of

suburban trains. Should the high-speed service be in-

creased to half-hourly and quarter-hourly frequency, as

now projected, for 1982 and 1990 respectively, it will be

difficult to operate reliable through freight train serv-

ices during passenger service hours.

Through freight train services would deteriorate

significantly if operations were limited to off-peak pas-

senger periods between 10 p.m. and 6 a.m. Yard conges-

tion would become acute, and a substantial percentage

of traffic would be delayed. The quality of freight

service today is impaired to some degree by restricting

some through freight' trains to late night and early'

morning hours. During September 1974,- through

scheduled freight trains between New York and Wash-

ington averaged a 3.2 hour delay per trip.
Table 19 shows the growth that both passenger and

freight services are expected to realize in the next 15

years. Passenger ridership is expected to grow between

159 percent and 282 percent; freight traffic could in-

crease between 35 percent and 100 percent.

TABLE 19.-Northeast Corridor, traffic growth projections

A. PASSENGER TRAFFIC-SELECTED SEGMENTS

[Passenger volumes expressed in thousands)

17 1900 projected volume1973 _____________________
Market segment volume

Low Percent High Percent
potential growth potential growth

New York-Boston ----------- 1,037 5,400 420 9,400 803

New YorkAWashington. ------- 6,571 17,000 159 - 25,100 2.2
Through Now York ----------- 272 1,300 356 2,300 73

Total corridor ---------- 7,8801. 23,700 36, 800 367

B. FREIGHT VOLUME PROJECTIONS

Percent growth (1973-90)

Commodity group High Low

potential potential

Bulk ----------------------------------------------- 8o 25
Intermodal ------------------------------------------- 250 100
General freight ------------------------------------ 130 40

Composite ---------------- ------------------ 100 35

NOxM: Another study of traffic growth performed by Temple, Barker and Sloane
for USRA projects a 30 percent increase In general tonnage for the Region as i whole
between 1973 and 10985. This would appear to support Bechtel's low potential estil-
mate for growth through 1990.

Source: Bechtel, Inc. Report to Federal Railroad Administration Sept. 19,1974.

If train speeds and frequencies desired by Congress
are to be approached in the Northeast Corridor, at least

two tracks will have to be devoted exclusively to inter-
city passenger services. Although two or more tracks
have been upgraded for a speed of 110 m.p.h. for most
of the distance between New York and Washingtont at
present all trackage is used by the various services on a
more-or-less random basis as traffic demands.

Consideration has been given to upgrading North-
east Corridor facilities for continued joint freight and
passenger operations, but this approach has some major
disadvantages. First, coiistant freight use of tracks over
which high-speed passenger trains are operated would
require either exorbitant maintenance costs or force a
reduction in average passenger speeds lower than de-
sired for. the Northeast Corridor. To operate at high
speeds with satisfactory passenger comfort; passenger
trains must utilize roadbeds which meet strict stand-
ards of gauge and alignment. Passenger trains, which
have relatively light weights on each wheel, cause less
,pounding on track-than freight trains with heavy wheel
loadings. Therefore, as freight train use increases, the
track structure tends to deteriorate more rapidly, and
either the riding quality becomes less satisfactory or
more money must be expended for maintenance.

A second problem is that, given the present state of
the art, it is doubtful that freight operations could be
conducted with the necessary degree of precision to
prevent substantial delays of many high-speed pas-
senger trains. As more trains are operated, the prob-
ability of delay would automatically increase. In addi-
tion, freight trains are inherently more prone to delay
than passenger trains. They tend to be longer and
heavier, placing substantially more stress upon mechan-
ical components and making failure more likely. When
a failure does occur, correction of the problem is corre-
spondingly more difficult and time-consuming.

More important, however, than the problems created
by mixed freight and passenger operations is the con-
sideration that this plan would not solve the problem,
only postpone it. If traffic grows as expected, new in-
vestment in fixed plant will be necessary since a more
extensive program for the separation of passenger and
freight traffic ultimately will be required. The fixed
plant investment which will have been made for im-
proved freight yards and connections under this alter-
native will become obsolete.

. Working in concert with DOT and various consdt-
ants, USRA staff has studied the Northeast Corridor
problem at length to determine the best method of
providing separate rail facilities for both types of
traffic. There are two basic alternatives for solving the
congestion problems of the New York-Washington seg-
ment. One of -the alternatives would utilize the same
Penn Central right-of-way for passenger and freight
operations on separate tracks. The second alternative
would introduce a parallel route for the separation of
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passenger and freight traffic. This parallel route would
be composed of segments of the B&O, Reading, Central
of New Jersey and Lehigh Valley lines. The two alter-
natives are as follows:

1. Thstall additional trackage on the PC right-of-way
as mecessary toye?-mit separate passenger and freight

'train operations. Continuation of both passenger and
freight service on the Penn Central right-of-way offers
a number of advantages: freight service would remain
on the Penn Central with its electrification and superior
right-of-way and with proximity of industries and
yards to trunk freight routes; separation of passenger
and freight tracks would also avoid congestion and re-

-duce the need for tight scheduling, high horsepower
to weight ratios on freight trains and a rough ride for
passenger-trains operating on tracks used by freight.

But the concept is also accompanied by major dis-
advantages. Foremost is the high expenditure for fixed
plant required to implement the project. Widening the
right-of-way would be required, which presents for-
midable problems between Wilmington, Del. and yew-
ark, .N.J. There would also be-a negative environmen-
tal impact for the requiIed widening through large

urban areas such as Philadelphia. Even if the environ-
mental objections could be overcome, the cost of fixed

plant improvements for the entire New York-Washing-
ton segment is estimated at $1.2 billion5

Concern has been expressed over passenger safety
if high-speed passenger and freight operations are con-
ducted on the same right-of-way. It has been recom-
mended that high-speed passenger and freight trains
be separated to avoid the possibility of sideswiping ac-
cidents caused by shifting loads, protruding doors, etc.,
as well as to eliminate the possible risk from freight
derailments. That there is a certain risk is not denied,
and the potential damage from an accident could be
more extensive as speeds are increased. There is, how-
ever, no precise evidence available to quantify the risk
factor in a meaningful way. Through passenger and
freight services always hive shared the same trackage,
to separate the services on different rights-of-way would
remove whatever element of risk does exist.

2. Remove most of the freight traftf from the. PC
right-of-way by upgrading parallel routes and pro'd-
ing cwoss connections to industrial and yard locations.
This solution, shown in Figure 7, would utilize the
B&O-RDG-LV route as the mainline for freight move-
ment between Washington and Newark, N.J. and the
RDG-LV route (through Allentown, Pennsylvania)

0 Preliminary estlmate3 furnished by Bechtel, Inc., for the Federal
Railroad AdmlnistraUon.

FIGURE 7
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for the movement of freight between Harrisburg and
Newark. This would free the Penn Central main line
for almost exclusive use by Amtrak and suburban opera-
tions. The principal exceptions would be local switching
of freight cars to and from industries located on the cor-
ridor which would continue as at present. The physically
separated lines also provide emergency detour possibili-
ties in the event one line is blocked by a serious derail-
ment. The physical separation of trackage provides
easier access for track and roadway maintenance which
is of considerable importance where rail lines are oper-
ating at or near capacity. Dispatching and line super-
vision functions for freight, and passenger can be read-
ily segregated when the lines are physically separated,
resulting in fewer'conflicts between two essentially dis-
parate enterprises.

The disadvantages of this alternative are -that imple-
mentation would require the restoration of double track
on the Baltimore & Ohio Railrod between Baltimore
and Philadelphia, and a number of connections at inter-
mediate points would have to be constructed to provide
access to existing Penn Central yards and industries.
The fixed-plant improvements required to achieve the
basic objectives of this plan are estimated to cost $300
rhillion.(s

USRA believes this alternative offers the most rea-
sonable solution for improved passenger and freight
operations. It alone can be accomplished with a reason-
able fixed-plant investment, and yet it avoids spending
large sums to upgrade an existing facility only to have
it outlive its economic usefulness in a few years, as is
the case with alternative 1. The existing Penn Central
route can be released and upgraded for- high-speed pas-
senger service, and the parallel route can be upgraded
specifically for efficient freight operation thereby accom-
plishing the maximum practical separation of freight
and passenger traffic.

USRA strongly recommends this operating alter-
native and to this end has entered into discussions with
the Chessie System to determine the best institutional
and operatingstructure for use of the B&O line between
Washington and Philadelphia.
Northeast Corridor Management and Financing

A number of options for ownership and management
of Northeast Corridor facilities have been studied. Some
will not fulfill the purpose of providing improved pas-
senger service while allocating full responsibility for
freight and passenger costs to the appropriate entities.
For example, private sector ownership was rejected
because of the magnitude of investments required, the
financial uncertainties, and the desirability of pursuing
service objectives rather than profit. The history of the
Act suggests a legislative interest in Amtrak ownership

0 Preliminary estimates furnished by Bechtel, Inc., for the Federal
Railroad Administration.

or control through lease, or otherwise, of Corridor
properties. --- "

Should ConRail retain Corridor properties acquired
under the Final System Plan, Amtrak and the various
commuter service authorities would pay ConRail on
a lease or user-charge basis. Because the property in.
volved would saddle ConRail's capital structure with
an unnecessary burden (as the Corridor will not be used
as a through freight route) this option was rejected.
Furthermore passenger service costs might be hidden
in the corridor freight operation to the ultimate detri-
ment of ConRail's function. This left three major op-
tions for ownership and management of passenger serv
ice in the Corridor: a federal corporation/regional au-
thority, Amtrak, and a fixed plant entity.

FederaZ Corporation/Regionw2 Authority. This op-
tion would place the ownership, management, and
operation of the Northeast Corridor under a new fed-
eral corporation acting as a regional authority with
state participation. This arrangement would bQ con-
sistent with Section 206(c) (1) (D) of the Act, which
states that the Final System Plan shall designate which
rail properties may be purchased or leased from Con-
Rail by a state, local or regional transportation author-
ity to meet the needs of commuter and intercity rail
passenger service.

Under this option the authority would acquire control
of the Northeast Corridor through purchase or lease
from ConRail and would assume responsibility for train
operations, control functions now performed by Penn
Central, management of needed construction and for
maintenance of way programs. Acquisition and mainte-
ance of passenger rolling stock would fall to the organi-
zation responsible for providing the service. After a
period of federal control and supervision of the au-
thority's activities, individual Corridor states could
gradually assume an owning and controlling role. Ulti-
mately, a Board of Directors composed of representa-
tives of the U.S. Treasury, the U.S. Department of
Transportation, Amtrak and the Corridor states would
oversee the authority.

Corridor states' incentives to jfln the authority would
include control of the Corridor and influence over the
timing and extent of improvements, improved connec-
tivity and coordination with other public transportation
services, and participation in long range management of
the Northeast Corridor.

Penn Central properties which are primarily com-
muter related could be included with intercity proper-
ties. The inclusion offers the advantage of establishing a
single entity responsible for all Northeast Corridor
functions, with passenger service as its primary objec-
tive. However, each state would continue to collect, rev-
enues and subsidize its own commuter services and would
be billed by the authority for actual costs incurred.
Amtrak and ConRail would contract with the authority
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for intercity passenger and local freight services and/or
operating rights with charges based on an allocation of
costs.

Amrak. The Northeast Corridor is a major Amtrak
revenue source at present. Amtrak ownership would
provide the most direct channel to upgrading the Cor-
ridor because Amtrak is an existing organization and
has a source of federal funds.
I Amtrak acquisition of the Northeast Corridor is pro-
vided for as an alternative under Section 601 (d) of the
Regional Rail Reorganization Act. This option provides
for Amtrak to own the right-of-way, (except the por-
tions owned by IITA/CTA/MBTA and similar local or
regional organizations). Amtrak would assume respon-
sibility for control functions and provisiou of train serv-
ices but could, if desired, contract with ConRail for this
work. A separate Northeast Corridor Division might be
established within Amtrak to maintain right-of-way
and Amirak rolling stock and manage needed construc-
tion. Commuter requirements could be contracted with
either Amtrak or ConRail. An independent review board
might be established to resolve operational disputes, pro-
vide a forum for local participation, and to arbitrate
changes in agreements..
* Amtrak would acquire the Northeast Corridor from

ConRail concurrent with conveyance to ConRail of the
Corridor. The trinsortation and maintenance of way
functions -could be assumed by ConRail at conveyancm
to ease the integration of activities between the Corridor
and the rest of the Region. This also would provide
flexibility in assigning ConRail personnel and is con-
sistent with-the relationship on the rest of the Amtrak
routes.

Fixed plant entity. This proposal envisions a facilities

corporation or a separate fixed plant entity which would
purchase the Northeast Corridor properties from Con-
Rail. Such. a proposal would separate ownership and-
associated capital burdens from the operating function.

The entity could be passive or active. In neither case
would it assume responsibility for train operations, or
maintenance of equipment. As a passive owner, it would
lease the properties to Amtrak or another operating
organization.

If it were to assume this role Amtrak or another
operating organization would be responsible for mainte-
nance and dispatch control. As described below, how-
ever, the fixed plant entity assumes an active role. It
would lease operating rights to Amtrak, ConRail and
the commuter agencies but would retain responsibility
for control functions, maintenance of way and neces-
sary construction.

Te lease agreement between the users and the entity
would be similar to the existing agreements between
Penn Central, Amtrak-and the commuter agencies. This
alternative is similar to the Federal Corporation/Re-
gional Authority option except that the fixed plant en-
tity performs no on-board transportation functions. Be-
cause the entity would not operate any trains and would
have no special interests to protect; it would be neutral
and capable of reconciling conflicting operating
interests.

The Department of Transportation is preparing a de-
tailed plan for specific improvements to the Northeast
Corridor and these improvements are intended to pro-
vide the improved rail passenger service required by the
Act. Specific engineering requirements and cost analy-
ses will be available-at the time of the Final System
Plan.
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14
Financial Analysis of the
Preliminary System Plan

The creation in the Region of a financially self-sustaining system

operated by a private corporation (ConRail) is mandated by the Regional

Rail Reorganization Act of 19Mh. The Act also contemplates that creditors

of the bankrupt estates will be compensated for the properties conveyed to

ConRail through stock -and other securities in the new corporation.

ConRail's projected and actual performance will determine the ultimate
value of these securities.

The central concern in Congressional hearings, the courts and pro-

ceedings before the Interstate Commerce Commission has been the ability

of ConRail to create a fair value for the securities issued to the creditors

of the bankrupts in exchange for the assets acquired.

This chapter presents the Association's financial projections (or pro

formas) for ConRail from 1976 to 1985 on an accounting basis-consistent

with other railroads (except for track rehabilitation, which has been

capitalized and not depreciated).

In preparing the pro formas, the Association used sound historical

and empirical data to project a reliable estimate of ConRaiTs revenues

and expenses. A myriad of complex assumptiofis were considered in.

193



detail, including alternative sources of federal and non-federal financing,

traffic growth potential, the impact of inflation, management capabilities,

accounting policies and the relationship between rehabilitation and

operating performance.

Although the projections call for ConRail to achieve sizeable opera-

tional economies, experience positive market growth and thus attain

profit margins equivalent to industry averages, the cost of carrying debt

incurred in upgrading the facilities reduces these gains, and the uncertain

future of the economy demands caution in reviewing the precise accuracy

of the estimates.

The question of whether a financially self-sustaining
system can be achieved is central to every decision made
by the Association, the Interstate Commerce Commis-
sion, Congress and the courts. 'Consequently, the devel-
opment of the pro forma projections received the As-
sociation's careful attentioni with much effort given to
designing the best approach to the preparation of the
pro forma financial projections.

The first section of this chapter presents the results
of the pro forma projections and compares projected re-
sults of ConRail with expense ratios of other railroads.
The second section describes the methodology used to
derive the projections. As explained in earlier chapters,
the pro forma statements included in this Preliminary
System Plan should be viewed as tentative and subject
to revision for the Final System Plan.

FINANCIAL PROJECTIONS

Using the methods described in the second half of
this chapter, income statements, balance sheets and
statements of required financing were prepared for
ConRail both on an uninflated and inflated basis. With
the economy in its present state of flux, however, the
Association is studying the manner in which the pro-
jections should be adjusted for inflation. So that the
potential effect that inflation might have on ConRail's
funding requirements can be appreciated, an inflated
balance sheet is presented with the set of uninfiated
pro forma statements (Tables 8-11).

The Association projects that ConRail's earnings in
1973 dollars will improve from a net loss of $91.4 mil-
lion in 1976 to a net profit of $381.7 million by 1985.
It is expected that CotnRail will break even and -begin
earning a positive net income by the third year (1978).

Such an improvement in net income represents a dra-
matic turn-around in view of recent trends in the North-
east's railroads, and the present state of the U.S. econ-
omy compounds the uncertainties of the future and
suggests some caution in reviewing the precise accuracy

of the forecasts. Yet, the improvement should be pos-
sible because ConRail is not intended to be a composite
of the bankrupt carriers but a revitalized, restructured
railroad serving the same territory now served by the
bankrupt carriers. The opportunity to repair and reha-
bilitate, track and facilities, acquire new equipment, im-
plement modern technical developments and consolidate
the operating organizations, yards and facilities of six
railroads is unique in the railroad industry.

All of the financial information and projections con-
tained in this chapter reflect the industry structure re-
ferred to as ConRail I, which is discussed in Chapter 3,
This railroad configuration does not contain the Erie
Lackawanna, which requested to be included in USRA's
planning process in mid-January, 1975. Because of the
late timing of this request, detailed operating expenses,
reyenues and related financial projections could not be
developed for a system that includes the Erie Lacka-
wanna within the time allowed for the Preliminary
System Plan. The examination made to date of such a
ConRail system indicates that only a modest difference
in net income relative to the ConRail I alternative
should result. The financial projections contained here-
.in can therefore be viewed as representative of the rail
system structure identified as the preferred structure in
Chapter 3.

Cause of Change Analysis

The 1973 consolidated loss of the bankrupt carriers
was $221 million. The difference between this loss and
the Association's projections of ConRail's neot income
on an uninflated basis represents the annual projected
improvement in net income. To evaluate the reasonable-
ness of ConRail's improved earnings, the Association
prepared a "Cause of Change Analysis" to reconcile
projected income with historical income (Tables 1 and
2). The variety of factors responsible for the favorable
change can be traced by reviewing the individual cap-
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TABLE 1.-ConRail, Cause of change analysis, derivation of increase in rerenucs, di to changes in robanelmix and other factors

MIillons of dollars, 1973 base]

1976- 1977 1978 1979 1M9 1I31 1982 1983 1981 19S5

Total gain in operating revenues (to Table 2) ---------....... . $46.7 2. 1 $185. 8 $-L0 $257. $20.0 $318.6 37.9 33.2 $440.5

Gains not related to volume:
Selective rate increases-._ ....-................_-_-...... 6.7 13.5 (3.5 3.7 GL4 U. 4 U44 £4.4 £.4 e4.4
igt lne subsidy ....... .,7.7 2,7.7 0 0 0 0 0 0 0 0

Passenger deficit recovery-.... 55.0 51.9 4&9 4.8 44.8 41.5 31.8 31.8 31.8 31.8
Other operating revenue --------------------------------- 11.8 (14.6) (14.9) (1&4) (17.0) (19.0) (20.2) (20.2) (20.2) (2D.2)

TotaL.. - 101.2 12.5 97.5 a.1 91.6 809 7.0 7&0 70.0 7-0
Revenud increase-due to volumemlx --------------------- -------- (5.5) 100.0 6 3 1U.9 110.2 20.1 242.6 28L9 3-2 3£L5

Total gain in operating revenues ---------------------------- $4.7 $229.1 $185 8 $-^ .0 2.7.8 $20. 0 $31.6 $357.9 $3-8.2 $40.5

NoTE-All amounts show increase or (decrease).

TABLE 2.-ConRail, Cause of changp analysis, reconciliation of ConRail income statemenL trith bankrupt carriers (1978 dollars)
DIIlIons of dollars, 1973 bawel

1970 1977 1978 1979 I 1931 132 1983 184 183

Comparison of netincome:
1976-85 period (as projected for ConRall) ..................... $(04- ) 3(27.4) S31.8 135.& 2 $11.8 $21.1 $233.0 $288.9 $34.7 $ .
1973-as experienced by bankrupt carriers ------.-------------- (221.0) ( -1.0) (221.0) (M21.0) (221.0) (221.0) (221.0) (221.0) (221.0) (221.0)

Difference_ -- ------------------------.--------------- $12.0 3193.0 $-W6 8 832 833L8 439.1 $474.0 QZW.9 .7 M-.7

Cause of change:
Total operating revenue inrease (from Table 1) .........- 4.7 2.1 183.8 =L20 2Z7.8 290.0 315.6 357.9 303 2 440.5

Operating expenses:
Total malntenance of way ----.........------ -...... - 22.8 (22"5) 20.4 1.9 18.6 10.8 15.9 10.3 0.7 5.$
Maintenance of equipment - --------- (7.5) (13.4) (7.1) (15.0) (21.7) (22.3) (23.9) (326) (35.1) (6-9)
Transportation ......----------------------------------- (5) (44.8) (109.6) (.1) 5.9 13.8 2.2 25,7- 27.8 27.3
General, administrative and other .................... - (22.2) (2. 1) (17.9) (10.0) (14.5) (129) (13.0) (12.7) (12.8) (13.0)

Total operating expenses ---- -------------------------------- (12.8) (100.8) (2L6) (1.2) (11.7) (4.6) L 2 (9.3) (13-4) (17.1)

Net car hire paid ------------------------------------------------ 28.5 13.7 480 114.3 101.9 113.3 108.4 98.9 103.4 79.8
Payroll taxes -----.-.------- ......................----------- - (4.3) (6.0) (0.9) 0.8 2.5 2.5 2.5 0.0 .7.7 7.7
Property taxes ---- - -------......... ..... 3.5 .5 .5 3.5 3.5 3.5 3.5 3.5 3.5 3.5
Income tax credit - - -----........... ..... (7.6) (7.0) (7.6) (7.6) (7.6) (7.6) (7.6) (7.6) (7.6) (7-6)
Other rents, interest and miscellaneous Income and expenses I . (34.8) (2. 8) (20.9) (M8) (2 7) (23.8) (20.3) (8.8) 8.4 20.1
interest expense:

-Defaulted Interest K ......................... 845 8.5 8L5 84.5 45 5 84.5 84.5 84.5 SLS
Federal £otes ... ........----------- ------------ --- (19.4) (1.2) (&L44) (3.4) (07.0) (G1.5) .(£4.0) (61.5) (89.0) 56-5)
Equipment and miscellaneous Interest ..----------.------- 14. r 17.3 18.5 15.2 17.7 10.9 10.3 15.4 13.1 10.9

Leasedlinepayments I .---. ..--- - - - ... 30.9 3.9 30.9 30.9 a9 30.9 3.9 3.9 g0.9 0.9

Totalother ---- ----- - ---.------------------- .----. 9.7 8.3 91.6 0.4 135.7 15. 7 15L2 161.3 1SL9 179.3-

Total difference ------------------- - - $129.6 3198.0 $_252.8M 83.2 -Va31.8 $39.1 $174.0 $9.9 -9. 7 -7

I Changes primarily due to reorganization and restructuring of bankrupt roads. Nozr.-All amounts show Increaze or (decrea-e) net income, I.e., positive valus
increase net Income and nentlve value3 ( ) decrease Income.

tions in the "Cause of Change Analysis." A discussion result from CoiRail's ability to pick up direct routings;
of the more significant factors follows. from originations now interchanged with other rail-

roads.
Revenues- Other sources of revenue gains are not related to

,total operating revenues are anticipated't volume growth. These sources are:
By 1985, tarSelective rate increases amount to nearly $65 million

increase some $440 million over the consolidated 1973 by 1985. Both freight rate increases and switching serv-
level of the bankrupt carriers. The majority of the gain ice charges are included. Freight rates increase $56 mil-
from 1976 is due to increased freight revenues, approxi- lion and switching $9 million. The freight rates in-
mating $364 million in 1985. The gain includes $50 mil- creases reflect the results of a program to selectively in-
lion by 1985 as a result of diversion. These diversions . crease tariff rates on non-compensatory movements.



9528

Light density line subsidy to ConRail is estimated at
$28 million "in 1976 and 1977. This amount assumes
that ConRail will receive subsidies on a fully allocated
cost basis for operating lines otherwise scheduled to be
abandoned. A fair return on investment was not incor-
porated into the calculation as the Association does not
anticipate that ConRail will assume ownership of these
light density lines. To reflect the abandonment after
1977 of these lines unable to cover their costs of opera-
tions, operating expenses were reduced by $106 million
and revenues by $78 million from 1978 through 1985, in
the pro formas.

Passenger deficit recovery represents the amount of
direct subsidy required of Amtrak and the regional
commuter authorities to more fully compensate Con-
Rail.for operating these'passenger services. A fair re-
turn on investment was not incorporated into the deficit
as the Association did not find it possible at the time
of this writing to determine the underlying value of the
subject passenger assets, or to set its final strategy re-
garding conveyance of passenger properties.

Each regional passenger contract was analyzed sepa-
rately, and the results were then aggregated to ascertain
the total amount of subsidy ConRail should receive for
passenger service at 1973 operating levels. Costs were
developed on a long-term, fully-allocated cos basis sim-
ilar to the recently negotiated, but not implemented,
Amtrak contract with the Penn Central.

Revenues were based on the amount of conductor and
agent receipts and subsidy payments actually received
by the carriers in 1973. The total annual costs and rev-
enues were then adjusted to reflect the gradual declining
usage and reimbursement for maintenance expenses of
the Northeast Corridor by ConRail as indicated by the
deficit repayment decline to $32 million by 1985. To
implement -the assumption of full cost reimbursement,
ConRail will have to negotiate a revision to most of the
existing contracts with the passenger authorities.

Other operating revenue includes mail, joint facility,
switching and demurrage revenues and passenger sub-
sidy reimbursements projected on a declining basis con-
sistent with the gradual removal of ConRail's operaions
from the Northeast Corridor.

Expenses

Maintenamnce-of-way expenses reflect the outlay re-
quired to maintain ConRail's road and structure facili-
ties at a ]evel consistent with design specifications.
Initially, the amount of maintenance-of-way expenses
is less than that incurred by the bankrupts due-to'the
rationalization of 'the system size and the adoption of

1 The subsidy required to operate these lines on a long-term basis
would naturally be greater. The $28 million subsidy in the pro formas
does not Include a rate of return factor, a rehabilitation program nor
a higher level of normal maintenance. In calculating the amount of
subsidy needed to operate these lines over a long period, such costs
would have to be included.

modified betterment accounting which capitalizes the
substantial expenditures for maintenance-of-way rela-
bilitation instead of expensing them. On a road mile
basis, however, ConRail will incur maintenance-of-way
expenses some 60 percent greater over the 10-year period
than the bankrupt railroads realized in 1973.

Maintenance of Equipment expenses are slightly
greater in 1976 and approximately 9 percent greater by
1985 than the consolidated level reported by the bank-
rlpt carriers in 1973. The increased costs result from the
extensive repair program developed for ConRail to
reduce the high bad-order ratio of the bankrupt car-
riers. The bad-order ratio is 10.7 percent currently;
proper fleet, maintenance should produce a ratio of ap-
proximately 5 percent. •

Transportation expenses are approximately equal in
1973 and 1976. By 1985, they are projected to show a
2 percent improvement over 1973. Since ConRail's
largest operating expense category is the Transporta-
tion Account, however, this improvement represents
savings of $27.3 million over the 1973 level despite an
increase in traffic handled. The gradual decrease in
transportation-expenses occurs fromi the implementation
of improved, car handling procedures and systems,
merger effects and the impact of rehabilitation of
facilities.

Net ear hire paid is composed of net per diem and
mileage payments and car leases. Over the planning
period, this account is anticipated to decrease $28.5
million in 1976 and $80 million by 1985 relative to the
level of the consolidated bankrupt carriers in 1973. The
favorable change principally results from use of an
improved car distribution management system, the im-
pact of rehabilitation on transit speeds and the assump-
tion that ConRail will acquire cars through purchase
rather than lease, reducing thQ amnount of lease pay-
ments over time.

Other rents, interest and migcellaneous income and
-expenses are initially projected to be higher than they
were in 1973 because ConRail will not have the
opportunity to offset the expenses with income from
nonoperating real estate properties. This initial loss of
miscellaneous income is diminished in later years as
income is generated from ConRail's short-term invest-
ments. The build-up of short-term investments is not
significant, however, when inflation is taken into
account.

Defaulted interest is $84.5 million less than was in-
curred by the bankrupts since ConRail will not. be as-
suming the bankrupt carriers' outstanding debt cur-
rently in default.

Interest expense for federal notes is naturally higher
than in 1973 since the bankrupt carriers had no such
debt. Its level is dependent upon the annual amount of
debt ConRail needs to cover the shortfall between inter-
nally generated funds and total financing requirements.
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Equipment interes.-The initial decline in equip-
ment interest over 1973 reflects the assumed inability of
ConRail to acquire new equipment by -traditional fi-
nancing. As Con:Rail acquires new equipment from the
private markets, this difference gradually declines.

Zeased Zine payments are $30.9 million less than was
incurred by the bankrupts in 1973 since it was assumed
that the underlying assets, rather than the leases them-
selves, would be conveyed to ConRail. This assumption
was made for the purposes of preparing the pro forma
projectiois. It may be more appropriate for ConRail to
affirm the existing leases and/or acquire stock owner-
ship of the leased lines. The choice among these alter-
native acquisition methods will be made on a lease-by-
lease basis prior to completion of the Final System
Plan.

Ratio Analysis

Having traced the sources of improvement, ratio
analyses were prepared comparing key operating and
financial ratios to other railroads to test whether the
results of these improvements were reasonable.

Examination of specific ratios of expense to revenue
indicates that a continuing favorable trend in overall
operating results is forecast. -Following the initial 2
years of ConRai'fs corporate life, during which large
non-recurring "start-up" expenses will accrue, the op-
eratingratios (total railway operating expenses divided
by total-railway operating revenues) should descend be-
low those of Penr Central and the bankrupt carriers
combined, in 1973.

Likewise, each of the major expense categories, viz.,
Maintenance-of-Way and Structures, Maintenance of
Equipment, Transportation, and General Administra-
tive and Other, indicates a definitive downward trend
resulting, of course, in an increasingly larger net in-
come available for taxes, rents and fixed charges.

Although ConRail will be undeniably unique in terms
of size of plant, complexity of traffic patterns, and
source of financing, the interconnective nature of all
railroads Operating within the economic environment
of the northeastern quadrant of the Nation mandates
that it must adapt itself to the competitive climate into
which it will emerge. To the extent that ConRail par-
ticipates in the provision of transportation services in
its geographical territory, both its revenues and ex-
penses must-bear reasonable relationships to those of
the solvent carriers in the same Region and to other
carriers in the industry.

Tables 3 and 4 show selected operating ratios for Con-
Rail's first ten years and for selected Class I.railroads
operating in all sections of the Nation in 1973. While
ConRail's operating ratio in its initial year is higher
than that for any of the other railroads shown, by the
close of the- decade it is lower than the 1973 ratio for
all the other railroads with the exception of the South-

em Railway System. Even though the comparable ac-
counting procedures were used in deriving these statis-
tics, the comparison is not completely valid since Con-
Rail's Maintenance-of-Way expense accounting varies
somewhat from those of other roads.

As a new railroad, ConRail's Maintenance-of-Way ex-
penses will contain depreciation on only 10 years of
depreciable property additions by 1985, whereas the
ongoing carriers' accounts would generally contain de-
preciation on approximately 35 years of accumulated
depreciable property additions. An adjustment for this
"bias" would move ConRails Maintenance-of-Way ratio
relative to that of the Southern Railway System by 2
percentage points thereby raising ConRail's operating
ratio to 73.7 percent.

In the category of transportation expenses, which in-
clude the operation of road trains, yards and stations,
ConRail is initially compared unfavorably with the
other railroads, but by the end of the planning period
surpasses some of the Class I railroads and is closing
the gap with respect to the others. Achievement of this
improvement is not unrealistic given the productivity
gains expected to arise from the sizable rehabilitation
program and the innovative operating and marketing
policies expected to 'be'implemented by ConRail man-
agement.

Effect of Inflation
The uninflated financial statements are expressed in

constant 1973 dollars to dramatize the cost and beneits
associated with the rehabilitation, consolidation and re-
strfcturing of the bankrupt carriers and to more effec-
tively evaluate the planning decisions made, excluding
the effect of inflation. With the country's economy ex-
periencing double digit inflation, however, it would be
naive to ignore the effects inflation may have on the pro
forma projections. The prices of fuel, rail, cross ties,
wages and other railroad expenses have risen rapidly
over the last few years.

To demonstrate the severity and magnitudeof the
impact inflation could have on ConRail's future per-
formance, the Association prepared an inflation version
of (onRail's projections. Estimates of the annual inl
flationary increases in equipment and specific ordinary
operating expenses were made by Chase Econometric
Associates and incorporated into the analysis. The as-
sumptions entitled Economic Outlook, appear in the
box.

Railroad industry absorption of these increases with-
out passing them on to shippers in the form of higher
rates would be unrealistic. It was assumed, therefore,
that freight rate increases sWfficient to offset inflationary
increases in operating expenses would be granted, and
there would be no loss of volume due to the higher rates.
Rate relief was calculated without the effects of a regu-
latory time lag, even though the carriers often experi-
enced such lags in the past.
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TABLE 3.-Operating ratio and componeats 1 for ConRail

Six bank-
ConRail I (4)-1973 dollars " rupts PCTC 1976 1977 1978 1979 1980 1981 1982 1933 198 1985

1973 1973

Operating expenses/railway operating revenues - .....- 0.833 0.827 0.896 0.851 0.823 0.807 0.793 0.773 0.754 0. 742 0.727 3 0.717
Maintenance of way/rallway operating revenues ---------. 131 .130 .164 .158 .142 .140 .138 . i32 .125 .120 1.18 J, 114
Maintenance of equipment/railway operating revenues. .169 .167 . 75 .164 .163 .163 .163 .161 .110 .100 ,159 .157
Transportation expense/railway operating revenues ----.. .470 .470 .481 .460 .451 .438 .427 .418 .408 .400 .393 .387
General, administrative and other expenselraliway oper-

ating revenue ----------------------------------------. 053 .060 .076 .069 0.067 .066 .065 .063 .061 .062 .060 .019

' Revenues and expenses for ConRail and other railroads were corn- Amtrak remuneration, and recoveries of passenger deficits not cur.

puted using accounting rules comparable to those being used byvlndus- rently being reimbursed.
try In 1073: In addition to adjustments made to transform ConRail 2 See text on page 10 for discussion of the comparability of these
from a modified betterment to an ICC betterment accounting method, numbers.
other adjustments were made to reflect revenues and expenses on a basis Source . Railroads' Annual Reports to the ICC.
comparable with ot her railroads with respect to light line subsidies,

TABLE 4.-Operating ratio and components I for Class I railroads, 1973

Selected Class I railroads-1973 dollars ATSF Chessie 2 BN MILW ICO N&W PCTC SOU 2 S p SOL UP 2

Operating expense/railway operating revenues --------- 0.791 0.748 0.826 0.503 0.752 0.725 0.827 0.714 0.770 0,763 0.741
Maintenance of way/railway operating revenues ---------. 156 .120 .163 , .166 .138 .117 .130 .162 .122 .142 .11
Maintenance ofequipment/railway Qperating revenues. .186 .159 .167 .140 .155 .179 .167 .176 .186 .183 .179
Transportation expense/railway operating revenues- 1 . 381 .32 .415 .415 .381 .359 .470 .310 .392 .331 33
General, administrative, and other expense/railway

operating revenue ------------------------------------- 068 .085 .081 .082 .078 .070 .060 1066 .071 .049 .019

1 Revenues and expenses for ConRail and other railroads were com- comparable with Other railroads with respect to light lina subsidies,
puted using accounting rules comparable to those being used by indus- Amtrak remuneration, and recoveries of passenger deficits not cur-
try In 1973. In addition to adjustments made to transform ConRail rently being reimbursed.
from a modified betterment to an ICC betterment accounting method, 2 Consolidated companies.
other adjustments were made to reflect revenues and expenses on a basis Source: Railroads' Annual Reports to the ICC.

The amount of rate relief forecast for ConRail under The effect of inflation on ConRail's balance sheet is
these assumptions was still insufficient to shield Con- even more pronounced. The inflationary increases in
Rail's net'income from the impact of inflation. By 1985, capital expenditures for both road and equipment, sig-
ConRail's net income under the inflation projection is nificantly raise ConRail's funding requirements. The
$166.8 million lower than its net income under the con- total amount of external financing outstanding by 1985
stant dollar projection. is $3.5 billion, a net increase of $2.4 billion over the un-

The reason is that the ICC's rate policies have not inflated projections. The $2.4 billion is net of the $.3
allowed full recoupment of investment costs. Conse-to meetthe higher
quently, as the cost of capital expenditures rises due to principal payments which fall due.under the inflation
inflation, ConRail must borrow more money to cover the p ri pa n which fall due ne t nfla
increase. This borrowing need naturally increases the scenario than which fall due under the constant-dollar
amount of interest expense d~ducted from net operating scenario.
incomei hence the difference between the uninflated and The annual effect inflation would have on ConRails

inflated income statements. The annual effects of infla- Balance Sheet is depicted in Table 6. The most. notice-

tion on ConRail's income statement are, shown in able cumulative changes due to inflation are that,

Table 5. net property additions increase $2.6 billion, interest and

TABLE 5.-The effects of inflation on ConRail net income, 1976-85 (years ended Dec. 31)

- [Dollar amounts in thousauds]

1976 1977 1978 1979 1980 1981 1932 1083 1984 1935

Net Income (loss) uninflated (1973
dollars)_ . .----- ------ ----------- $(91,425) S(27,403) $31,780 $135,224 $169,787 $218,092 $253,010 $288,869 $343, 066 $31,739

Increase In operating expenses due to
Inflation --- .....---------------------- (979,270) (1,321,133) (1,575,434) (1,848,643) (2,117,364) (2,375,835) (2, 655,488) (2,P3,176) (3,272,535) (3,628,137)

Offsetting Increase in rate ------------ 979,270 1,321,133 1,575,434 1,848,643 2,117,364 2,375,835 2,655,483 2,03,176 3,272, 535 3. 628,137

Ineresso in Interest expense on Inflated
investments ------------------------- (2,591) (10,099) (21,354) (36,186) (54,260) (75, 685) (97,233) (119,674) (141,095) (169,812)

Net Income, (Io) inflated basis ..... $(94,016) 8(37,502) $10,416 $99,038 $106,527 $142,407 $155,777 $169,195 $294,571 $214,924



debt repayment grow $1.1 billion, and a drop in tem-
porary cash investment decreases working capital by
$0.5 billion.

Moreover, while the uninflated projections call for
ConRail to stop borrowing :ederally funded debt in
1981, the inflated projections show that ConRail is still
borrowing at the end of the 10-year period. To ascertain
when the need for additional funds would cease, projec-
tions were made for the years from 1985 to 1995, assum-
ing no further inflation after 1985.

-Under this assumption, ConiRail's need for additional
federal funding would not cease until after 1990. It is
possible, however, that private sector financing could
take the place of federal funding in the later years if

-the planned results are attained in the early years.
The Association is still reviewing and refining as-

.sumptions used to develop the inflated projections Of
primary concern to the Association is the assumption
regarding freight rate increases. As related above, the
rate increases were calculated to compensate ConRail
for the total dollars necessary to offset the inflationary
increase in ordinary expenses.

However, in light of the ICC's recent suspension of
the Class I rail carriers' proposal for a 7 percent in-
crease, ex parte 310, the -utomatic, non-regulatory lag
rate increase action projected for ConRail could be con-
§idered unrealistic. To the extent the ICC does grant
rate increases in 1975 equivalent to the real doliar cost
of inflation, ConRail should not have to apply for
"catch up" rate relief in future years.

-Although the general symptoms of inflation affect
all business, not all companies can attain large infusions
of general rate relief to compensate. for their increased
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costs. The ability of a company to pass inflationary costs
on to its customers primarily depends on its competitive
market position. The concept that railroads will be able
to pass through all inflationary costs presumes that
other conipetitive transportation modes will have simi-
lar increases.

Yet shippers are not simply concerned with trans-
portation cost but total distiibution costs, and have
been historically innovative and creative in reducing
the transportation cost ingredient in their total unit
product cost, through redefined material distribution,
iationalized warehousing drnd adjusted manufacturing
processes. Historically, general rail rate increases have
been succeeded by some diversion by shippers of high
rated commodities, wvhich has a more dramatic effect
on the net income than it does on traffic volume or
revenue. -

Funding Requirements and Sources

Despite theproblems involved in forecasting the effect
of inflation, the level of funding required by ConRail
in the inflated projections is so much greater than
in the uninflated projections that any discussion as to
how the financing need can be met should be based on an
evalution of the inflated requirements. The inflated pro
forma projections project that total liabilities, exclusive
of payment by ConRail for assets onveyed by the
estates, reach a peak in 1985 at $5.3 billion. Of this
amount approximately $3 billion will consist of federal
notes and $500 million will consist of equipment obliga-
tions. The Association expects ConRail's needs to be
met through a combination of private and government
funds, although the precise mix cannot yet be deter-

TABLE; 6.-Analysis of increase (decrease) in ConRail financing requiremntIs due to inflation (years ended Dec. 31)

(Dollar amounts In thounds]

1076 1077 1= 1070 10 1931 12 1983 1I 195 Cumulative

Change in financing requirements caused by an increase
(decrease) in the following:

Net Income before flxed charges --- --------- ------
Depration 3(5W6) 3(2,925) 3(6,279) 3(0,833) 3(13,433) S(16,904) $(206) 3(24,311) 3(25,S7 3(33,82) SCLA0247)

Cash from operatlonslefore fixedcharges -... (566) (2, 92) (6'.79) (D.833) (13,433) (10, )0 (20,29) (24,34) (.8) ( M35) (16O,247)
Equipnent Interest ---------- --------------- --------- 674 2,1G9 3,818 5.513 6,8ET 5,632 11.521 14,4S5 53,29
Federal notesintere.. 2,591 10,099 20690 34,017 A 0442 70,172 G0, ZW 110,992 132,574 15.,327 674,270

Cash from operations after fixed charges____.. 2,025 7,174 15,085 2033 40,27 , 781 76,9A 95,333 114,223 130,687 567,752

Road property additions, net of salvage ----------- 81, 5 110,512 152,137 171,407 200,460 24A335 237.040 M ,19 313,22 322,369 2,14,815"
Equipment additions, net of retirements-.-.... 10,521 44.139 35, 00 46,211 31,8 37.007 24.33 53,8 61,847 62.130 407,259
Repayment of debt 2,3.6 6,755 13,055 21,797 32,16 45,004 55,923 70,494 84,552 332,112
Current assets and liabilities, net ..... - ---- (2,080) (543) (5,011) (2,355) 103 (5,672) (61,103) (1 0,674) (172,25) (223.C0) (572,360)
Other changes, n e .. (21,161) (31,09) (32,53t) (15,50) (5,434) (11.3&1) (14,257) (15.444) (15472) (13,353) (191,516)

Additional financing required asaresult of inflation $70,090 $131,59 3171,479 2 M$,153 il 351 0 30 33M4,315 $2,274 $35U 5 $2,tn ,M

Sources for additional financing:
Equipment notes-- .............................................. 17.&00 23,106 25.4SO 2,263 19,512 42,63 49,478 49,7C6 25,904
Federal note. ................ . 70,990 131. G59 153,979 216.0,52 2.,125 32M,=83 28,&24 351,467 ,798 3,979 2,433,159

Total additional financing required .------------ $70,990 S131,659 $171,479 239,1 SM .35, 3iI ,836 $M, M ,035 5L3315 $32,274 $W,85 $2,89, 063
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mined. This section examines the nature of ConRail's
funding requirements and discusses some of the poten-
tial sources for meetingthem. Because the Association
assumes that necessary funds will initially be difficult
to obtain from the private sector, it is further assumed
that federal financing will be the principal source of
such funds. Therefore, the term used for external funds
throughout the report, regardless of source is "federal
notes."

Ourrent Liabilities.-The inflated balance sheet shows
that the current ratio (current assets divided by current
liabilities) is 1.03: 1 in 1976 and only 0.94: 1 in 1985.
This analysis indicates that ConRail will need a slightly
higher level of working capital and more cash and cash
equivalents than was assumed in the $100 million cash
balance in the pro forma projections to have a working

capital position consistent with the average of Class I
railroads in the U.S. for 1973. To do so, current assets
would have to be 104 percent of current liabilities, in-
eluding debt due within 1 year.2 This would necessitate
adding to the cash and temporary investment account
$6.3 million in 1976, $55.5 million in 1980 and $149.9 mil-
lion in 1985, The additional needI could be met with an
increase in long-term debt or capital.

Equipment Finanoing.-ConRail's new equipment re-
quirements will be substantial. Preliminary estimates,
which will be refined as the planning proceeds, call for
expenditures for new locomotives and rolling stock to
average $102.3 million per year through 1980. In addi-

2
Association of American Railroads, Statistics of Railroads of Clas

I in the U.S., August 1974.

THE ECONOMIC OUTLOOK TO 1985

The total economic outlook for the year 1975, as
measured by real GNP, is expected to be slightly better
than 1974, although significant improvements" are not
projected until the end of the second quarter of 1975.
Real GNP is then expected to rise. modestly as a result
of higher new car sales, housing starts, higher levels
of inventory Jmvestments and increased stability in
world oil prices. An anticipated decline in food prices
is expected to reduce inflation to less than 7 percent by
the end of 1975.

The Federal Reserve near-term monetary policy is
expected to be one of restricted money supply even
when the economy shows slight positive results. Short-
term interest rates should remain relatively high. Plant
and equipment investments are expected to grow da-
matically in response to consumer demand characteris-
tic of the positive growth economy, but profits are ex-
pected to remain at current depressed'levels, forcing

firms to continue borrowing heavily in the debt market.
The high long-term bond interest rate experienced in
1974 is thus expected to be maintained for the next few
years.

The period 1976 to 1978 is expected to benefit greatly
from the 'economic turnaround of 1975 with a sustained
moderate growth rate of 5 percent. It is also felt, that
the significant real growth of 1975 through 1978 will
result in over-capacity for industry in the United States
vith consequential slowdown of the economy in 1979.

The slowdown is anticipated to last only a year, how-
ever, with the economy returning to an equilibrium
growth rate of 4 to 5 percent. Assuming that the 1979
slowdown remains at a moderate level, the rate of in-
flation for GNP will average 5 percent and real growth
will remain at a 4 percent annual rate. These rates are
expected to continue to 1985.

LONG-TERM FORECASTS

- IXacro economic indicators / Railroad economic Indicators

1eal growh Infation as Price Index of railroad Long-term Equipment
aNF X2 measured by materials (General supplies Labor wages I government trust

dollars consumer machinery, and equipment) bond rate certificate
price index rate

Annual.per- Annual ve- Annual per Annual per-
%een chantge cn= change en thange Cumulatire cent 'hange

1973 ----------------------- ------ 5..------------------1000 5.9 6.2 -- 10D.0 -------------- -- 0.3 7.0

1074 -------------------------------------- --- 1. 8 11.4 13.8 113.8 5.2 7.4 9.1

1075 ------------------------------------- ----- --- 0.6 10.4 17.8 134.0 11.3 7.3 0.6

1970 -------------------------------------------- 5.3 7.0 5.0 140.7 0.4 7.3 10.1

197 -----------------.------------------------- 5.7 7.1 5.7 148.7 8.3 7.0 10.4
1978 --------------------------------------------- 3.0 6.1 5.2 15.4 10.3 7.7 0.0
1970 ----------------------------- -- ------- - - 3.5 5.3 4.3 163.1 0.4 7.5 old

1980 . . . . . ..-------------------------------------- 4.4 4.9 4.4 170.2 7.2 7.3 0.0

1981 -------------------------------------------- 4.7 4.8 4.3 177.5 6.6 7.3 8.0
1982 ...........................................-- 4.4 4.9 4.6 185.6 0.5 7.4 8.4

1083 ---. . . ..-------------------------------------- 3.5 5.0 4.0 193.1 0.2 7.5 8.2

84 ...... 3............................... ....... .5 4.9 3.9 200.7 0.0 7.7 7.0

1985 -...........-.-.......................... 4.0 4.8 3.5 207.8 0.0 7,0 7.0

I Adjusted for effects of agreement in Tanury 1975. Source: Chase Econometrics, Nov. 21,1974.
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tion, during ConRail's initial year of operation, freight
car rehabilitation will require $62.1 million and heavy
overhaul of locomotives $59.7 million. As an average, car
rehabilitation will require $58.4 million per year and
locomotive overhaul $62.6 million per year through
1980.

Five alternatives exist for obtaining new equipment:
leasing, equipment trust- certificates, conditional sales
agreements, short term rentals and cash purchases. Con-
Rail will mix those traditional techniques to its ad-
vantage in accordance with its credit standing in the
private capital markets. The possibility of equipment
financing through shipper participation is also being
considered. ConRail could accomplish this indirectly
by encouraging a higher volume of shipper-owned ears
or directly by participating in joint financing equipment
with shippers.

- Although railroad equipment has traditionally served
as its own collateral, USRA has conservatively assumed
in the pro forma projections, that ConRail would pur-
chase equipment with cash obtained from federally sup-
ported debt in its first two years of operation. In years
three and four it was assumed that 50 percent of the
cost of new- equipment would be financed through se-
cured equipment instruments. From the fifth year on-
ward it was assumed that traditional financing could
be arranged; hence the projections are based on a 20
percent downpayment from operating funds and an 80
percent equipment financing from the privateC6apital
markets. ConRail may, of c6urse, be able to accelerate
this program and begin self-supporting equipment
financing at an earlier date.

Remaining Fundidg Reguiremnnts.-The bulk of
ConRail's remaining financing requirements is asso-
ciated with the rehabilitation of equipment and track
and the support of operating losses in early years. Be-
cause funds for these purposes are not easily obtained
from private sources, the Association assumed that
federally supported debt would be available to meet
these requirements.

The actual amount of federal debt needed by ConRail
in any given year was assumed to be the amount of
money required to meet all cash needs after utilization
of cash generated from operations, subsidies, equipment
financing, and non-interest bearing liabilities.

From the projected results of ConRail on an inflated
basis, using modified betterment accounting, the federal
debt levels for selected years are listed below.

($00) 1
Federal Debt:' 1970

Current ----------- $15, 124
Long term-------- -538, 584

1980

$61,096
1,737,129

19s5
$114,441

2,871,804

Total ------------ $553, 708 $1, 798, 225 $2, 986, 245

1 Expressed in pro forma projections as "Federal Notes" (long-term
debt) and "Current Portion of Federal Notes."

The federal debt reaches almost $3 billion by 1985.
Since the provisions of the Act in Section 211 allow for
$1 billion, the difference of approximately $2 billion
must come from either increased federal financing of
private source borrowings.

The amount of debt that could be supported by Con-
Rail would depend primarily upon its ability to service
that debt through normal operations. As shown in Table
11, ConRail eventually would be able to service the debt,
but the coverage of fixed charges remains low, even as
late as 1985, compared to the acceptable level of 2.0,
due to a slow growth in the rate of earnings coupled
with- an assumed steady interest rate on a climbing
total debt burden. After 1985 the level of debt begins
to decline as the peak requirements of the rehabilitation
program are satisfied.

Although the Association assumed that federally sup-
ported debt would supply a majority of ConRail's
funding requirements, alternative sources or other types
of support certainly exist. The federal government's fi-
nancial involvement, -for instance, may take a. different
form from that assumed. Or, it may prove possible to
obtain a portion of the financing from the private mar-
kets. The feasibility of using some of these alternative
types of private financing is discussed below.

Bonded Debt.-ConRail's ability to obtain mortgage
or other long-term bonds from the private capital mar-
kets will be largely dependent on its actual proven re-
sults during its first 5 years of operations and more
current projections for future operations thereafter.
Industry and market conditions will also determine the
practicality of such instruments as either private place-
ments or public issues.

Trends in first mortgage bond issues for railroads
have not been encouraging. Railioads in general have
had to pay relatively high interest rates. Sinking funds,
which reduce the average life of the bonds, have become

TA3ILE 7.-ConRail fixed charge coverage

197G 191V

Interest Expenses ---------- $39, 729 $135, 639
Equipment Rentals 2 107, 487 90, 666

198N
$244, 551
109,812

Fixed Charge Total--- $147, 216 $226, 305 $354, 363

Income (Loss) Berore Taxes
and Fixed Charges 3 -53,200 -S332, 832 $569,287

Fixed Charge Coverage ------ 0. 36 . 1.47 1. 61
1 Interest Expenses were calculated by adding the additional interest

due to Inflation to the uninflated interest charges shown in the Statement
of Income for 1976-1085.

:Tbese numbers were adjusted upward to allow for inflationary In-
creases. A traditional Industry ratio of one-third of the total expenses
was used to calculate the Interest portion of equipment rentals. Equip-
ment Rentals are shown In the Income Statements on an uninflated basis
as part of Interest and Other Income Expenses (locomotive leases) and
Net Car Bire (leased and rented cars).
- This line was calculated by adding the Interest amount described In

footnote 2 to the unInflated Income Before Taxes and Fixed Charges.
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increasingly necessary to attract investors. Obviously,
rate and saleability will be affected-by money market
conditions and alternate investment opportunities.

From 1947 to 1973, the total long-term debt of the rail-
road industry increased slowly from $9 to $11.5 billion.
However, bonded debt dropped from approximately $7
billion to approximately $4 billion while equipment
debt increased from $1 billion to $4.5 billion. Other long-
term debt, which has grown from $1 billion to $3 bil-
lion, is composed of receivers' and trustees' securities,
.long-term debt in default and non-negotiable debt to
affiliated companies.3

Absent an improveinent in the prospects of the rail-
road industry as a whole, it is unlikely that ConRail,
will be able to avail itself of bonded debt as a material
source of capital.

Commereia Bank Debt.--It is assumed that ConRail
will establish a full range of relationships with com-
mercial 'banks which can best satisfy its needs. These
needs will include, but'not be limited to, depository
accounts, short-term borrowing. requirements and vari-
ous administrative services. No long-term debt from
banks has been assumed in the pro forma projections,
although short-term lines of credit and medium-term
financing may be pursued by ConRail to finance its day-
to-day operations., The Final System Plan will include
more specific assumptions concerning bank debt. At this

3 Modern Railroads, Vol. 30, No.,2.

point, it is not planned as a key source of funds for the
rehabilitation or capital program.

Employee Stock Owonership Plan (ESOP) .- Section
206 (e) of the Act requires that the Final System Plan
set forth the manner in which employee stock owner-
ship plans may to the extent pacticable, be utilized for
meeting the capitalization requirements of the Corpora-
tion. USRA is giving thorough consideration to this
issue and is aware of the possible advantages to be
gained through employee stock plans for ConRail. How-
ever, whether ESOP or some alternative incentive sys-
tem can be made applicable to ConRail is not yet known.

Any plan will need to be conceived and administered
with great care in order to be a positive rather than a
negative motivator of employees. The Association is
attempting to determine the extent to which employee
stock ownership plans provide an opportunity for lower
cost financing and for more employee paiticipation, in-
volvement and commitment to an organization. The im-
plementation of an ESOP must be fair and effective for
all classes of stockholders and the employees themselves.
Distribution of stock to employees should result in an
investment which has value to them, and/or an incen-
tive from which all parties will benefit as employees
work to improve the economic performance of ConRail.
USRA is studying the practicality of employee stock
ownership from both of these points of view and in the
light of the pro forma projections.

TABLE 8.-ConRail incoMe (loss) proforma projections, 1976-85, as "of Dec. 31

[Thousands of 1973 dolars)

1976, 1977 1978 1979 1980 1981 1982 193 1984 1935

Railway operating revenues:
Freight ----------------------------------- $1,892,340 $2,059,300 $2,016,110 $2, 055,600 $2,089,250 $2,123,920 $2,161,150 $2,196,280 $2,234,240 $2,274,900
Passenger and other ---------------------- 487,856 503,256 503,184 501, 680 501,993 499, 564 490,948 495,128 497,428 499", 079

Total railway operating revenues -------- 2,380,198 2,562,556 2,519,294 2,557,480 2,591,243 2,623,484 2,652,098 2,691,403 2,731, 0 2,773,979

Operating expenses:
Maintenance of way ---------------------- 267,479 312,806 269,901 271,413 271,673 273,441 274,361 279,967 , 283,620 284,770
Maintenance of equipment ---------------- 409,085 414,959 409,120 416,595 423,283 423,905 425,461 434,200 439,740 48, 459
Transportation --------------------------- 1,105,542 1,144,400 1,119,273 1,105,679 1,093,672 1, 5, 917 1,077,418 1,073, 929 1,071,790 1,072,338
Ocneral, administrative-and other --------- 186,998 184,892 182,767 180,85 179,318 177,775 177,655 177,530 177,647 177,831

Total operating expepses -------------- 1, 969,104 2,057,057 1,981,061 1,974,545 1,967,946 1,961,038 1,954,895 1,9065,620 1,969,803 1,073,398

Net operating revenue ------------------------ 411,092 505,499, 538,233 582,935 623,297 662,446 697,203 725,782 701,805 800,581

Other Income (expenses): k

Net car hire ------------------------- ----- (228,445) (243,245) (208,945) - (142,645) (155,045) (143,645) (148,545) (158, 045) (153,845) (177,145)
Payroll taxes ----------------------------- (145,520) (147,232) (142,096) (140,384) (138,672) (138,672) (138,672) (135,248) (133,536) (133,036)
Other taxes ------------------------------- (54,744) (54,744) (54,744) (54,744) (54,744) (54,744) (54,744) (54,744) (.54,744) (84,744)
Interest and other income and expenses-. (36,670) (34,670) (32,670) (32,670) (32,670) (25,625) (22,464) (10, 601) 6, 640 21,319

Total other expenses, net --------------- (465,379) (479,891) (438,455) (370,443) (381,131) (361,686) (361, 425) (358, 698) (335,179) (341,100)

Income before taxes and fixed charges (deficit). (54,287) 25,605 99,778 212,492 242,166 299,760 332,778 367,034 426,66 459,475
Interest expense --------------------------- 37,138 53,011 67,998 77,268 81,379 81,668 79,763 78,215 78,020 77,739

Income before Federal Income taxes (deficit)... (91,425) (27,403) 31,780 135, 224 180,787 218,02 253, 010 288,869 348,660 381,730
Federal Income taxes (note 1) -........----- - - -.----------- - ...............----------. .... . ..... .......... ... . ............

Net income (loss) ----------------------------- $(91,425) $(27,403) $31,780 $135,224 $160,787 $218,092 $253, Q10 $288,869 $348,666 $381,730

202
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TABLE 9.-ConRail balance sheet, 1976-85 (years ended Dee. 81)
.IThousands of 1973 dollas)I

I in6 97~ 99 1090 16 M 19821 IGI ' I Z85

ASSETS
Current assets: -

Ca s............... .

Temporary cash Investment s .--.....
Accounts receivable less allowance..
Material and supp liesl -------------.....
Other current a.sts s et...............

Total current assets ..................

Propertyand equipment, at cost:
Land (Notes 2 and 5)
Road and facilities (notes 1, 2 and 5) ........
Transportation equipment (notes 1, 2 and 5).

Total, properties ----------------... -
Less accumulated deprecia aoon -----.......

Net properties.....................
Other assets ------------------------------

Total assets. ............................

LIABILITIES AND STOCKHOLDERS'
EQUITY

CurrenUlabilites:
Accounts and wages payable--....--.......
Accrued liabilities .........................
Other current liabilities. - -
Current portion of equipment notes ......
Current portion of federal notes._.-

Toal current liabilities ..........-.
Long-term debt, less current portion:

Equipment notes (notes 2-and 3) ...........
Federal notes (notes2 and 3)...........
Other debt (note 5)

Other noncurrent liabilities:
Self-insurance reserves ...................

-Other ........... ----.......................

Total liabilities --- --- . .---------

Stockholders equity:
Capital stock (notes 2 and 5)..........
Additional paid-in capital (notes 2 and 5)_.
Retained earnings (deficit)- --------

Stockholders' equity ..........................

$100,000

309,40-5
117,139
5SOB4

$100,000

333,132
118,812

58371

$100,000

327,08
109,8M3
573M0

31000

2,472
11o,228 110842

5,495

$100,000
1.236

341,01.3
10M4W
33,07

$100,00
8.375

3H.'W3

10716

$100,000
155,197
349,833
107, W42
60,208

581,512 M31 o9, 01 oo,09 60,199 3,07o 609,710 f 73,230 043,183 l,674,

308,726
3D9,625

503,770 - 717,971 018,960 I1.11,4. I 1.47,3 6 1. 53,4Z0 I 1,75%,244 1,954,612
409.2M1 473,701 55o.43r I 0o.t I W1.1 I 6MO.C,1 742,4901 810,316

618,351 912,OSI 51,191,672. 1,49,1L. 1,724,43 1,090.884 ,232,433 2,48"34 2,764,0 3,00140
43 47 _,1n 147,4 .3 2 0,4 7 2 74 , ! ,3 419,777 ' . 3 4 8515 - _ 52 J72, 2 1

43,________ ________2_4._W____ .1, I

574, 4
54,745

820,810 1,0K2Z0 I1, 2A 2 1,449,741 I.61,501
Mon ,7,94 0100 CA 1

1,812,30 2,060o,219

'$1,211, 121 $1, 40,00 $1,M06873 $1,020202 $2,M =34 $2,31,618 $2,33 $'_333 318 3,1235M V3,5394C

$131,172 $135,102 $132,219 $132,235 $132,41 $i32,300 S132,30 $133,346 $133,G92 $134,94
S271,713 270,853 273,S82 274,020 *2740 274, 03 274,23T 27218 2 ,54 279,535
99,068 107,627 103,810 107,414 108,832 110183 11,38 113,019 114,73a 116,507
37,180 35,601 30, 607 32,.'73 27,400 3,40 24.919 20,5O6 27,434 23,6
12,757 22,146 28.019 31,600 333A 333) 33A9 33,5=3 33,33= 33,336

177,843
469,0960

50,329

142,22
2,479

576,567

140.635
S78, 53

57-8,099

149,344
0.44C

57.0,5M

134,010
072,183

STZ,231

181.116
0 23,8

$70,270

182,09
OW0311

I---Z---- I ----- - I ------ ---- - --.I ..-..-....- -. -- - -J----- --.- -I- -

39,473
62,480

55,9471 55,9M I , 8
100,001 132,203 134,208

577s58
130.OO 137,733

58A,445

210,251
872176

60,248
141,299

&W3,0MG

239,067
833,840

- 61,241
143,413

1 2-S 17 21 1,872,020.1,00077 184,4M 1,890 1 ,419 1

(91,.425)1 (118,828) (87,048) 4%8176 427,055 C0,064 M,3 1,31,59

(9 1.4i25) 1 8,88) (87.048)1. 48,17 6 MOW___ [A 0G*A_ M, 2 ,317,59900 ,
Total liabilities and stockholders' equity_:1 $1. M 8

NOTES TO THE PRO FORMA PROJECTIONS

Note 1-Summary of Significant Accounting Policies

Accounting fethods.-The financial statements are
presented on a modified betterment basis for road prop-
erties. Under the modified betterment method, costs of
rehabilitating track structures are capitalized and are
not depreciated. Costs of additions and irprovements
in track structures are likewise capitalized and are not
depreciated pursuant to accounting regulations of the
Interstate Commerce Commission (ICC). Amounts
capitalized for road properties other than track struc-
tures ar&depreciated pursuant -to ICC regulations over
their estimated useful lives. Amounts spent maintaining,

$1,020,202 $2 115,440
A=,S AM3$2,-833,332 MW3,15

track and replacing track with comparable weight track
are expensed when incurred according to traditional
ICC accounting regulations.

The modified betterment method capitalizes the-cost
of rehabilitation of track structures because such ei-
penditures must be made to bring the assets acquired
up to acceptable operating standards.

Under a pure betterment accounting method, costs
of rehabilitating track structures would be charged to
current year's maintenance-of-way expenses as incur-
red. If the pro form. projections were prepared on a
pure betterment accounting method, net income would
be lower and tle additions to the road asset accounts
would be reduced by the following amounts; which
would have been charged directly to operating expense.

$100,000
3=0,594
335,187

100537
60,033

$1000 ,

30,617
105,7:5

GUAM3

2,137,0
82.ISO

2,18_.141
" 62, 829

2,337.616

W8,-.34

2MG6M
8W51

145,634

I,609,333

M3509,4%
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dhtange to road assets accounts due to bettermnent accounting

1973 dollars
(thousands)

1976 ------------------------------------------- $89,988
1977 -------------------------- ------- 72,728
1978 ------------------------------------------ 96, 441

1979 ---------------------------------------- 14, 145
1980 ------ ; ------------------------------------- 137,828
1981 ---------------------------------------- 133,804
1982 ---------------------------------------- 126,099
1983 ---------------------------------------- 112,529
1984 ---------------------------------------- 101,833
1985 ----------------------------------------- 82,472

Total for planning horizon --------------- $1, 057, 867

The programmed expenditures for rehabilitation of
the right-of-way and structures, expressed in unin-
flated 1973 dollars, totals $2,278 million and is accom-
plished over a 14-year period. Of this amount, $1,868
million is exp6nded in the 1976-1985 period and in-
cluded in the pro forma projections included herein.

The total right-of-way and structures capital pro-
gram in the 1976-1985 period, included in the pro forma
projections, is $2,016 million. This program is com-
posed of the $1,868 million of rehabilitation -and $636
million of capital expenditures for additions and better-
ments to the right-of-way and structures, less salvage
proceeds of $488 million.

When inflated to current dollars over the 10-year pro-
jection period, in accordance with the inflation factors

- developed by Chase Econometrics, the 10-year reha-
bilitation program increases to $3,901 milliofi, the
capital expenditures for additions and betterments to
$1,313 million, and the salvage proceeds to $1,052
million, for a net capital expenditure of $4,162 million.

Depreoiation.-The provision for depreciation has
been calculated on a group composite basis over the
following useful lives of depreciable 'assets.

Equipment Assets - 15 years-straight line method
Road Assets e 35 years-straight line method

Under the group composite method of depreciation,
both new and old assets must be depreciated over the
same average expected life. Furthermore, no gain or
loss may be recognized when assets are retired. Tho
original cost of 'assets retired, net of any salvage is
charged to the accumulated depreciation account under
this method of accounting, which is consistent with ICC
regulations for depreciable properties.

Salvage.-For depreciable assets under the group
composite method, no profit is realized on salvage. In-
stead, salvage is credited to accumulated depreciation,
lowering the net book value of such -assets.

Salvage for non-depreciable road assets is normally
reflected as a reduction of operating expense under th
betterment accounting method, but all road asset sal-
vage during the first 10 years is assumed to relate to
the rehabilitation pr9gram. Accordingly, road ilsset
salvage reduces the amount of rehabilitation capital-
ized by the amounts indicated below for road.

Component salvage values projected for each year
areshown below.

1973 dollars (thousands)

Year
Equipment Road assets Total

1976 ---- ---------------------- - $3, 09 $19,410 $23,225
1977 --------------------------------- 5,011 28, 820 33,831
1978 .---------------------------------- 5,507 31,603 37,115
1979 ----------------------------------- 6,202 37,833 41,035
1980 --------------------------------- 7,117 62,033 69,200
1931 ----------------------------------- 3,674 03, 003 0, 082
1982 -------- ------------------ ----- -I 3,674 62,211 05, &q5
1983 ------------------------------- 3,674 61,441 65,115
1984 --------------------------------- 3,674 60,671 01, 315
1985 ----------------------------------- 3,556 60,671 04,227

Total. ---------------------------- $45,898 $487,702 $533,

TABLE IO,--ConRail pro forma projections of sources and uses of funds and fequired financing, 1976-85

(Thousands of 1973 dollars]

1976 1977 1978 1979 1980 1981 1982 1933 1984 1933

Sources of funds:
Net Income (Loss) ------------------ ------------------------ $(91,425) $(27,403) Q31,780 $135,224 $160,787 $218,002 $253,010 $288, 09 $31,6 $381,730
Depreciation-Road and Facilities ---------------------------- 493' 1,534 2,638 3,730 4,812 5,920 7,028 8,158 9,323 10,473
Depreciation, transportation equipment ----------------------- 42,994 47,147 52,616 57,325 61,403 64,694 07, 459 70,570 74, 918 79,270

Cash flow from operations ----------------------------- (47,938) 21,278 87,034 196,279 227,002 28, 706 327,497 367,597 432, 937 471,470
Other sources and (uses) of funds:

Additions to roadway facilities --- ----------------------- (308,726) (195,050) (214,195) (200,725) (209,733) (219,237) .(205, 03) (202,775) (198,38) (183,3o)
Additions to transportation equipment -------------------- (313,434) (104,594) (70,000) (82,964) (52,658) (56,80) (33,500) (07,900) (71, 0) (05, 4M)
Repayment of debt ------------------.----------------------- (41,187) (49,937) (57,747) (64,656) (64,372) (60,795) (61,675) (58,254) (59, -l) (60,819)
Current assets and liabilities ...----------------------------- 21,341 (9,074) 4,964 (4,210) (3,430) (2,712) (58,574) (98, 932) (100, 260) (220, 01)
Otherchanges, net ---------------------........ ...------ - 51,017 55,712 37,844 8,282 8,989 5,400 5,255 5,804 6,852 5,870

New financing required ----------------------------------------- $638,927 $281,665 $212,100 8147,994 $94,202 $45,446 $26,800 $53,760 $57,200 $32,320

Sources of financing:
Equipment financing -----------------------------------------. 256,210 ---------- 35,000 41,482 42,126 45,446 26,800 53,760 57,200 52,320
Other financing ----------------------------------------------- 382, 717 281,665 177,100 106,512 52,076 ---------- ------- -- ---------- . .........

Total financing ----.......... ---------------------- ,38,927 $281,65 $212,100 $147,994 $94,202 $45,446 $26,800 $53,760 $57,200 P52,3
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* TABLE 11.-ConRail pro forma balance shect (years ended Dec- 1),

[Thousand ofinfixted dollas]

1976 1977 198 1979 "1S 18 1982 13 194 19 3

ASSETS
Current assets:

Cash. .. $10,000 $103,000 310%,00 S100,00 $100,000 30,00 $I0,000 SIM000 $1COCCO S1 °M
Temporary cash Investments ........................ .......................................... .. , .......---..... . .........
Accounts recelvableless allowance -438,849 50-,451 55,78 577,015 61-,-320 -5K5,101 =94,07 730,81 77,s "# 890,735
katerial and supplies --------------------------------- 171,832 12,54 193,640 -218,20 2M,M2 249,00 24,157 . 283,033 299,429 317,121
Other current assets -----------------------.. ----------- -- 77,S81 89,006 94,431 101.821 1J,01 115,447 12,316 130,005 131,762 14 , 679

Total current a ts -------------------------------- 78562 83,091 928,837 W97,703 1,063,15 1,11958 1,10,50 1,250,M49 1,317,187 1,39,M

Property and equipment, at cost:
Land (notes 2 ad 5) ................................... ........... .....................
Road and facilities (notes1, 2 and 5) ----------- 390,411 695,973 1,062,35 1,434,487 1,, SO,0 2,315,252 2,73,05 3,2C4,M 3,78,-059 4.283,79
Transportation equipment (notes 1,2 and 5) ---------- 320,146 403, S 53,361 66, 334 73,733 85A,474 903,A83 1,025,72 1,155,445 1,279,419

Totalpropertles ----------------------------- 71,557 1,159,841 1,28,710 2,120M 1 2,614,413 3,10,726 3,6,783 4,2 21 4,053,804 5,53,215
Less accumulated depreciation__--------------------- 45,443 97,775 159,9M9 231,539 312,0! 397,079 46,077 M 9W,001. 710,323 M 38,153

Netproperes. ------------------------------------ 6 65,114 1,06,068 1,405,777 1,889,233 - ,30,= -772,047 3,174,106 3,M6,260 4,223111 4,727,0 2
Other assets ----------------........--------------------- 77,642 89,003 94,780 102193 10,395 115,973 122, 73 130,319 13,9 148,976

Total assets -------------------------------------- $1,531,318 203 07 2 ,4 3 3,M, 183 13,47%592 $4 ,07,078 $4K477,453 $5,077,3 $5,078,297 $,263,573

LIABILITIES AND STOCKHOLDERS' EQUITY

Current liabilities:
Accounts and wages payable- ------ -------- --- $185,647 W = 163 $21,5M5 3238,069 -00 3,102 S7, 433 $2 27 240,02n $324,813 $345,607
Accrued liabilities ---------------------------------- 34, 554 431,195 459,015 49,0 88 3,425 M 183 "94,313 6,54 672 M 715,89
Other current liabilities ----------------------------- 141,782 163,23 173,094 18%,614 199,703 211,777 224,240 223,101 25%,999 263,391
Current portion of equipment notes --- ------------- ,180 35,601 37.774 35,4S0 31,63 34,631 32,511 3,954 41,230 40,668
Currentportion of federal notes --------------------- 15,124 28,901 39,937 W0683 61,038 72,019 81,63 93,332 104,142 114,441

Total currentliabilities ---------------------------- 764,287 887,483 931,413 1,0M,851 1,07024 1,149,073 1,219,6M2 1,07,993 1,395,012 1,435,(0
Long-term debt, less current portion:

Equlpment notes (notes 2 and 3) -------------- 177,843 142,242 150,963 18,076 221,82 2 60,03 274,706 334,360 39,808 451,16
Federalnotes (notk.s2and3) ------------ ---------- 538,584 923,007 1,214,151 1.46,%24 1,737,129 1,023,603 2,20M6, 2 2,4&,610 2,677,2653 2,871,804
Other debts (note 5)- --------------------

Other noncurrent liabilities:
Se-nsurance reserves_. .....------------------------- 5,007 85,150 91,607 93,999 100,219 12,740 119,5 127,167 134 82 143, 73
Other ---------------- -------------------------- M,613 153, 216,367 233,2C3 242,706 24,721 230,0 297,0 27 314,98 33,4S9

Total liablities ------------------------------------- 1,625,33 2,171-,27 2,61%0 3,011,243 3,391,1M 3,1,107 4,604,7 4,52,757 4,9, 5,297,218

Stockholders equity: -
Capital stock (notes 2 and 5) ----.........----------- - ----- - -- --- - -

Additional paid-in capital (notes 2 and 5) ------ ......................................--------...........- --------- . ........---
Retained earnings (ddficit) -------------------------- (94,016) (131,518) (121,103) (22,3) 84,4G2 220,80 3-2,.10 551,841 -s4412 91,3353

Stockholders' equity - ---------------------------- (94,016) (131,518) (121,103) (21,03) 84,4&2 22 0 32,648 551,841 730,412 971,335

Total liabilities and stockholders' equity ---------- $1,531,31 ,019,700 4S9,43 $2,99,113 5,473,092 S4.067, 7 K477,53 $5,7593 $5,78,297 $,26,573

FederaZ JRncome Taxes.-No provision has been made
for federal -and -state income taxes or investment tax
credits because the objective of the pro forma statements
is to evaluate pretax-prqfit potential.

The failure to indicate income taxes on the financial
statements may not materially affect the cash require-
ments of the Company during the 10-year planning
horizon because opportunities for favorable tax treat-
ment could result in the substantial elimination or de-
ferral of income taxes during that period. .

If additional analysis determines that the tax basis of
the acquired assets in the hands of the existing rail-
roads exceeds the cost of these assets to the Company,
and if -under existing tax laws or through special leg-

islation the tax basis of the acquired assets can be car-
ried over to the Company, tax savings through increased
depreciation and amortization deductions should be
realized.

If operating losses from early years of the Com-
pany's operations are projected, they should be avail-
able for carryover to reduce or eliminate income taxes
in subsequent years. If the Company is permitted to
maintain its tax records on a. pure betterment account-
ing basis while it maintains its financial records on a
modified betterment basis (a matter which is currently
being explored), income for tax purposes !ay-be con-
siderably less than income for-financial statement pur-
poses for a considerable period of time. Also, tax ha-
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bilities may be further reduced if accelerated deprecia-
tion methods are utilized for tax purposes. No provision
is made on the financial statements for the deferral
which would arise under these situations in, which in-
come for financial reporting purposes exceeds income
for tax purposes because analyses estimating income
for tax purposes cannot be completed until the 'tax
basis has been established for the assets acquired.

Under existing law, substantial investment tax cred-
its should be generated during the rehabilitation pro-
gram. Subject to carryover limitations, these credits
should be available to reduce income tax liabilities in
later years.

Note 2-Initial Financial Condition

For purposes of forecasting, the starting values of as-
sets to be acquired, related liabilities to be assumed and
capitalization are as follows:,s

Thou'sands

Cash -------------------------------------- 0---- 0
Although operating cash will be required, no ini-

tial cash balance is assumed.'
Land ----------------------------------- ------ 0

Valuation of land is not yet complete and there-
fore is not included in the financial statements.

Road -------------------------------------- $121,600
Represents the cost of road property and road re-

habilitation financed by Government-guaranteed
loans under Sec. 215 of the Act. Valuation of other
road assets acquired is not yet complete and is
accordingly not included in the financial state-
ments.

Equipment -------------- -------- 284, 610
Represents the par value of debt tied specifically

to equipment presently owned by the bankupt
carriers and equipment purchased with the pro-
ceeds of Government-guaranteed loans under Sec.
215. Since valuation of other equipment acquired
from bankrupt carriers is not complete, no value
for it is included in the financial statements.

Total assets ------------------------------- 406,210

Equipment debt ---------------------------------- $256, 210
Existing unpaid debt (conditional sales agree-

ments and equipment trust certificates) to be as-
sumed by ConRail, related to equipment to be ac-
quired, as of Jan. 1, 1976.

See. 215 debt ----- -------------------------------- 150, 000
Government-guaranteed debt used to purchase

and make.roadway improvements on rail lines to
be included in the final system.

Capital stock, additional paid-in capital and other
debt - - - -- ..................... 0

The valuation of capital stock, additional paid-in
capital, and other'debt depend upon the valua-
tions of the assets acquired in exchange for the
securities issued. Because asset valuations are V
not yet complete, no values are assigned to these
accounts.

, Tota, iabilitiesand'stockliolde'equityl.:. $406,210

Note 3-Long Term Debt

Equipment Notes.-Collateralized by 100 percent of
the equipment assets initially acquired and by 100 per-
cent of equipment assets purchased, beginning in 1978.

Equipment debt finances 50 percent of the equipment
acquired in 1978 and 1979 and 80 percent of the equip-
mont acquired in 1980 and thereafter at interest, rates
which vary from 7.9 to 9.9 percent. Principal is repaid
in 15 equal annual payments commencing on ,uly 1 of
the year following the year the debt is issued.

Federal Notes.-Guaranteed by the U.S. Government,
as to interest and principal.

Government debt finances all cash needs other than
equipment debt. Principal is repaid in 30 equal annual
payments commencing on July 1 of the year following
the year the debt is issued at rates ranging from 7.3 to
7.9 percent.

Note 4-Commitments and Contingencies

Leases.-The SEC and the Financial Accounting
Standards Board require disclosure of Off-Balance-
Sheet financing in the form of long-term leases. Al-
though ConRail will lease equipment, buildings and
other facilities, no disclosure of the minimum annual
rentals and expiration of leases is given because of lack
of detailed data for developing such statistics and the
fact that such information, although required for ex-
ternal financial' reporting, is not considered necessary
at this point in the planning aspects of the pro forma
projections. For these same reasons, the capitalized
value of lease commitments was not calculated.

Pension Plans.-The pro forma projections contain
no provision for liabilities arising out of unfunded
pension plans, and no unrecorded liability for unfunded
past service is anticipated.

Obligations of Predecessor Bankrupt Railroads.-
Because the Company enjoys protection under the fed-
eral bankruptcy laws and the Regional Rail Reorgani-
zation Act of 1973, no provision is made on the pro
forma projections for uncollateralize'd liabilities of the
bankrupt railroads. These uncollateralized liabillties
include income taxes, real estate and other taxes,
accounts payable in default and other unsecured
obligations.

Note 5-Shareholders' Equity and Other Securities Issued
at Conveyance

No assumption has been made with respect to the
package of securities to be transferred for the assets of
the bankrupt estates conveyed to ConRail. Further-
more, no value is placed on assets acquired from the
bankrupt failroads except for assets with specific debt
attached to them. Since asset valuations are not com-
plete, valuations vcould not be made for Capital

Stock, Additional *Paid-In Capital, and Other, Debt.
Accordingly, these accounts are set equal to zero.



-DESIGN OF PRO FORMA FINANCIAL
PROJECTIONS

Atliough Section 206(e) of the Act calls, for pro

forma financial-_projections, it is silent with respect
to -the design of the projections, the level of details to
beincluded or the accounting policies to be used. Among
the Association's first problems, therefore, was to de-'
termine what type and how many projections should be
prepared.

Selection of the number, type, afid format of the fi-
nancial projections was based on-consideration of their
potential uses. In addition to meeting the requirements
of Section 206(e), pro forma financial projections are
necessary to demonstrate compliance with other goals
and designations in Sections 206 and 207.

It was evident that pro forma financial projections
would also be needed by USRA staff to evaluate plan-
ning alternatives during preiparation of the Preliminary
and Final System Plans dud to help plan ConRails
financial future and develop financial systems and pro-
cedures. Finally, the Association ackmowledged that
the estate of the bankrupts, Congress and other pub-
lic bodies would need financial information regarding
-USRA financial commitments, the retention of light-
density-lines, the extent of passenger, commuter and sub-
sidized operations and other data to evaluate the Pre-
liminary and Final System Plans.-

To satisfy all these potential uses, financial state-
ments at varying levels of detail were devised. The
statements fall into four general categories:

0 Statements of Net Income
*Statements of Financial Condition (Balance

Sheets)
Statements of Sources and Uses of Funds and Re-
quirea Financing-
Supplemental Financial and Statisticaf Informa-
tion

Accounting Policies

ICC railroad accounting principles were used to pre-
pare the financial projections with one major exception:
the ICC method of accounting for rehailitation and
maintenance-of-way expense was "modified" to better
portray the complete rehabilitation of the basic fa-
cilities, rather than their mere maintenance.

Under the traditional railroad industry mdthod re-
ferred tZ as "betterment accounting" most of the re-
habilitation expenditures for road assets would have
to be expensed in the years they are incurred. As a
result, operating income in these years would be re-
corded at-a lower level than warranted. To present such
extraordinary charges as ordinary expenses would mask
reality and portray ConRail's operating results on an
entirely different basis from other -railroads.

oreover, "if, the cost of catchifig up withlyears of

deferred maintenance were to be charged against Con-
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Rail's initial years of operation, the basid-accounting
axiom of matching one period's revenues with the costs
of producing those revenues would be violated. Since
the rehabilitation program is expected to add perma-
nent value to the assets, it was considered far iore rea-
sonable to treat the costs of implementing such a pro-
gram as part of the initial cost of the assets. For these
reasons, therefore, a modification of the traditional
method of accounting for rehabilitation and mainte-
nance of way expenditures was used.

Application of the "Modified Betterment Method"
would result in capitalizing the properties initially ac-
quired and all track structure rehabilitation costs as
they are incurred to correct the deferred maintenance
problem. All other expenditures for track maintenance,
those arisig from normal business operations, would
be charged to current operating expenses in accordance
with "betterment accounting" regulations prescribed
by the ICC. Also, in accordance with ICC betterment
accounting regulations, depreciation would be taken on

'road assets other than track structures while no de-
preciation would be taken on track structures.

The Association also considered using the deprecia-
tion method, commonly used by most businesses, to
account for ConRail's extraordinary rehabilitation ex-
penditures. Under this method, any major expenditure
which substantially improves an asset or increases an
asset's life is capitalized and subsequently written off or
depreciated over the life of the improved asset. The
method is designed to spread the costs of achieving the
benefits over the length of time the benefits are received;

The Association's present position is that the depre-
ciation method was not entirely appropriate in Con-
Rail's case. Use of the depreciation method resulted in
the capitalization of costs normally accounted for as
expenses, thus distorting the earnings of ConRail by
raising earnings in the initial years-and lowering them
in subsequent years beyond the 10-year planning hori-
zon. The effects each of the three methods would have on
net income and the road property accounts are shown
in Figure I..

Pro Forna Financial Data Bank and Financial
Model

The task of assimilating historical and projected data
needed to generate the pro formas was naturally a com-
plex one. To assure that proper records were main-
tained and to facilitate access to these data, computer-
ized data banks were created. The financial information
is stored by financial statement account number.

All data not gebgraphically important, such as car
hire data, is put in files by ICC account numbers. Geo-
graphically important datia such as the rehabilitation
cost for a. specific section of track or the asset value of
a passenger terminalis filed inanother computerized
information storage system.



FIGURE 1

CONRAIL NET INCOME
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The financial model was designed to generate pro
forma statements for the various system designs and
financing options considered by the Association in its
planning process. The model uses-data from the two
data banks, making arithmetic calculations and pro-
jects the results directly in pro forma statement format.

Developing the Pro ,Farina Projections

The conceptual ptocess'by which the pro formas were
developed was as follows: First, projections were devel-
oped of the annual capital expenditures needed by Con-
Rail to complete its rehabilitation afid equipment acqui-
sition programs. Second, annual projections of Con-
Rail's operating income and cash available for fixed-
charges were developed. Third, the annual dif'erence
between internally generated cash and ColRail's total
financing requirements was calculated.

To avoid the circular problem of needing to know
a firm's capital structure in order to project its net in-
come and vice versa, it was assumed that federally
guaranteed dobt woulli be used to finance this entire
shortfall. Second, since neither the value oi the prop-
erty to be acquired nor the mix of securities to be ex-

changed would be known until A later date, no asset
values were established.

Although the Act mentions a limit of $1 billion on
the amount of USRA obligations which can be pro-
vided, this first assumption was made because it is un-
likely that ConRail will attract additional capital, if
needed, from the private markets. The assumption was
only a working one, however, and the Association rec-
ognizes that federally supported debt is not the only
way to meet this shortfall.

Essentially, the process was designed to answer three
questions:

" What would be ConRail's operating income over
time?

* What level of external financing would be required
to enable ConRailto become self-sufficient?

" Are the Act's finalicing provisions adequate to ac-
complish the rehabilitation program and reorgani-
zation of the bankrupt railroads?

To emphasize the degree to which reorganization and
rehabilitation of the bankrupt railroads could improve
their financial performance, the pro forma income pro-
jections for the Preliminary System Plan are expressed
in constant 1973 dollars. The Association recognizes,
however, that the levels of inflation the country is now
experiencing could significantly change these projec-

,tions. To demonstrate the potential impact of inflation
on ConRail's financial shortfall, the Association also
prepared a preliminary set of inflated pro forma bal-
ance sheets. A discussion of the results of these pro-
jections appears earlier in this chapter.

Derivation of Operating Income

The following procedure was used to develop an-
nual estimates of Net Railway Operating Income

(NROI) for ConRail.
Freight revenues were developed from a forecast of

ConRail's potential annual revenue and tonnage over
the planning period by Temple, B3arker & Sloane, Inc.
(TBS) .3 This forecast was adjusted to reflect recent
changes in the economy that have a long-term impact
on the timing of economic growth. The pro forma
projections encompass these changes. See the Marketing
Chapter for freight revenues and tonnage forecasts by
commodity.

Passenger revenues reflect the level of fares collected
by the carriers in 1973. Included in Other Revenues is
the 'level of subsidy required to make ConRail break
even on passenger service and the actual 1973 Amtrak
reimbursements and the regional commuter contract
subsidies.

-'A consultant firm working under contract to USRA. The Temple,
Barker & Sloane projections were based on A forecast made by Chaso
Econometric Associates in June, 1974.



These overall revenue projections were then further
adjusted by USRA staff to incorporate: (a) the as-
sumption that rate increases would be granted where
needed to recover losses on traffic which is currently
unremunerative; (b) the assumption that ConRail

.would be reimbursed for all passenger losses on a fully
allocate&'cest basis; (q) the assumption that the losses
incurred as a result of operating branch lines desig-
nated for abandonment would be reimbursed in 1976
and 1977 and (d) estimated shifts in traffic brought on

-by the new configaration of ConRaiL The end result of
this process was the projection of annual revenue figures
for CoARail from 1976 through 1985.

-With respect to freight expenses, a network model
was used as a starting point to develop expenses. All
expenses were at the ICC account level. The 1972 ex-
penses were then indexed to 1973 price levels to make
them compaible w'ith 197 revenues. Annual expenses
for 1985 were derived by modifying the 1973 expense
levels to reflect the TBS tohnage forecasts that year. '.

Each ICC expense account was then adjusted to re-
flect the impact of anticipated organizational and
merger effects. Implicit in this analysis was the sequenc-
ing of these changes and the extent to which they would
affect operating savings. A concurrent step'was to esti-
mate -the amount by, which operating expenses for
freight could be reduced through plant rehabilitation
or upgrading.

Working from field analysis, USRA staff estimdted
the total and annual cost adjustments in transporta'
tion and maintenance expense, car and locomotive hire
and other operating expenses expected from the re-
habilitation of road and structure and equipment. The
time equired to complete the rehabilitation program
was also estimated. A1l rehabilitation and upgrading
expendit.ires were in 1973 dollars.

Passenger service expenses are included in the pro
forma projections. They reflect ConRail's estimated cost
of maintaining the 1973 service level.s of regional com-
muter lines and Amtrak's intercity operations over
the planning period.

Finally, each option's annual expense projections
were subtracted from the corresponding annual revenue
projections to obtain annual net railway operating in-

-come for each alternative.

Derivation of the Balance Sheet

Once the amount of USRA funding needed by Con-
Rail to equalize the shortfall between internally gen-
erated funds and its total financing requirements was
determined, it was possible to construct balance sheets.
The more significant items within the balance sheets
were derived as follows:

Cash was arbitrarily set at $100 million for planning
purposes, and t6 utilize'the model's automatic financing
program t6 calculate the amount of USRA money Con-
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Rail needs. This assumption does not mean that the
railroad will have only $100 million of cash in the bank,
but that a revolving government loan commitment may
serve as a substitute for working cash.

Operating Properties (land, road and facilities,
and. transportation equipment) represent the dollar
value of the railroad's investment in land, road, and
equipment held for use as transportation property at
the date of the balance sheet New property additions
are valued at their estimated purchase cost.

Since ConRail has not yet purchased any assets, nor
has the Association determined the value of the assets
to be conveyed to ConRail, the property values of assets
acquired from existing bankrupt railroads are-not re-
flected in the Preliminary System Plans financial pro-
jections with one exception. Assets, such as equipment,
which will not be transferred to ConlRail free of liens
are reflected on the financial-projections at the net par
value of the associated debt schedull dto be assumed
by ConRail.

The asset valuations in the Final System Plan-finan-
cial projections will differ from those in the financial
projections shown here because assets collateralizing
debt may be worth more or less than their associated
debt, and because many assets are not presently in-
eluded in the financial projections.

However, since most of the assets to be conveyed to
ConRail are nondepreciable, the value of the properties
will have no material effect on the income statement.
Thus, no values were assigned to properties.;

The amount of new equipment anticipated to be pur-
chased by ConRail was added to these accomits to de-
rive each subsequent year's balance sheet. The capita-
lized portion of annual road and property improve-
ments was also added to property accounts.

Current Portion of Long-ter~b Debt represents the
projected amounts of equipment notes und federal notes
scheduled for repayment during the following year.

Eguipnzent Debt account reflects the amount of-new
equipment obligations plus the existing lefvel of out-
standing debt on equipment originally purchased by
the bankrupt estates and scheduled to be transferred to
ConRail. This debt has 'been reduced for amounts which
fall due within theltext year.

The amount of new equipment debt equals 80 per-
cent of the amount of annual new equipment purchas-
ing anticipated tor the years 1980 through 1985 in ac-
cordance with traditional equipment financing arrange-:
ments. Equipment forecasted to be purchased during
the first 2 years of operations will -e financed with
federal notes since the new railroad may not be able to
attract private capital at reasonable interest rates. The
lve.L of new equipment debt for the third and fourth
years of operations was assumed to be equal to 50 per-
cent of the; purchase price of equipment acquired in
those years.
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Principal payments on equipment debt acquired from
private capital markets were calculated on the assump-
tion that thedebt would require 15 equal annual repay-
ments commencing on July 1 of the year after the year
that the debt is issued. Average annual interest rates
for the new equipment debt obtained from the private
capital markets were projected by Chase Econonietric
Associates and range from 9.9 percent in 1978 to 7.9
percent in 1985.

P ederal Notes represents debt carrying a government
guarantee. The amount -borrowed in any year equals
the amount of 'money needed to equalize each year's
sources and uses of funds, including the interest and
principal needed to service-that debt.

The fede~al debt was assumed to be in the form of 30
year serial bonds' requiring principal payments in 30
equal annual installments commencing on July I of the
year after the year that the bonds are issued. The por-
tion of the federal debt due within one year is shown as
a current liability. Average annual interest rates on
this debt were also projected by Chase EconometricAs-
sociates and vary from 7.3 percent in 1976 to 7.9 percent
in 1985.

No provisions were made to retire long-term debt be-
fore it is due as excess cash became available. To deter-
mine the precise level of required financing in a given
year, one should reduce long-term debt by the amount

of any temporary cash investments available in lint
year. Since interest earned on temporary cash invest-
ments was assumed to equal interest rates on federal
debt, debt repayments over 30 years, even with growing
temporary cash investments, do not distort income
projected.

Egzdty consists of the amount contributed by the
'shareholders and retained earnings. The valuation of

assets acquired from the bankrupt railroads is required
before the shareholders' accounts may be valued. (See
the Valuation Process.) Retained earnings consists of
the accumulation of each year's annual net income'and
is net of early year's deficits. No extraordinary items
nor dividends were charged to retained earnings. Also,
as stated earlier, accumulated earnings are shown on a
pre-tax basis in retained income.

Accounts Receivable, Materials and Supplies, SpeciaZ
Funds, Other Current Assets, Other Non-urrent As-
sets, Accounts and Wages Payable, Other Cuwrent
Liabilities, TotaZ Non-Current Reserves and Other
Non-Current Liabilities bear relationships to specific
elements of income or expense and are calculated accord-
-ingly. The percentages applied were based upon analysis
of prior experience of the consolidated results of the
bankrupt carriers, where appropriate, and in other in-
stances by analysis and application of experience fac-
tors of all three geographic districts and all Class I rail-
roads as a whole.

THE VALUATION PROCESS

The Association has two valuation tasks under the
Act: first, to properties acquired, and second, to value
the securities and other benefits accruing to the estates.

The Act requires that the-exchange of rail properties
for ConRail securities and other benefits be "in the pub-
lic interest" and "fair and equitable to the estates of
each railroad in reorganization hi accordance with the
standards of fairness and equity applicable to the ap-
proval of a plan of reorganization or a step in such plan
under Section 77 of the Bankruptcy Act." (Sectiofi
303 (c) (A).) C.

The valuation process will concentrate on these two
methods: (a) capitalization of earnings and (b) net
liquidation value. It is the opinion of the Association
that these two methods are the most suitable for the
valuation of the rail properties subject to the Act.

Asset valuation based on capitalization of the pro-
jected earnings of the reorganized entity is 6stablished
as the primary method of valuation by Section 77(e) of
the Bankruptcy Act:

The value of property used in railroad operations shall
be determined on a basis which will give due considera-
tion to the earning power of the property, past, present,

and prospective, and all other relevant facts. In determin-
ing such value only such effect shall be given to the pres-
ent cost of reproduction new and less depreciation and
original cost of the property, and the actual investment
therein, as may be required under the law of the land, In
light of its earning power and all other relevant facts.

Given the explicit mandate of Section 77(e) and the
court decisions which have construed it, capitalization
of the earning power of the reorganized entity must be
stressed.

Net liquidation value will also be developed for th
assets of the estates. It represents the maximum value
the estates would obtain if the assets were actually
liquidated rather than reorganized as provided in the
Act.

On the basis of the conclusion that the Association's
principal approaches to valuation will be capitalization
of earnings and net liquidation, a series of work pro-
grams within the framework of the valuation process
have been developed. These are designed to provide the
valuation data needed to prepare the Final System Plan
and to document it before Congress and the Courts.

The valuation program being undertaken by the As-
sociation is designed to accomplish five major objectives:



• To establish an accurate inventory of properties of
each railroad in reorganization.

STo. establish a value for the properties transferred
or conveyed in the context of the two primary
methods of valuation:

Capitalization of earnings value, and
1et liquidation value.

* To establish values for the securities and benefits
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provided in exchange for the properties transferred
oi conveyed.

* To establish that the value of the securities, and
benefits provided for the properties transferred,
represent a fair and equitable exchange when
measured against the standards set forth in the Act.

* To establish the manner by which properties now
operated under leased line agreements should be
transferred.
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15
Financial Programs Under the Act

The Regional Rail Reorganization Act of 1973 establishes six

financial programns to assist in the restructiring process of the bankrupt

railroads in the Region. The programs were designed to provide funds

for continued rail service and physical plant improvement prior to the

Final System Plan and to improve ConRail performance during its

early years.

Three programs provide funds to enable the bankrupt carriers to

maintain safety and service as well as aiding ConRail, other railroads

and state and local authorities in acquiring and modernizing properties

they choose to operate.

Two programs involving matching federal loans or grants would

assist in maintaining essential service over track in the Region not

included in the Final System Plan.

Another program creates a mechanism for providing benefits to

protected railroad employees who are displaced, transferred or put out

of work as a result of the reorganization process.
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The Regional Rail Reorganization Act established
six financial programs to assist the freight rail system
of the Northeast and Midwest. These programs provide
both permanent financing and funds for interim pro-
grams. They are to be administered by the United States
Railway Association (USR.A), the Department of
Transportation (DOT), the Interstate Commerce Com-
mission (ICC) and the Railroad Retirement Board.
The financial programs available under the Act are the
subject of this chapter.

Sections 210 and 211

Sections 210 and 211 of the Act authorize the Asso-
ciation to make loans to:

* ConRail (the Corporation), Amtrak and other
railroads for purposes of implementing the Final
System Plan,'

* State, local or regional authorities to assist in ac-
quiring or modernizing rail lines they elect to op-
erate and

* Those solvent railroads whose lines connect with
the railroads in reorganization and are in "need
of financial assistance to avoid reorganization pro-
ceedings under Section 77 of the Bankruptcy Act."

Outstanding obligations at any one time cannot ex-
ceed $1.5 billion, of which not more than $1 billion can
be loaned to ConRail. At least half of this $1 billion
must be spent on rehabilitation and modernization of
properties designated to be a part of the-ConRail
System.

The intent of Congress, stated in the Act, is that these
loans "be made on terms and conditions which furnish
reasonable assurance that the Corporation or the rail-
roads to which such loans are granted will be able to
repay them within the time fixed and that the goals of
the final system plan are reasonably likely to be
achieved" (Section 211(f) ).

There is a much greater demand for funds, given
the needs of the various. eligible recipients and the mul-
tiple uses for such loans, than can be satisfied with the
present limitations on lending authority. A careful or-
dering of priorities is required to make certain that the
basic purposes of the Act axe met in granting the loans.
The Association has developed an analytical process for
the allocation of the resources available to the several
categories of loans and for specific uses within those
categories.

Procedures governing loan applications have been
published as Title 49, Chapter IX, Part 921 of the U.S.
Code of Federal Regulations. To date, two such applica-
tions have been received. The Missouri-Kansas-Texas
Railroad Company (KATY) has requested a $21 mil-

1 Amendments'have been proposed to Section 211 which, If enacted,
would broaden the authorization to permit. loans "for purpose of
achieving the goals of the Act."

lion loan and the Chicago Rock Island & Pacific Rail-
road (Rock Island) has requested a $190 million loan.

The KATY request is currently under review, The
Rock Island has been offered a secured $9.1 million loan
to meet its working capital requirements from railroads
which connect with railroads in the Region.

Section 213

Section 213 of the Act authorizes the Secretary of
Transportation to provide up to $85 million in emer-
gency assistance to railroads in reorganization pending
implementation of the Final System Plan. As stated in
the Act, the Secretary is authorized to "p.y to the trust-
ees of railroads in reorganizaation such sums as are nec-
essary for .the-continued provision of essential trans-
portation services by such railroads. Such payments
shall be made by the Secretary upon such reasonable
terms and conditions as the Secretary establishes, ex-
cept that recipients must agree to maintain and provide
service at a level no less than that in effect on the date
of enactment of this Act."
.Although the Association has no statutory responsi-

bility for such grants, it is working closely with the
Department of Transportation in determination of thu
need for the continuing services and the need of the
carrier for the assistance; All of the $85 million of au-
thorized funds has been appropriated, and the Secre-
tary to date has committed grants totaling $81.5 million.

Five railroads in reorganization have received Sec-
tion 213 commitments to enable them to continue essen-
tial services: Penn Central has received $62.5 million;
Central of New Jersey has received $12.2 million; the
Lehigh & Hudson River has received $341,000; the Le-
high Valley has received $5.0 million; and the Ann Ar-
bor $1.4 million (Table 1).

Under the proposed amendment, the funding avail-
able under Section 213 would be increased significantly
above the current level of $85 million.

TABLE 1.-Obligations and outlays under Section 218, Regional
Rail Reorganization Act of 1978

(Status as of February 6, 1975)

Total funds authorized ------------------------------------------- W, 000, 0D0. 00
Total funds appropriated ------------ ..----------------------------- 85,000,000.00
Tptal funds obligated/committed ----------------------- ............ 81,454,003.42
Balance of appropriated funds available for obligation .............. 3, 695,00.3
Total outlays against obligations ---------------------------------- 78,271,272.42

Obligations Outlays Available for
drawdowns

PC --------------.-.------.--..... $62,518, 003. 42 $62,518,003,42 0
CNI ---------------------------- 12,245,000.00 9,353,000.00 1 $2, 892, 0.00
LV ------------------------------- 5,000,000.00 5,000,000.00 0
AA. ..............................- 1,350,000.00 1,200,000.00 150.000,00
L&HR -- ...--------------------- 341,000.00 200,209.00 140,731.00

Total ., 454, 003, 2 78,271,272,42 3,382.731.00

I Includes $75,000 In "trust" account for rebabilitation of terminal area.



Section 215

Under SectioA 215 of the Act, funds are available to
advance the process of rehabilitating the physical
plants of the bankrupt carriers during the planning
process and before Con:Rail starts operations. Section
215 presently authorizes interim assistance of up to $150
million, although an amendment to the Act has been
proposed'in the Congress to raise the total to '300
millibn. The Secretary of, Transportation is authorized
by Section 215, with the approval of the Association, to
.enter into agreements with railroads in reorganization
for the acquisition, maintenance or improvement of
bankrupt carriers' facilities and equipment which will
be acquired by ConRail..
. Under the present language of Section 215 of the

Act, the Association provides the necessary financing
through the issuance of obligations which ConRail is
required to assume at the time of conveyance of prop-
erties from the bankrupts to ConRail. The assistance is
limited to improvements in. properties that will be in
the Final System Plan. This assistance must be pro-
vided in such a manner that ConRail, in eventually ac-
quiring the .property, will not be required to pay for
that portion of the -Value of the properties attributable
to the improvements financed through Sdction 215.

The proposed legislation contains an amendment to
'the Act which would also allow the Secretary, with
the approval of the Association, to finance program
maintenance, to acquire rail properties of the bank-.
rupts for leaseback to the railroads, to acquire interests
inrail properties owned or leased to such railroads and
to purchase money obligations of the bankrupts.

The Association has been working with the' eligible
railroads to establish priorities for use of the Section 215
.funds. Recognizing that ConRail will assume most of
these obligations, priority is being given to expenditures
that will maximize the future performance of ConRail.
The Association, with the approval of the Secretary, will
designate in the Final System Plan those obligations
which will be refinanced on different terms and from
those obligations, if any, from which the Corporation"
shall be released:

Expenditures will go to assure the continuity of serv-
ice, improve track or facility standards, reduce current
losses of the 'bankrupt carriers and permit future bene-
fits to ConRail. On January 16, 1975, the Section 215
capital program was approved 'by the Association
(Table 2) as described in the following paragraphs:

The Association approved an agreement between
DOT and the trustees of the Lehigh Valley Rail-
road-to acquire 12 new 2,250 horsepower General

Electric diesel electric locomotives, series 723B, at
a cost of $3.4 million. The new engines replace 18
aged units owned by the company. The Association
authorized the issuance of its obligations to finance
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the purchase of the locomotives which were de-
livered in December and leased to the Lehigh Val-
ley. The new equipment is presently owned by
ConRail and will be used in the rail system estab-
lished under the Final System Plan.

0 The Central of New Jersey requested $21.3 million
for locomotives, freight cars and track rehabilita-
tion. The Association determined that only rehabili-
tation in the terminal and port area could be con-
sidered as definitely in the Final System Plan, and
an amount of $2.5 million was allocated. The imple-
mentation of this project is being negotiated as a
part of the Association's track rehabilitation pro-
gram for 1975.

* The original application from the Penn Central
totaled $210 million for a capital expenditure pro-
gram, which was envisioned as an additive pro-
gram to the Penn Central's planned. program
maintenance and capital improvements. However,
due to the downturn in the economy, the cash posi-
tion of the Penn Central deteriorated to a point
which made achievement of the level of program
maintenance and capital improvement from the
railroad's own resources highly improbable.

As a result, the Association, DOT and the Penn Cen-
tral operating staff cooperated in reviewing the immedi-
ate needs of the railroad and developing a two-phase
program aimed at retarding the deterioration of the
physical plant and improving operations, safety and
service.

Phase one of the program has allocated $119.1 million
to be spent on the Penn Central-from the present $150
million Section 215 authorization. This amount is di-
vided into two categories:

TAinLE 2.-Sedion 215-capital program, assuming $300 millimo
appropriation

Items sag-gested for
Items gdadtl-a1a

appmoved funding with
a ister date

i~ght.of~wny rbabitattoazntuisl "

Mie (2.1 mfllton).....- $29,0
Ran (wowo tons) 10
Labcrandotbr - 25.0

caplial projmts and y-rd rchbiltbtlon:
PermCet-al.... Central-. 
Central ol NowyIcry _ 2. 5

Totn -5-L6 23

M of W n hz any ud 2 .
LeWgh Valky L-cotve.... "

Total ISO

215 °



9548

-$70 million for material required to carry out the
Penn. Central's 1975 programed maintenance and
a portion of the program's labor costs;

-$49.1 million for capital improvements and yard
rehabilitation projects.

Also, in order to assure the railroad's capacity and
capability for programed maintenance, an expenditure
of $25 million has 'been authorized for the purchase of
machinery and support equipment.

Phase two of the program involves the proposed $150
million increase in Section 215 authorization. Of the
additional funds, $65 million will be required to com-
plete the programed maintenance, $23 million for com-
pletion of the capital improvement. projects and $62
million to meet the equipment obligations of the Penn
Central.

The phase two program has been designed with the
flexibility to allow its completion with reduced overall
objectives if the additional Section 215 authorization
fails to materialize.

The Reading originally applied for $44 million to
acquire 1,750 freight cars and 30 diesel locomotives.
Later, the Reading was able to arrange its own financing
for the locomotives and reduced its application to $a6
million for the freight cars. The Reading is also nego-
itating to arrange its own financing for the freight cars.

On January 28, 1975, the Secretary received an ap-pli-
cation from the Reading for an estimated $5.7 million
to be used for rehabilitation of the railroads fixed plant.
This application isbeing reviewed by the Association
as a possible substitution for other projects.

Sections 402 and 403
Section 402 provides up to $180 million ($90 million in

each of 2 years) to assist the Midwestern and North-
eastern states in operating rail services over properties
that will not be included in the Final System Plan, but
which the states deem necessary in order to prevent un-
employment, energy shortages and degradatiqn of the
environment. Section 403 authorizes loans under Sec-
tion 211 to assist states or local or regional transporta-
tion authorities in acquiring and modernizing proper-
ties not recommended for inclusion in the Final System
Plan but required for continuation of local services.

Section 509

Section 509 authorizes an aggregate sum of $250 mil-
lion for payment of benefits to protected employees of
the bankrupt railroads and railroads acquiring prop-
erties under the Final System Plan. ConRail, USRA
(where applicable) and acquiring railroads, as the case
may be, are responsible for the actual payment of all
allowances, expenses and costs to protected employees.
However, protective costs provided in the Act are sub-
ject to reimbursements by the Railroad Retirement

Board from a separate account maintained in the
Treasury of the United States.

The service continuation subsidies (Section 402) and
employee protection benefits (Section 509) are con-
sidered in other parts of this report and not dealt with
in this chapter.

Strategy for Use of Funds

It now seems likely that the demand for funds to
support upgrading or service continuation plans will
exceed the amount of funds available under the Act, The
Association has attempted, therefore, to develop priori-
ties and criteria for committing funds under the cur-
rent funding limitations of the Act as well as to project
additional funding needs.

Provisions of the Act allow for interim and perma-
nent financing of railroads in the Region. The Asso-
ciation has approached both the interim and perma-
nent financing from two viewpoints:

* Given the operational needs of the regional rail
system, how can these requirements best be
funded? Consideration must be given to both the
private and public capital markets through utiliza-
tion of the Act's current provisions as well as pos-
sible requirements which go beyond the Act and
could only be satisfied by additional government
support.

* Given the funds available under the Act as well as
from private sources, how can these monies
best be allocated? The Association is applying
customary financial criteria to these issues, while
recognizing its obligation to consider the totality of
the Act's objectives, of which economic viability of
the restructured rail system is but one. Financial
decisions are to be made by the Association both
prior to conveyance of assets to ConRail and subse-
quent to such conveyance. The approach to each
decision will differ in several respects.

Preconveyance Projects

Preconveyance funds are available to eligible car-
riers under Sections 211, 213 and 215 of the Act, Selec-
tion of preconveyance projects necessitates compiling a
data base of capital expenditure requests from field
personnel of USRA, Penn Central, the other railroads
in reorganization and certain connecting carriers.

Most of the expenditure requests of the railroads
in reorganization were previously either approved or
disapproved by trustees, although some projects appar-
ently never were considered because of funding limita-
tions. Of those approved, some were to be funded
internally, while others were to be submitted to USRA
and DOT for consideration as Section 215 projects..

-The rationale used by the trustees of the railroads in
reorganization for project selection was reviewed 'by
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USRA. The Association has given particular consider-
ation to the compatibility of expenditure requests with
the requirements of the Act that a financially self-sus-
taining Tail system be developed. For this reason, pro-
jects not considered by the railroads in reorganization
due to lack of funds are now being reconsidered from
the perspective of ConRail as a whole. The Association
also is reconsidering projgcts that were disqualified be-
cause the payback would have occurred after convey-
ance.

The USRA and DOT have given high priority.
to expenditures that will improve track and yard condi-
tions. This position is conditioned upon the ability of the
eligible railroads to carry out programs of normal main-
tenance, which then would be supplemented by Section
211 or 215 funds. The USRA preconveyance analysis
process recognizei the high priority of roadbed re-
habilitation, wtile not igoring the importance of rev-
enue equipment, Iocomotves and yard or service
improvements.

Postconveyance Projects

The Final System Plan will set forth the planning
guidelines which determined the capital investment pro-
gram of ConRail. The basic techniques of capital budg-
eting analysis will be applied with some modification
to account for the unique nature of the-problemat hand.
Projects included in the Preliminary System Plan have
been selected on the basis of financial criteria (when

sufficient quantifiable data were available) and other
economic, operational or managerial criteria. The finan-
cial evaluations were made by using discounted cash
flow rate-of-return analysis.

As has been pointed out in earlier chapters, a signifi-
cant issue is the availability of capital to meet the fund-
ing requirements. Since the need for capital exceeds
authorized resuices, provision has been made for devel-
oping a capital investment plan that will prioritiz.e
capital needs of the rehabilitated system.

The approach will selectively downgrade the overall'
level of rehabilitation and abandon certain projects
completely. At the present time USRA is developing the
ability to undertake cost/benefit analyses on line reha-
bilitation as a part of network rehabilitation. ThisWork
has been used partially for inclusion in th Preliminary
System Plan.

An analytical tool is being developed for establishing
the priority system for capital investment loans to Con-
Rail. The approach will be to develop a model which
will divide the bankrupt estates into subsections of road-
way and evaluate rehabilitation costs for each unit. It is
possible that USRA will be able to develop techniques,
employing this model, by which the cost of upgrading
a track segment to various levels of rehabilitation can
be specified. For example, improvements in the model
might enable deterninations of the cost of replacing all
the track on a given segment instead of replacing only
those rails in the worst condition.
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APPENDIX.A

Regional Rail Reorganization
Act of 1973

Public Law 93-236
'93rd Congress, H. R. 9142

January 2, 1974

87 STA?. 985
To authorize and direct the maintenance of adequate and emdent rail zervices

In the Midwest and Northeast region of the United States, and for other -
purposes.

Be it enacted by the Senate and House of Represcntatir of the
United States of America in Congrems a8sem kd, That this Act, Regioral Pail
divided into titles and sections according to the followring table of Reoranizatlon
contents, may be cited -s the "Regional Ral, Reorganjzation Act of Ant or 1973.
1973".

TABLE OF CONTENTS

TITLE I--GNERAL PROVISIONS
See. 101. Declaration of policy.
Sec. 102- Definitions.

TITLE II-UNITED STATES RAILWAY ASSOCIATION
See. 201. Formation and structure.
See. 202. General powers and duUes of the Association.
See. 203. Access to information.
See. 204. Report
Sec. 205. Rail Services Planning O(ce.
Seb. 206. Final system plan.
See. 207. Adoption of final system plan
Sec. 20S. Review by Congress.
Sec. 209. Judicial review.
Sec.-210. Obligations of the Assocatlon.
Sec. 211. Loans.
See. 212. Records, audit, and examination.
Sec. 213. Emergency assistance pending implementation.
Sec. 214. Authorization for appropriations.
Sec. 215. Maintenance and JIprovement of plant.

TITLE 111--CONSOLIDATED RAIL CORPORATION

Sec. 30L Formation and structure.
Se 302. Powers and dutips of the Corporation.
See. 303. Valuation and conveyance of ral properties.
See. 304. Termination of rail service.

TITLE IV-LOCAL RAIL SERVICES

Sec 40L Findings and purposes.
Sec. 402. Rail service continuation subsidies.

.Sec. 403: Acquisition and modernization loaus.

TITLE V-EMPLOYEE PROTECTION

Sec. 50L Definitions.
Sec. 302. Employment offers.
See 503. Assignment of work.
See. 504. Collective-bargaining agreements.
Sec. 505. Employee protection.
Sec. 506. Contracting out.
See. 507. Arbitration.
See. 503. Acqulrlngrailroads.
Sec. 509. Payment of benefits.

TITLE VI-MISCELLANEOUS PROVISIONS

Sec. 601. Relationship to other laws.
See. 602. Annual evaluation by the Secretary.
Sec. 603. Freight rates for recyclables.
Sec. 604. Separability.
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APPENDIX B
Financial Condition of
the Railroad Industry

The financial condition of the carriers to be consoli-
dated under USRA_ auspices is precarious. Not only are
the carriers bankrupt, several have run out of cash and
might have ceased operations without interim grants
from the federal government.

Conditions specific to the Region undoubtedly have
contributed to the intensity of these financial difficul-
ties, but there are indications that railroad flnancial con-
ditions are weak across the industry. Railroad earnings
have been considered substandard for almost all the
post-World War If period. Warnings have been issued
at many junctures in the interim concerning the pre-
cariously low and erratic na.ture of earnings for such
an important part of our national transportation sys-
tem.1 The following discussion will attempt to higblight
the current financial condition of the U.S. railroad in-
dustry and provide comparative historical data for the
bankrupt candidates for consolidation in the Region.

No single meaure of financial condition is adequate
to delineate and assess the financial condition of the
railroads. Railroad accounts are highly complex, and
several basic Problems must be recognized,.

First, accounting entries are not always matched by
rail cash transactions and often are subject to man-

'For example, see the quite current passages on pp. 228-229 in
Tames C. Nelson, Rairoad Transportaffon and Publio PoMcu (Brookings,
1959):

agerial discretion as to timing and amount. The stand-
ard example is depreciation, a bookkeeping entry allow-
able as an expense but not representing cash disburse-
ment. The profits eported depend on the amount of
depreciation expenses recorded, and the funds generated
by the activities of firms, commonly termed cash flow,
will be influenced at the same time.

Second, railroads using retirement (betterment) ac-
counting cai exercise even more discretionary control
over many forms of reported income, since retirement
accounting results in capital account adjustment only
in the year in which the property is retired or replaced3

Third, railroads have substantial non-transportation
activities and investments whose income has been used
to augment transport earnings. Fourth, aggregate data
may be misleading since they are comprised of many
individual railroads of widely disparate nature which
operate in geographic regions of varying economic
makeup. Finally, extensive interlocking ownership com-
plicates analysis of rail accounts.

The size of the Penn Central's (PC) financial disaster
alone has strongly influenced industry statistic. For
example, ordinary net income (after fixed charges) for
Class I railroads in 1970 amounted to $-226.6 million.

2 ietirement accounting, results in a single end-of-life charge rather
than annual depreciation charges.
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Penn Central alone lost $325.1 million, or more than the
industry profit. The financial results of seven bank-
ruptss are incorporated into the Eastern District statis-
tics reported by the ICC for 30 Class I railroads, and
the Eastern District showed a deficit of $276.3 ihillion
on 1970 ordinary net income.4

Net Railway Operating Income
An indicator of the return or profitability from rail-

road operations alone is net railway operating income
(NROI), which is measured 'before. the deduction
of fixed charges for capital and excludes income from
nonrail activities. Thus, ignoring "other" -sources of_
income, NROI represents flows of income available to
reward suppliers of transportation capital. The level
of this flow can be influenced by whether equipment is
leased and charged as an operating cost or purchased
and incurring fixed charges.

Table 1 shows NRO for railroads of Class I sum-
marized for the U.S. and the Eastern District. The
E asterh District is subdivided into the six bankrupt
Class I carriers under USRA- purview as of January,
1975 (inclusive of the Erie Lacka'anna) and the
"Other Eastern"' Class I railroads.

Class I railroads as a group show a distinct decline
in NROI over the postwar era. The decline in NROI
for the Eastern District railroads has been dramatic,
falling from $439 million in 1952 to $38.6 million in
1972, and substantial NROI deficits -were incurred in
1970 and 1971. A slight recovery to $50.1 million was
experienced in 1973, and the first nine months of 1974
have continued the upward trend.

Not surprisingly, the USRA bankrupt carriers as
a whole and the PC in particular have recordl deficits
in NROI since 1967. The consolidated bankrupt car-
riers bottomed out in 1970 with a NROI deficit of $256.2
million, of which $236.5 million was attributable .to
the PC, and in 1973 they showed a deficit of $123.7 -

million with PC contributing $92.7 million. Thus, in
1973, the PC was responsible for about 75 percent of
the net operating losses for the USRA bankrupts,
though all showed 1973 deficits on NROL

There are three reservations regarding the NROI fig-
ures which merit discussion. First, railroad operations,
particularly in tf6 east, have included substantial pas-
senger service in years past. The amount of the pas-
senger service deficit has been much disputed, but its
existence seems unquestionable, and Amtrak's large
deficits are confirmation. The decline in NROI, how-
ever, would not be eliminated by cutting out the pas-

3The eighth, the Lehigh & Hudson River Railroad (L&-HRR) Is not.
Included In Class I statistics.

'For a more complete discussion,.see Final Report of the Task Force
on Railroad Productivity, Improving Railroad Productivity, Chapter
III; also, U.S. Senate, Committee on Commerce, The Penn Central and
Other Railroads, (Dec. 1972) Special Staff Report (92:2), p. 235 If.
Figures are summarized in AAR, Yearbook on Railroad Facts, 1973.

TABLr 1.-Net railway operating income for Class I railroads I

(In millions of dolis]

i Eastern District railroads

States
All USRA Other

Eastern bankrupts 3 Eastorn

1929 2--------- ............ 1,251.7 63 6 ............................
19 39 _ ................ 588. 8 331.1 .............................
1947 4 ......... ............ 780.7 304.4 ............................
1952 5 2................... 1, 078. 2 439.1 ............................
1957 ----- 7---- ......... . 922.3 385.3 ...........................
1962 ---------------------- 725.7 106 ............................
1967 --------------.------- 670. 4 174.6 -1.2 190. 8
1968 8........ ............. 677.6 139.7 -54. 4 194.1
1969 ----- ............ 654.7 118.7 -69.2 187.9
1970 7 0-------- ............ 485.9 -101.6 -20.2 1l o
1971 7 1--------............ 695.5 -32.3 -184.5 152.2
1972 7 2........ ............ 827.7 33.6 -141.5 189.1
1973..-------------------- 849.3 50.1 -123.7 173.8

2 Alter taxes, but before other Income or fixed charges,
2 Excludes Amtrak.
2 6 bankrupts, includes Erie Lackawanna, but excludes Lehigh & Hudson Itivor

RR., as non-Class L

Source: Association of American Railroads.

senger deficit, according to most estimates. The reversal
of the downward trend in recent years would be ex-
pected, as Amtrak assumed most of the financial burden
of passenger service in 1971.

Second, the Eastern District and "Other Eastern"
figures include the Long Island Railroad (LIRR), pri-
"marily a commuter line. In 1973, the LIRR contributed

a deficit of about $79 million to the Eastern District.
Third, operating income is probably an overstatement
of railroad earning power due to the apparent deteriora-
tion of physical plant during the past few years and
the rapid inflation in replacement costs.

Rate of Return on Net Investment

The relationship of net railway operating income to
net investment in transportation property is representa-
tive of the rate of return to railroad operations. It is
shown in Table 2 for the same subgrouping of railroads

.disdussed in the previous section. The rate of return
thus defined gives a clear indication of the problems of
the railroad industry: it has been historically low and
declining.

At no time in the postwar period has the rate of re-
turn for Class I railroads in the U.S. has been as high as
5 percent, and the rate has trended downward gradually
from 1952 to 1972. New lows have been set in each suc-
cessive economic downturn and, although returns have
rebounded over the past 3 years, the 1973 rate is hardly
attractive in terms of new investment.

Returns on transportation investment by the rail-
roads are unquestionably below the cost of raising capi-
tal in money markets and are substantially below the
rates which could be earned if available funds were
channeled by rail management into certificates of do-

244
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TA.E_2.-Rate of refurn for Class I railroads '

[In millions of dollars]

Eastern District railroadsUnitedi ___ _____ __

States Al MIl I USRA I Other
E b Eastern

L929............... _.

1947-
1952 ...................
1957- -- - - - - - - - -

U .67---..............
1 9 .................

1970.- -- --- -- - - -. .

1971

197 ..............

6.03
3.14
.02

3.80
3.29
LSO

L58
L27
L10

-. 93
-. 30

.37

.48

-0.28
-- -------

---57

-2.83
---.4

3.67

3.44
2. 78
2.74
&25
&.16

INet railway operating income to net investment In transportation property--In-
eluding cash, materials, and supplies.

" Excludes Amtrak.
2 6 bankrupts, includes Erie Lackawanna, but excludes Lehigh d Hudson 'River

R.I1., as non-Class I.

Source: Association of American Railroads.

'posit or even simple savings accounts. The rail rates are
also below those earned by almost all other industrial
sectors in the7 economy, and most comparisons of finan-
cial performance show rail near the bottom Such low
rates will not allow recovery of invested capital; much
less attract new capital required, for continuation and
impirovement of rail operations.

Eastern District returns are alm6st uniformly lower
than the U.S. average, though the prosperous past of
the east is reflected in the high returns prior to World
War II. The USRA bank rupts as a whole, recordirg
NROI deficits .for all the years tabulated, also have
shown negative rates of return, which sank to almost
-5 percent in 1970 before recovering in the most re-
cent years. The PC is responsible for most of the deficit;
but all six railroads considered were recording negative
rates of return. The remaining Eastern District Class I
railroads have shown moderate stability in their aver-
age rates of return for the last seven years.

The very long accounting lives of much railroad
equipment cause two types of difficulty in evaluating
rate of return. First, the capital investment which took
place twenty or more years ugo is in many instances
obsolete due to changed circumstances in goods ship-
ment and production locations, although it has not been
fully depreciated. Thus, the amount of ongoing invest-
ment in transportation facilities which is still useful
would be less than that stated on the books.

Fpr -example, passinger equipment which was sur-
plus or damaged beyond serviceability has remained on-
the books over long periods of time, overstating the ac-

"See, for example, "Monthly Letter," First National City Bank of
New York, April, 1973, as displayed In Improving Railroad Productiv-
itg, p. 90.

tual "useful" investment in place.0 However, excessive
capitalization does not appear to be a. problem, since
the ICC ordered adequately supported adjustmenfs in
book value in 1963, and more than 85 percent of the
gross investment on the books is new gross capital ex-
penditure since 1947. Further, a convincing offset is
the understated value of that investment which is "use-
ful" relative to its replacement cost in an inflationary
economy, again, emphasized by the long service life of
rail investment. Replacement 6r reproduction' cost
certainly would be 'high relative to historical costs.

One attempt to account for these problems, especially
the latter, has assumed that gross capital expenditures
represent a more accurate measure than depreciation of
the capital assets consumed in the industry. Further
assuming that investment has been purely to maintain
plant since 1950, capital expenditures charged, against
cash flow based on NiROI (NROI plus depreciation)
will then yield true operating return on transport invest-
ment (as of 1950). The implied rates of return are uni-
formly lower when this adjustment is made, with no
annual rate over two percent since 1962, and very little
or no return at all in six of the nine years from W64 to
1972.0

Rail and Crosstie Replacement

The low rates of return earned on transport invest-
ment by Class I railroads resulted in a sharp downward
trend in the installation of rails and ties from the 19-0's
into the early 1960's. Figures 1 and 2 compare the instal-
lation rates for rail and crossties required to maintain
the rail system while satisfying assumed life cycles, sixty
years for rail and thirty-five years for crossties. The
declining rates required to maintain plant, shown in
Figures 1 and 2, reflect continued abandonment at a
modest rate and 9therwise are premised on replacement
needs which follow a straight linear proportion of exist-
ing plant. There are some reservations about even this
conservative assumption about the maintenance of the
existing rail plant, but the sharp downward trends into
the early 1960's clearly were inadequate to maintain
crarent trackage.

Rail and tie replacement rates have risen moderately
and erratically since 1961, but have never app'roached
the required rates, especially for rail. The rail-crosstie
situation may be worse than indicated in the figures,
since there has been a gap over such a long time span,
implying an older than average plant and a. need-for
more than normal replacement to catch up. In 1970, the

o Deprecation on this obsolete passenger equipment was being
charged as a solely related cost of current passenger service; see Porter

. Wheeler. "Amtrak: Economic Aspects of Federal Railroading,"
Transportation Research Forum Proceedings (1972). The existence of
obsolete Investment could imply that capital consumption charged to
past production had been understated, meaning-that past earnings
wvere In fact lower still.

. Improving Railroad Frodultirfty, Final Report of the Task Force
on Railroad Pxoductivlty, p. 88.

a"Ibd., pp. 94-97.
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Figure 2
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rising interest rates for continuing capital expenditures,
which the railroads were unable to finance out of in-
come, are the basic sources of rising fixed charges.

Table 3 presents income available for fixed charges
(total income after miscellaneous deductions), the fixed
charges themselves and the coverage ratio for fixed
charges. The coverage ratio measures the ability of the
railroads to cover fixed charges 10 with total operating
income from all activities: a ratio of unity would imply
that income was just sufficient to cover fixed charges.

It can be seen from Table 3 that fixed charges for
U.S. Class I railroads rose by 70 percent from 1963 to
1973, while total income available to cover fixed charges
rose only 14 percent. As a consequence, the coverage
ratio declined from about three times fixed charges in
the mid-1960's to a low of 1.44 in 1970. Other non-rail
income is included in the numerator of this coverage
ratio, as fixed charges are not assigned to specific trans-
portation investments, but it is clear that NROI by it-
self would have been barely sufficient to cover fixed
charges in recent years.

In 1970, NROI coverage was less than unity, mean-
ing that operating income from all Class I railroads was
in the aggregate insufficient to cover their fixed charges,
a precarious state of affairs.'

Examined by district, the coverage ratio for the East-
ern District as shown in Table 3 is, of course, dismally
low, reaching a near-zero level of 0.07 in 1970, but other
regions have also expeiienced moderate declines in coy-

TABLE 3.-Total income, fixed charges and fixed charge covorage

ratio for Class I railroads

[Dollar amounts in milllons]

EXC USANG TOTR ANO UR NC: TSEV. SNO
7 KR CENT 0 TOTAL 15*05

ASTRO Report estimated that new rail would have to
be installed at three times the average actual rate dur-
ing the 1960's and that crossties required a 50 percent
increase to meet industry standards for replacement.9

Coverage of Fixed Charges

The ultimate financial integrity of any firm vests on
its ability to meet contractual fixed charges, such as in-
terest and rents, with the income derived from opera-
tions. Fixed charges generally have been rising fairly
steadily while net railway operating income has declined
and total income, including other non-rail activities,
has been fairly stable or. drifting slightly downward.
Increased levels of funded debt, especially rapidly in-
creased equipment obligations in the late 1970's, and

a America's Sound Transportation Review Organization (ASTRO),
The American Railroad Indtlstry: A. Prospectus, p. 14; see also Harry
S. M~feislahn, "The Present Plight of the Railroads," paper sponsored
by Temple, Barker & Sloane and Illinois Central Gulf (revision of
May, 1973).

UAited States 1 Eastem district

Years
Total Fixed Cover- Total Fixed Cover-

income 3 charges 3 age ratio income charges ago ratio

1947. $964 8437 2. 21 .............................
1952 ---------------- 1,316 422 3.12 ............................
1957 --------------- 1,157 369 3.14 ...........................
1962 --- ------------ 90 37 2.67 $147 816C5 0.89
1963 -------------- 1062 8 2.89 183 IC 1.15
1964 ---------------- 1,120 331 2.94 200 163 1.31
1065..-------------1 , 256 401 3.14 457 200 222

o6 ------.-------- 1,3G7 426 3.21 807 215 2.30
1967 ---- _---------- 1,050 461 2.28 820 2-2 1.44
1M -6-------------- 1,037 -44 2.25 333 2) 113)
1969 --------------- 1,066 521 2.05 201 204 1.10
1970 ---------------- 846 589 1.44 19 200 .07
1971 ----------- --- 977 601 1.63 43 237 -:15
1972 ................ 1,122 606 1.85 119 279 .43
1973 --------------- 1,209 626 1.93 150 282 .53

1 txcludes Amtrak.
2 NROI plus other Income, after miscellaneous deductions; amne as income avail-

able for fixed charges.
Does not include allowances for repayment of principal.

Sources: Association of Anerican Railroads and "Moody's Transportation Man.
ual."

i0 Fixed charges here are used parallel to Moody's Transportation
Manual and do not include Interest charges on hired equipment and
Joint facility rents. Total fixed charges do not Include allowance for
repayment of principal.

COVES ASSES CiNS A'RCA ,Atl
.. O S DS~~T ATE
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e age, suggesting that the Eastern District is only a
more extreme example of negative financial trends in
the railroad industry. Itis interesting to note that fixed
charges in the troubled Eastern District rose by 73 per-
cent in the past decade, only slightly more than the
overall U.S. figure increased.

:As must be anticipated from the Eastern figures and
the occurrence of several bankruptcies, the USRA bank-
rupt carriers in aggregate have not generated sufficient
income to cover fixed charges in any year tabulated and

- are therefore insolvent. The negative ratios of the last
four years indicate a consolidated deficit before any
fixed charges at all were covered. The PC in particular
did not cover fixed charges in any year since 1966,
though some of the smaller companies were able to
do so. Table 4 shows the supporting data.
TABL.a 4.-Total income, fixed charges, and fized charg& coverage

- ratio for Class I railroads, Eastern District subgroups

(Dollar amounts in llions]

USRA bankrupts Other eastern

Years
Total Fixed Cover- Total Fixed Cover-

Income charges age ratio Income charges ago ratio

1967 .-------- $81 $117 0.69 $245 Silo 2.23
1968 --------------- 81 128 .63 252 111- 227
1969 ---------------- 49 150 .32 242 114 2.12.
1970 --------------- -195 170 -L15 214 120 Lo"g
1971 ---------------- 150 163 -. 92 193 124 150
1972 ---------------- 108 156 -. 66 222 123 L60
1973 ----------------- 79 160 -. 49 229 i 1.63

Note: See notes to Table 3.

Cash Flow
The level of cash flow is more important than the

coverage filures discussed above in determining the
technical ability of the railroads to meet fixed charges
with internal fumds, becanise it more accurately reflects
the flow of funds accruing to the firm from operations
by correcting for the fact That net income figures reflect
-many non-cash bookkeeping entries.

Figure 3 shows ordinary income and cash flow based
on ordinary- income for all Class I railroads. Ordinary
income (net income before extraordinary charges) had
fallen precipitously in the latter half of the 1960's and
has only partially recovered in the past three years of
*nproved earnings. Cash flow from Class I railroads
has dropped, but not as sharply as NROI, and the in-
clusion of depreciation reflects a flow of funds sufficient
to cover fik~d charges by a substantial-margin and allow
some debt repayment-or internally -financed capital
projects.

However, the level of cash flow has generally not been
sufficient to cover gross capital expenditures, especially
in light of dividend payments (discussed later). The
ratio of fixed charges to cash flow has also been rising

FIGURE 3

ORDINARY INCOME' AND CASH FLOW 2

FOR CLASS I RAILROADS 1960-1973 -

60 61 62 63 64 65 66 67 68 69 70 71 72 73

YEAR

1 ORDINARY INCOME IS RET'-NCOME BEFORE
EXTRAORDINARY ITEMS.

2 CASH FLOW BASED ON ORDINARY INCOME
PLUS DEPRECIATION ACCOUNTS FOR ROAD
AND EQUIPMENT. EXCLUDES RETIREMENTS

SOURCE: ICC TRANSPORT STATISTICS; U. S.
SENATE, COMMITTEE ON COMMERCE;
THE PENN CENTRAL AND OTHER
RAILROADS

sharply over the past decade. For Class I railroads the
ratio rose from 27.5 percent in 1964 to 58 percent" in
1970, and it has not fallen much in the most recent years.

Table 5 shows ordinary income cash flow for Class I
railroads in the United States and the Eastern sub-
groupings. The Eastern District again shows a substan-
tially more precarious financial condition, with essen-
tially no cash flow in 1970 and 1971. The consolidated
USRA. bankrupts have been unable to record positive
cash flow since 1970, and PC has not done so since 1968.

Negative cash flow signals an inability to cover fixed
charges with either net income or depreciation allow-
ances and signals serious insolvency. Other regions have
experienced weak cash flow and sharp increases in the
ratio of fixed charges to cash flow. Generally, cash flow
has not bedn sufficient to finance new capital investment
or pay dividends on equity shares in recent years.
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TAnrE 5.-Ordinary incon cash flow 1 for Class I railroads

Eastern District railroads
United
States

All USRA Other
Eastern bankrupts 3 Eastern

1087. ..................... 1,338.4 370.5 88.0 282.5
1968 --------------------- 1,363.1 364.0 73.1 290.9
1969 --------------------- 1,289.1 289.5 17.9 271.
1970 -------------------- 1,025.7 [4.0] [247.3] 243.3
1971 --------------------- 1,155.3 20.1 [199.5] 219.6
1072 -. ..------------------ 1,247.9 102.4 [149.91 25.?3
1973 --------------------- 1,368.0 130.9 [130.8] 261.7

I Ordinary Income before extraordinary items, plus depreciation, but excluding
retirements.
2 Excludes Amtrak.
'6 bankrupts, includes Erie Lackawanna, but excludes Lehigh and Hudson

River Railroad as non-Clas . *

Note: Figures In brackets indicate deficit.

Sources: ICC "Transport Statistics" (partly from FRA tapes), Moody's.

A look at cash flow in relation to equipment invest-
ment will dramatize the financial -woes of the railroad
industry. It commonly is perceived that shortages of
rolling stock are an important detriment to expanded
freight volume and improved service quality,, Assum-
ing that minimal rail investment policy will require
replacement of rolling stock currently in operation (if
not an expansion to resolve shortages), a financial ana-
lyst has compared cash generation per car owned to the
cost of a unit of rolling stock.'5

Figure 4 shows that the annualized cash cost per new
unit of rolling' stock has been rising rapidly land sur-
passed $2,300 in 1968, whereas the- cash flow per unit
owned (here defined as NROI plus depreciation plus
federal income taxes) has not been -above $1,300 per
car for Class I railroads between 1950 and 1973.

It comes as no surprise to find the Penn Central with
rather low unit cash flow which turned negative in the
late 1960's, but the Class I railroads overall have only
been generating about one-half the funds necessary, and
the cash flow per unit has shown no tendency to keep
up with rising acquisition costs.

Most individual railroads are not generating enough
cash flow with current utilization and revemes to re-
place existing rolling stock, much less to continue other
capital improvement programs and pay dividends. The
number of freight cars owned and leased by Class I
railroads did in fact decline, over the 1960's from about
2 million to 1.8 million and had continued to fall to
nearly 1.7 million in 1973.

Dividends

In the face of declining earnings and cash flow, Class
I railroads increased the level of dividends paid over

u Utilization of rolling stock may be equally or even more important
2Harry S. 3Ielslabn, "The Present Plight of the Railroads". No

attempt was made to update the rolling stock cost, since the Insuffi-
ciency of earnings was apparent. '

FIGURE 4

COST TO REPLACE ROLLING STOCK VERSUS
CASH FLOW PER UNIT OWNED, ANNUAL BASIS,

CLASS I RAILROADS AND PENN CENTRAL.

2000 j-

-1000I
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CLASS I
RAILROADS,

PENN

CENTRAL

1970 1973

ANNUAL CASH FLOW
PER UNIT OWNED
(PRE-FEDERAL INCOME TAX)

SOURCE: HARRY S. MEISLAHN, "THE PRESENT
PLIGHT OF THE RAILROADS."

the 1960's. Cash dividends reached a high of $516 mil-
lion in 1969. The payout ratio of dividends to ordinary
net income is, shown in Figure 5. After remaining in
the 50-70 range as a percent of ordinary net income in
the early 1960's cash dividends of Class I railroads rose
sharply from 1967 onward, and were. in excess of net
income in 1970 and 1971.

Figure 5 also shows the dividend payout ratio for
the Eastern District and for the two partners in the
Penn Central merger, the PRR and the NYC. As earn-
ings fell fromli967, dividends were relatively stable, and
the Easterfn District payout ratio rose dramatically,
with dividends in 1969 amounting to 734 percent of ordi-

'nary income. Further, the two merger partners, wh6se
payouts were not very different from all Class I rail-
roads in the early 1960's, Continued to pay high divi-
dends in the face of disappearing earnings, and NYC

| , ' , I I

!



FIGURE 5

CASH -DIVIDENDS AS A PERCENT OF ORDINARY
INCOME, 1963-1973, CLASS I RAILROADS, EASTERN

DISTRICT RAILROADS, PRR AND NYC.
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A PRR& NYCWERE MERGED IN 1968 INTO THE PENN
-CENTRAL WHICH HAD POSITIVE DIVIDENDS ON
NEGATIVE ORDINARY INCOME IN 1968 AND 1969,
NO DIVIDENDS THEREAFTER.

, EASTERN DISTRICT RAILROADS HAD-POSITIVE
DIVIDENDS ON NEGATIVE ORDINARY INCOME
IN 1970-1973.

SOURCES: ASSOCIATION OF AMERICAN RAILROADS;
MOODY'S TRANSPORTATION MANUAL

dividnds hit an astronomical 1,747 percent of income
before income turned negative. Dividends continued to
be paid in the face of losses in 1968 and 1969 and repre-
sented a considerable cash drain on the foundering Penn
Central.

It is clear theta substantial portion of the available
flow of funds has been diverted to dividends, though
-resumably funds are needed for capital betterment in
the industry. This is true for -all Class I railroads as
well as the bankrupts. The maintenance of dividend
levels does serve to keep equity issues attractive, and to
the extent that management decisions promote the inter-
ests of the equity holders (owners), dividends could sub-
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stitute for earnings growth while allowimg gradual dis-
investment from a declining industry.

Very little new funding has been done through equity
issues so the attraction of new capital is not u likely
motivefor high dividends. The payout ratio does reflect
to some extent the corporate structure of the railroad
industry; ownership of subsidiary rail companies has
been common practice, and dividends would facilitate
transfers of funds to more profitable endeavors. Thus, it
is evident that a sizeable portion of the flow of funds
available to the rail industry intentionally is being paid
out in the face of apparent internal needs for capital
Surely, this is a donsequence of very low level of profits
in the rail industry and is not unique to the Eastern
District

Working Capital ,

The end result of many years of desperati financial
problems in the Eastern District, along with moderate
declines of a similar but less immediately severe nature
for the entire railroad industry, has been a sharp re-
duction in net working capital for Class I railroads,
especially severe since the mid-1960's. N{et working
capital for all Class I railroads, excluding materials and
supplies and before impending debt maturities,
av shown in Table 6, amounted to $678.7 million in 1952,
$640.8 million in 1962, but only $21.1 million in 1972.

Many individual railroads show deficits in this short-
term capital measure, and Class I railroads have shown

TABLr. &.-Nel working capitalI and current ratio for Class I

railroads

Eastern District railroads

United An USRA Other
States' Eastern bankrupts ' Eastern

Net Net Net Net
work- Car- wok- Cur- work- Cur- work- Cur-

Year Ing rent tug rent jg rent Inz rent
-ratio at rUD pi ratio capital ratfo

1947.. .. 807.6 L8 1-6 L59 , ........
1 ................. 6" 7 L67 121.3 L§0 ...... ..--
M19 ................. =.4 LC 125.1 L593
2 .......--- --------. 48 L9 37.8 L23

................ 270.3 L33 [42.51 L7 (73.61 LOB 31.1 1-27
.................. 1'.7 L25 114M71 1.5 1. 1 .0o 13.9 L21

1IM9............... 1 L.20 114D.121 L-OG [M120 .97 (1371 LIS
................... o,9.1 L23 I .LS LI [2L.1 1.14 (271.3] 13

IM ............... 14.3 L19 [10&41 LOS [E8-61 LO0 15.8] L15
1............... 211 LIS 1107.11 LOG 137.21 .91 MO. L20
193:..........191.1 L-27 119.31 t2.3 [11161 .177 91.3 .1.25

I Current ants (exclduve of mater and supplies) less curent ablitIes (before
tropendinsmatuite).

2 Eatlooicurrentnets(andtse)tocuzrctllabilitles.
SEcludes Aatru.

I0 bankrupts, Inclndes Eris Lackawana, but excludes Lehigh und Hudson River
Railroad as na-Cl L

Note: Figures G brackets Indicate denet.

Sources: Association or American RaIlrcads; ICC "Trnsport Statistics" (Partly
from PRA tape); "Moody's Transrta ion Manual"

249 .
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debt maturing within one year (not included in current
liabilities) exceeding working capital since 1966. A
major improvement during 1973, increasing to $194:1
million, can be traced to a large expansion of long-term
debt in the Southern District and reduced deficits in
working capital in the east.

The net working capital of the Eastern District has
been negative since 1967, and the six Class I USRA
bankrupts have also shown negative net working capital
as well as a current ratio (current assets to current lia-
bilities) of less than unity. The "Other Eastern" car-
riers showed a weakness in working capital in 1969-
1971, but they have maintained a current ratio above
unity and have recovered sharply in the last two years.
It should be noted that many industrial corporations
were able to reduce their levels of net working capital
during the 1960's, presumably reflecting tighter control
on short-term balances and stable growth patterns in
the economy, yet the sharp decline in the railroad. in-
dustry's short-term financial position is much too dra-
matic to be explained by such economies.

Summary
Several measures of the financial condition of the

,'ailroads have been examined, with attention to Class I
overall and subgroupings of the Eastern railroads. The
earnings from railroad operations and the rate of re-
turn on net investment provide a clear picture of in-
sufficient earnings for the bankrupt carriers under
USRA auspices. The Penn Central has been recording
operating deficits since 1967, and the rate of return
levels for "Other Eastern" carriers has not been par-
"ticularly encouraging.

The 1973 rate of 3.04 percent for all Class I railroads
is hardly attractive for new investment. Short-term
financial problems also will render it much more diffi-
cult to find capital for long-term expansion, when earn-
ings are so poor as to render every year a crisis period
in covering fixed costs and require continual refunding
of debt. General shortages in capital markets in the face
of pressing investment requirements across the economy
could leave many railroads with no lender of last resort
other than the federal government.
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APPENDIX C

Industry Structure
A tentative operating structure was defined for each

option described in Ohapter 3. The objective was, to
quantify as many elements as possible, including such
factors as: system size, including route and track miles;
fleet size, includingnumber of locomotives and cars; op-
erating patterns, including train miles and locomotive
unit miles operated; yarding functions required, includ-
ing location and level of activity; the estimated service
level for carload and intermodal traffic; the financdial
performance of each system, including profitability,
cash flow and level of invetment (both government
and private); the impact of each structure on competi-
tion, as ifieasured by market share and each county now
served by a potential ConRail.candidate carrier; and
the estimated impact of each structure on solvent car-
riers -and existing traffic flows in the Region.

Steps in the, Analytical Process

ConRail I (excluding EL) was used as the base cise
in.the analysis; the inefficiency of bankrupt cqrriers
made any comparison with present services inconclu-
sive. Therefore, an efficient ConRail I option was de-
termined, with identification bf all the specific factors
listed above. For all other structures it was assumed each
would be operated as efficiently as possible. For exam-
ple, on the north/south split, the duplication of te-
ininals and trackage which existed prior to the merger
was not recreated; rather, *a new "unmerged" system
was synthesized which relied heavily on joint usage of

track and facilities to minimize operational cosft. With-
out this basic assumption, it would be quite easy to load
the answer against any structure except ConRail L

The basic building block ior analysis was the 1973
tMaflc flows and the estimated traffic growth factors
from Templp, Barker & Sloane. In deriving the ConRail
I baseline case, the present flows were adjusted to reflect
operating changes which could occur with a merger of
the carriers. The Marketing Group at USRA also
studied the traffic flow information to determine what
flows could be rerouted to ConRail long-haul opera-
tions and made estimates as to the amount of traffic
which could be diverted.

Rail operations involve complex interrelationships be-
tween local switching, intermediate switching and the
operation of mainline trains, and at every step there is
a trade-off between capital requirements (yards, main
and secondary tracks, locomotives and cars) and labor
(road crews, crews at classification yards, local switch-
ing crews, maintenance of way forces, maintenance of
equipment forc.es). The process is described in detail
in Chapter 5.

Once the ConRail I baseline case was defined in a
marketing and operational sense, then each of the other
options was derived by adjusting the base ConRail I
information. For example, with the vertical split at
Selkirk (Albany) and Enola (Harridburg)," adjust,
ments had to be made in both costs and revenues. Some
moves were local to the eastern terminal district, many
moves were local to the lines west, but a significant

251 '
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portion crossed the boundary between ConRail East and
West and revenue apportionment was- therefore
necessary.

Similarly, the specific costs of maintenance, rehabili-
tation, road operations, switching operations and classi-
fication operations had to be assigned to either the Con-
Rail East or to ConRail West. Further adjustments had
to be made which reflected additional activity that might
occur because of-the split, e.g., additional switching at.
Selkirk and Enola. Again, adjustments in revenue were
necessary, for example, opening this large terminal dis-
trict to direct access by Norfolk & Western and Chessie
System has a potential for diversion" of traffic which
presently originates on PC lines in Newark and Phila-
delphia (for example) and is destined to Chicago or St.
Louis. -,.

Once the revenue and forecasts were made and the
cost factors identifiedby account, -these basic revenues
and operational factors were utilized by Financial Plan-
ning in determining profit (or loss) for each of the
structures, and, ' ithin each structure, for each compo-
nent element, e.g., ConRail North profit (or loss) versus
ConRail South profit (or loss), the cash flow and invest-
ment requirements, both public and private. There are
any number of financial options which are possible in
terms of method of funding, interest rates, inflation fac-
tors, etc.; these 'are explained in detail in Chapter 14.
Each comparison between structural options was made
on a consistent basis.

The competitive impact 'of each of the alternative
structures was analyzed by considering originations and
terminations in the affected areas. County-by-county
analysis was completed for the states of Pennsylvania,
New York, New Jersey, Connecticut, Rhode Island and
Massachusetts to determine how various combinations
of bankrupt carriers would change competitive levels.
The presence of solvent chrriers elsewhere negated the
need for such detailed analysis in other states. The com-
petitive analysis focused on the issue of the level of
market dominance created thrdugh each of the various
structures and the distance from the individual county
to the nearest competitive point iwhere use of intermodal
services or short hauling, etc., could be utilized.

In determining impact on other carriers, the initial,
analysis dealt only with the Norfolk & Western, Ches-
sic System and Erie Lackawanna. Discussions were held
with these carriers, and estimates received on how much
revenue ,might be vulnerable under the ConRail I
change. Estimates as to impact under other structural
options were made by USRA's staff."

The-above describes those items where an attempt was
made to quantify the differences between the structures.
Given the complexity of the industry structure decision
and the ramifications of the various alteriatives, no
analytical technique gives a complete answer. For this.
reason, the options were identified in the USRA Annual
Report so that public discussions could be fostered.

Members of the staff discussed the options with ship-
pers, rail carriers in the Region (both bankrupt and sol-
vent), state transportation representatives and members
of the academic community. It was in this public dis-
cussion that the identification of certain options upon
which individuals could focus was invaluable, as indi-
viduals and gioups tended to hold fairly firm opinions
on each of the structures presented and pi'ovided spe-
cific reasons why they liked or did not like certain as-
pects of each. It was not the acceptance or rejection of
any concept (few accepted any concept unequivocably)
which was so important, but rather the reasons given.

From the argumentation, it became possible to de-
velop some idea of the basic elements of a solution. In
addition, the public response was such that the early
USRA decision to drop the Middle Atlantic Rail alter-
native from the detailed analysis clearly was determined
to be a mistake. It was decided'in early December to
begin a detailed in-house study of the concept (one such
analysis had been done by a consultant 1 but this ana-
lytical effort was overtaken by events-the admission
by the Erie Lackawanna that it could not be reorga-
nized under Section 77 and its request that it be
reorganized under the Act.

Change in the status of the Erie-Lackawanna had a
significant impact on the industry structure decision.
Prior to this change, the evidence was clear that any
structural alternative which significantly strengthened
either ConRail I or the present solvent carriers would
first and foremost impact on the Erie-Lackawanna. For
example, it had become obvious that a possible transfer
of Lehigh Valley route to either Norfolk & Western or
Chessie, or a structure which essentially' set up the Le-
high Valley as a feeder to one or both of those lines,
would have serious ramifications upon Erie-Lacka-
wanna. Change in the status of EL eliminated the need
for certain very difficult decisions but presented new
issues to be resolved.

Evaluating the Alternatives

The following is a detailed description of each of the
operating structures considered by USRA: ConRail 1,
ConRail I Plus Neutral Terminal Companies, ConRail
East and West, and ConRail North and South. In addi-
tion, the Middle Atlantic Rail concept is discussed,
despite the fact that no analysis was completed. Each
of the structural alternatives includes discussions of
service and operating patterns, implications for com-
petition, impact on solvent carriers, the results of the
operational and financial analysis, RSPO and other
public comments and the ramifications of the collapse
of the Erie Lackawanna. The discussion concludes with
USRA recommendation for each structure.

ConRail I contemplates first merger and then re-
habilitation of all the carriers under the Act (but

I Strong, Wisbart & Associates, Inc.
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not EL). As originally envisioned, this option
should have resulted in the maximum reduction in dup-
licaie fa ilities and thus solved the most critical -problem
of finding the money ihd material to rabuild the fixed
plant of the bankrupt carriers. It was presumed that
this option would also offer the greatest opportunity for
increased efficiency and utilization of equipment and
therefore greater productivity of owned equipment and
'increased rents for foreign cars. Additional economies
were anticipated as a result of the more concentrated
traffic flows resulting from the dominant market share
which ConRail I would enjoy along the eastern sea-
board."

As delineated, the'operating structure would consist
of a merger of the-Penn Central, the Reading, the Le-
high Valley, the Central of New Jersey, the Lehigh &
Hudson River and the Ann Arbor. The ConRail I op-
erating structures studied would have eliminated the
Lehigh Vall6y as a main route north of Wilkes-Barre
(but maintained it for north/south flows south of that
point) and allowed for elimination of duplicate main-
lines from the Harrisburg area into Philadelphia and
Newaik, making maximum utilization of the more
favorable Reading route via Allentown for east/west
routes.

Yard operations in the Harrisburg, Allentown, Phil-
adelphia and Newark area would be integrated, with the
best existing facilities being upgraded. It wqs original-
ly thought that a significant amount of traffic originat-
ing on-the lesser bankrupts could be rerouted for Con-
Rail long haul; after an analysis of the traffic flows, it
was apparent that this potential was significant but not
overwhelming. The major traffic flows are eastbound
and the present solvent carriers control the routings.

-The ConRail I alternative, therefore assumed that
major interchanges would continue to exist at Buffalo
and at Lurgan; the operating plan was developed ac-
cordingly.

Despite the fact that it was assumed that major gate-
ways would.be continued, the potential exists for a
ConRail-rail service monopoly. The major impact is
in southeastern Pennsylvania and central New Jer-

sey-an area roughly bounded by Harrisburg, Allen-
town, Elizabeth, thence south to Trenton and Philadel-
phia. For example, the balance in Philadelphia and
Montgomery Counties in Pennsylvania wouldshift from

a 49-51 percent split between Reading and Penn Central
originations and terminations to 92 percent ConRail I
(Chessie has the remaining 8 percent) and 99 percent
in Northhampton County (the Allentown, Betllehem-
Easton area). Middlesex County, New Jersey (New
Brunswick area) would shift from a 55 percent Penn
Central share to 91 percent for ConRail I.

The impact on solvent carriers is rated as moderate.

USRA estimates the total revenue diversion resulting
from shifting traffic off the smallef bankrupts onto a

ConRail long hauil would be in the range of $50 to $100
million. This figure has been essentially confirmed by
the solvent carriers themselves. Chessie would suffer
some loss of traffic over the Lurgan Gateway for east-
west mavements and from north-south traffic now mov-
ing betweefi the Newark area and the Potomac Yard
Gateway (Alexandria, Va.). Norfolk & Western's major
loss would be the Lehigh Valley interchange at Buffalo
including in all likelihood the present through con-
tainer movements on that route; loss of some "Alphabet
Route" traffic at Connellsville is also likely. Erie Lacka-
wanna would lose Port Newark traffic off the Central
of New Jersey and traffic from the Reading connection
at Rupert (Pa.).

Because of its tenuous financial condition, this loss,
while modest, would probably be the most severe of any
of the carriers. As the ConRail I planning assumes that
the Wilkes-Bzrre/Allentown/Philadelphia route will
be maintained for through service, the Delaware &
Hudson should remain competitive for north-south
flows, although the Lehigh Valley's being eliminated
as an east-west carrier would deny D&H one of
their two interchanges for east-west traffic. There
was little evidence that this would be detrimehtal, pre-
stming that the Erie Lackawanna remained open to the
west:

It must be noted that the USRA operating plan con-
templated leaving the major junctions open, but this
fact by itself does not guarantee the position of the
present solvent carriers. ConRail I will be an inde-
pendent entity and could seek to close routings in the

-future. Therefore, the risks exist that certain major
flows would be affected.

The 'operational and financial results indicate that,
of the operational structures analyzed, ConRail I has
the best financial results. These results however are not
-ufficient to call ConRail I a truly private sector solu-
tion. The federal funding requirements are well in ex-
cess of the Act and it appears that there will be govern-
ment involvement for a long~duration. As noted above,
these results for ConRail I are not based on significant
traffic diversion. IVhat ConRail I can achieve is a ra-
tionalization of the debilitated route structure east of
HArrisburg, and it has maximumn flexibility in develop-
ing more efficient Yard and switching operations along
the eastern seaboard-largely by making use of yards,
such as En~ola and Conway as staging areas for the
east coast cities. ElIihination of duplication und use of
the best remaining facilities are therefore the critical
elements in its relative performance.

In terms of implementation, ConRail I is not assessed
to be a difficult merger to implement. It represents the
folding of a number of the smaller carriers into one
large carrier-the type of merger which historically has
been the easiest to consummate. The process, to be
effective, would nevertheless require several years.
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Comments by the Rail Services Planning Office, ship-
pers, rail carriers and members of the general public
indicate grave reservations about the Conail I alter-
native. The RSPO notes that "as a result of ConRail's
virtual monopoly on the major traffic generating area
of the east, traffic now handled by the competing line-
haul carriers would no longer be readily available to
them." It further notes that the "impact on Erie Lacka-
wanna ... would almost certainly be devastating."
RSPO expressed a special concern over the lack of alter-
native competitive north/south routes ; as noted earlier,
USRA's operating plan allowed c6ntinuation of the
Philadelphia to Wilkes-Barre link, but certainly the,
potential exist for ConRail closing it in tlm future.

The State of Pennsylvania was especially vocal in its
objection to the monopoly created by ConRail I in
southeastern Pennsylvania. New York State expressed
less concern provided that some means was found to
strengthen the Erie Lackawanna (a comment made of
course before the Erie Lackawanna's collapse). Dela-
ware & Hudson expressed special concern over the po-
tential loss of the north-south route. Chessie and Nor-"
folk-& Western were concerned about possible diversions
of traffic, but their greatest fear was ConRail I would
emerge as a government-financed competitor which,
once rebuilt, would severely undermine their competi-
tive position.

The effect of the Erie Lackawanna change makes all
of the above objections to ConRail I even more telling.
So long as the Erie Lackawanna remained as a competi-
tor, then tie Northern New Jersey markets had competi-
tion (Erie Lackawanna counts for 35 percent of the
originations and terminations in the Newark SMSA),
New York state had a competitive alternative along the
southern tier and competition would have remained in
Utica and Syracuse. Had Erie Lackawanna remained
independent, then Delaware & Hudson would have a
connection for its east-west traffic--a route which is
important not only to D&H but also to Boston & Maine
and its eastern connections.
I With the inclusion of Erie Lackawanna iii ConRail I,
the Boston & Maine would essentially be turned into a
feeder to the ConRail system at Selkirk (Albany); the
Delaware & Hudson would lose its base traffic volume
and probably would no longer be able to continue as an
independent entity; Northern New Jersey would join
Central New Jersey and Southeastern Pennsylvania as
being a complete monopoly area; and most of New York
State and Northeast Pennsylvania would be denied
rail-rail competition. In effect the monopolistic area of
the original ConRail I concept-roughly a triangle
from Harrisburg to New Brunswick to Philadelphia-
would be expanded to encompass virtually all of New
Jersey, New York and Pennsylvania with. the inclusion
of EL into CRC. I

It was the conclusion of the Association that, even
discounting the impact of the Erie Lackawanna and its

possible inclusion in the CRC I, the CRC I concept was
too insensitive to adequate rail competition in key mar-
kets. The monopoly power of the railroad in these mar-
kets would perhaps bojustified if the financial viability
of ConRail I was dependent on the achievement of this
monopoly position.

ConRail I/Neutral Terminal Companies

The ConRail I/Neutral Terminal Company structure
was .originally proposed as a means of assuring con-
tinued competition in certain, key markets along the
eastern seaboard without the attendant duplication of
facilities and operations which would otherwise result.
ConRail I would have to be formed in the same manner
as outlined previously, Wvith the exception that neutral
terminal companies would be formed in' the Newark/
New Brunswick area, in the Philadelphia metropolitan
area and perhaps in the Allentown area. As envisioned,
these terminal, companies would be jointly used sub-
sidiaries of the line haul carriers serving the mArkets.

The operating pattern studied would have had Ohes-
sic System with access to Philadelphia (from the south
over its own line, or from the Harrisburg area over
trackage rights or joint facilities with ConRail through
Reading), and either the Norfolk & Western or the
Chessie System with access into the Newark area; Ches-
sic over the present Reading/LV and Norfolk & West-
ern would *have access from Buffalo over the LV. This
structure also presumed that the Erie-Lackawanna
would not open up its traffic in the Newark area, and
therefore the neutral terminal company would not be
all inclusive.

As compared to the present situation, competition
would be somewhat diminished as many lesser markets
would have singlp carrier service only. The major mar-
kets of Newark, Philadelphia and Allentown would,
however, gain a greater degree of competition than ex-
ist to day. Except for Jersey City, these markets do not
have reciprocal switching; thus a shipper located on the
Penn Central, for example, must generally route traffi
over that carrier to the first open junction.

With the neutral terminal company, a shipper pres-
ently on the Penn Central could route traffic out di-
rectly on either Penn Central (ConRail I) or Chessie
System; similarly a shipper on the Reading could route
either Chessie or ConRail direct. Clearly this structure
is more competitive than the ConRail I alternative and,
even compared to today's situation, would represent
increased competition in the major markets.

With the exception of Erie Lackawanna, the impact
on solvents of the ConRail I/Neutral Terminal Com-
pany option was judged to be minimal. Both Chessie
and Norfolk & Western would gain direct access into
the major eastern seaboard markets and could provide
single carrier service witlout reliance on bankrupt
connections.



In addition, all industries would be "open?' in these
major markets and, because Penn Central tends to be
the largest carrier in both markets now, Chessie and-
Norfolk & Western: potentially could gain traffic at Con-
Rail's expense. This threat of diversion is especially
critical in the early years wh n ConRail's debilitated
plant and equipment shortages would place it at a com-
petitive disadvantage.

-The impact on Erie-Lackawanna would be negative.
While that carrier could have participated in addi-
tional Newark area traffic, this would be offset by addi-
tional single-carrier competition between Newark and
the midwest. This additional service could be an es-
pecially critical factor for service sensitive TOFO traf-
fic. -In addition to the Erie Lackawanna's potential
problems, the possibility of ConRail severing the
Wilkes-Barre-to-Philadelphia competitive link and
isolating Delaware & Hudson's north-south flows re-
mains a possibility under this alternative.

From an operational and financial point of viewvthe
CoRail I/Neutral Terminal Company option was
assessed as only slightly-worse than the ConRail I struc-
ture..The neutral terminal concept would allow termi-
nal rationalization in the major markets, 'and provision
of solvent carrier access over trmckage rights would
eliminate the requirement for duplicative mainlines
(except for the present Lehigh Valley main from Sayre
to Buffalo, if the Norfolk & Western or Chessie were
provided access from that Gateway)."

There would be an increase in yard switching hours
at the neutral terminals resulting from the requixement
that cars be sorted into and out of line haul trains in
the terminal area rather than making direct moves to
larger and potentially more efficient classiflcation facili-
ties such as Rutherford and Enola. Also, there would be
a slight increase in car requirements due to less efficient
handling between line haul carriers and the neutral
terminal companies at these points, -as there would be
some division of responsibility at the operational level;
the priorities for the terminal company would not
always mesh with that of the line haul operator.

Implementation was not judged to be a serious prob-
lem. More entities would be formed than with ORCI
but they would be relatively small, controlled by the
line haul companies and would encompass areas requir-
ing specialized management under any configuration.

Overall, the Rail Service Planning Office comments
and those received from shippers and the general pub-
lid were much more favorable towards this solutiorr
than that of ConRail I, as it began to solve some of
the competitive problems. There was some doncern ex-
pressed regarding the possible deterioration of service;
the experience of many shippers with neutral terminal
companies has not been good. Additional concern was
expressed regarding the level of surcharges which these
terminal companies might have to impose to cover their
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costs. While these terminals are costly to serve the same
can be said for most highly congested urban terminal
areas, whether on the eastern seaboard or in the midwest
or on the west coast.

To the extent that certain terminals may be un-
profitable, it is probably more a function of the type of
traffic handled than the fact that it originates or termi-
nates in a major urban area. For example, the major
eastern seaboard population centers are important re-
ceivers of agricultural commodities, such as fruits and
vegetables, which historically move at low rate levels.

The failure of the E rieLachawanna andpotiniial loss
of competition in Northern, New Jersey makes the Con-
Rail I/keutral Terminal Company option much more
attractive. The EL's failure also renders moot the issue
of whether a solvent carrier should have access to the
Newark area because of the impact on EL. While the
neutral terminal concept does tend to solve the Newark
competitive problem, it does not resolve the question of
competition in New York State nor the continuation of
a friendly connection for the Delaware & Hudson at
Binghamiton for east-west. The change in EL's status of
the Brie thus makes the concept more compelling but
renders the implementation more difficult.

It was the conclusion of the Association that the
basic objective of the ConRail I/Neutral Terminal Com-
pany option-that of maintaining competition in im-
portant markets while minimizing the duplication of
mainlines, terminal facilities, and operations is a start
towards a possible resolution of the structure problem.
It was the Board's assessment however, that the precise
operational plan outlined would require substantial re-
vision in light of the.Erie Lackawanna situation. Also,
the Association was reluctant to create new institutions
which would be a barrier to the efficient functioning
of the line haul carrier.

ConRail East and West

As originally envisioned, this option would respond
to the unique operating environment of an area in which
the majority of duplicate services and facilities of the
bankrupt carriers are located and in which the North-
east Corridor Passenger Improvement Program will
restrict current patterns of freight operations. The alter-
native organizes ConRail East as a major terminal
operation in the area east of Albany and Harrisburg;
ConRail West would be a separate entity consisting of
the Penn Central lines and the Ann Arbor. ConRail East
would provide all switching services for cars originating
and terminating in the area and would then provide line
haul service to the major interchange points of Selkirk,
N.Y. (Albany), Allentown, Enola (Harrisburg, Pa.)
and Potomac Yard (Alexandria, Va.)

At each of these Gateways, connecting services would
be available from two or m6re carriers. The boundaries
were drawn to encompass the lines of the former New
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Haven and Southern New England (except those in the
Boston area), the Hudson and River Divisions of the
Penn Central as far as Selkirk, thence a line east of the
Delaware & Hudson/Lehigh Valley main line to Allen-
town. Allentown would be in the ConRail East area
from that point, CRC East would go to Enola and then
turn southeasterly to the Penn Central's Columbia and
Port Deposit Branch to Perryville.

The Delmarva peninsula Was assumed to be in CRC
East. Finally, it was assumed that ConRail East would
have the responsibility for all of the present Penn Cen-
tral's north-south traffic moving ,between Selkirk,
Newark, Philadelphia and Washington. Baltimore and
Boston were excluded from the CRC East as they have
competitive services.

On long haul traffic, more competition would be avail-
able than now exists for shippers within this geographic
area. Conversely, for short. haul traffic (such as New
Haven to Baltimore); ConRail East would enjoy a total
monopoly. The routing options for a shipper at Phila-
delphia would be even more extensive than would-be the
case if a neutral terminal company existed. For ex-
ample, a shipper now' located on the Penn Central in
Philadelphia would live an option of routing a" car to
Harrizburg 'where tro carriers (Chessie aild ConRail
West) would be available, or the car could be routed
to Allentown for delivery to the Norfolk & Western.

Similarly, a shipper in New Haven, now captive
on the Penn Central's system, would have the capability
of sending a car destined fof Chicago to either Selkirk
or Allentown or Harrisburg and would have a choice
of ConRail West, Chessie, Norfolk & Western or (prior
to its failure) the Erie Lackawanna for line haul move-
ment. Thus, the ConRail concept opens up a large area
to more competitive long haul service than exists today,
even though it would create a monopoly for the limited
number of short haul moves within the defined area.

Except for .the Erie Lackawanna and perhaps the
Delaware & Hudson -for its north-south flows over
Wilkes-Barre, the impact on the solvents would gen-
erally be favorable in comparison to what exists today.
A very large traffic base--some two million-plus car-
loads -originating and terminating annually--would be
pbtentially available; much of this traffic is now captive
to the Penn Central System.

The operational factors and the financial results for
ConRail East and West show a marked deterioration
from the ConRail I baseline. ConRail East functions
as a "giant New .Haven." Because of its size, it is un-
likely that it could be managed as a joint operation
under the managerial control of the connecting carriers;
its 5bjectives are not therefore likely to mesh with those
of its connecting lines.

This option allows virtually the same degree of plant
and terminal 'rationalization as with ConRail I, the
major deterioration in operating and financial perform-
ance is in the area of car requirements and switching.

This poor performance is due in turn to the balkaniza-
tion of responsibility; as a connector to many trunk line
carriers, ConRail East is really responsible to no one,
nor does it have great incentives to form a "natural
alliance" such as Boston & Maine has with Delaware &
Hudson.

Financially, ConRail East appeared to be a major
loser throughout the 10-year forecast. These losses were
not offset by profits of the western company; it was
about as profitable as the larger OliCI. By opening up
a large portion of the present east coast Penn Central
traffic base, the ConRail West could suffer substantial
traffic losses to both Chessie and the Norfolk & Western,
in addition, the rehabilitation costs are highly concen-
trated on ConRail West.

This structure -presents some implementation prob-
lems. It breaks through flows presently moving over the
Penn Central. ConRail East is formed by amalgamat-
ing most of the smaller bankruptswith the Penn Cen-
tral lines within that territory and, these Penn Central
lines must be sheared from the present operating com-
pany; an "unmerger" and a merger are occurring simul-
taneously. It is believed that the implementation prob-
lems are manageable, however, as the interface points
have been kept to a minimum and are located at yards
where there is already a significant amount of inter-
mediate switching activity.

Furthermore, the present Penn Central operational
management structure already recognizes the unique
pr blems in the east-especially those dealing with the
heavy flows of intercity passenger and commuter
trains-and thus, to a largo degree, an autonomous
management structure has alreadybeen developed.

While RSPO hadlittle to say about this,alternative
beyond a reference that it was largely an expansion of
the neutral terminal company structure, shippers and -
states had much stronger opinions. Both groups tended
to view ConRail East as an expanded version of the old
New Haven and expressed concern that it embodied the
worst of all possible worlds-a potentially monopolistic
attitude (unlike neutral terminal companies, the line
haul carriers would have little influence on its operating
policies) and a feeling that, if it failed, it would fail
on such a large scale as effectively to destroy rail trans-
piortation on the eastern seaboard.

Also, many shippers and states saw it as an attempt
to "contain" nationalization and visualized the ConRail
East company as being a permanent loser, forever on
the federal dole. The concept did receive considerable
support from'solvent carriers; they felt that the eastern
seaboard had so many problems in terms of passenger
operations and duplicative, obsolete facilities that it
would be a hopeless drain on profitability were they to
participate in any aspects of these markets. Thus, Con-
Rail East effectively walled off what they believed to be
an extremely high risk area (especially because of the
passenger service), while concurrently providing them
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with access to a far larger traffic -base than they pres-
ently enjoy.

As -was the case -with the nefitral terminal option,
. failure, of the Brie Lackawanna makes the concept

-easier to implement (EL had indicated no desire to
transfer its eastern properties to ConRail East), and
the difficult decision as to whether a solvent carrier
should be allowed access east from Buffalo to the detri-
ment of Erie-Lackawanna is avoided.

Inclusion of 'the EL into.' the planning process,
coupled with a ConRail East, 'would also allow exten-
sion of the solvent carrier from Buffalo with a mini-
mum of facility duplication. CRC East does not resolve
the basic dilemma of what to do with the Erie Lack-
aqanna route through Southern New York to Bing-
hamton. Th implications of a failure to solve this
acce.s problem could result in the ConRail East effec-
tively encompassing the Delaware & Hudson and
Boston & Maine as they would lack friendly connections
for their traffic.

In the judgment of the Association, the ConRail
East/Penn Central West solution should. be rejected.
The financial results indicate a high probability that
ConRail East effectively would be a nationalized feeder
system on the eastern seaboard. This, coupled with the
hostility of theeastern seaboard states to the concept,
make it extremely unattractive.

ConRail North and ConRail South

In the ConRail North and ConRail South alterna-
tive, consideration was given-to the immerging of the
Penn Central system. There is a large body of both pro-
fessional and lay opinion that the Penn Central merge'
was a mistake and that many of the difficulties of that
carrier can be ascribed to its size. This alternative would
break Up the Penn Central into two firms with route
structures roughly following the mainlines of the pre-
mergerP~nnsylvania and New York Central Railroads.

The smaller bankrupts would then be merged into
one of the two systems. The "operationul plans studhEd
assumed that the. Reading would be mergid with Con-
Rail South and that the Central of New Jersey, the
.Leigh Valley, the Lehigh & Hudson River and the
Ann Arbor -would -be merged with ConRail North. The
former New Haven properties would go to ConRail
North.

In developing this structure, a primary goal was to
hold duplication of plant and facilities to an absolute
minimum and to minimize fragmentation of traffic
flows insofar as was feasible. The huge cost of rehabil-
itation made it apparent that, were the Pennsylvania
and New York Central recreated in their former dupli-
cative fashion, there could be no possible financial jus-
tification for this alternative. Therefore, joint trackage
and joint terminal operations -were assumed wherever
possible, except for New York to Chicago and New

York to St. Louis, and the overriding goal elsewhere
'was to avoid fragmentation of traffic flow facilities. To
a large degree, the basic systentconfiguration, except for
the densest mainlines, was a. -derived function basea on
minimizing the fragmentation traffic flows.

Overall, some deterioration of service could be meas-
ured. For those flows which had to be interchanged; an
additional delay was added to the proces. 'Overall,
however, this service degradation was not assessed to
be very severe and not of sufficient magnitude to war-
rant rejection of the concept.

As the lesser bankrupts have been assigned to Con-
Rail N6rth or ConRail South in such a. manner as to
reduee duplication, the resulting competitive structre
is quite similar to that of ConRail I in that area east
of the Ohio/Pennsylvania line. The exception is the
Newark area where both carriers would provide serv-
ice. Philadelphia, as was the case with ConRail I, would
find itself virtually monopolized by the-ConRail South
system. There would be some additiohi in competition
in the States of Ohio, Indiana and Illinois, but this was
held to an absolute minimum to minimize costs and
because the solvent carriers' presence in these states
already provides adequate competition.

While competition, measured by market dominance
in individual markets, is not much different from ORG
I, there is an intangible factor which must be consid-
ered. Unmerging the Penn Central does provide two
carriers more similar in size to Chessie and Norfolk
& Western and thereby results in a system less likely
to affect adversely either of those carriers. Furthermore,
if only one of the resulting systems were to fail, it is less
likely to require major federal intervention.

The impact on solvents is judged to be about the same
as under ConRail I, given the alignment of smaller
carriers which has been set up. There is an offset to
this, however, in.that each of the solvent carriers would
tend to 'form a working relationship with ConRail
North (a likely partner would be Chessie for many
flows), and ConRail South would find 'friendly" con-
nections such as INT&W and DT&I. The primary advan-
tage, as noted above, would be that the solvents would
no longer be up against a system largely dominating
most market pairs in the Region.

The operational and financial results for ConRail
North and ConRail South are ihe least attractive of the
structures analyzed. Despite attempts to operate the
two systems as efficiently as possible, including joint
use of yards and tracks, the operation of run through
trains wherever practical, and actually building the
systems arounal the traffic flows as much as possible, the
results are significantly worse than for ConRail I.

Th fixed plant costs, including rehabilitation, stayed
approximately the same, reflecting the heavy use of
joint operations, but the introduction of two systems has
a significant impact on car turnaround times for certain
flows which now must be switched between railroads
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and also because flows are fragmented, e.g., heavy flows
between New York and Chicago are split between the
North and South systems. Furthermore, car rents go up
significantly because of the need of the two competitive
systems to maintain surplus cars for competitive
purposes.

In terms of the ability to implement, this is by far
the most complex structural option. Dismemberment
of a railway firm this size has never been attempted
before. Based on industry experience that effective im-
plementation of a large scale merger takes. approxi-
mately five _years (Seaboard Coast Line, Burlington
Northern), it is USRA's assessment that the unmerger
of Penn Central would take at least that long and
possibly could run to a full decade.

Stafing of the two separate entities is difficult, given
existing shortages of qualified management. Many of
the work functions have been consolidated since merger;
this structure would involve relocation of personnel;
work now concentrated at Altoona and Samuel Ray
Shop at Holidaysburg, for example, would be split with
a significant number of the skilled workers being re-
quired at a new major shop on ConRail North.

The RSPO expressed concern about the duplication
of facilities which would result from the ConRail North
and South split. Comments from state and local plan-
ners, from transportation economists and from a large
segment of the general public, however, indicate a broad
support for the unmerger alternative. This support
seems to be based on three factors: (1) the feeling that
the merger was a grievous mistake, (2) a fear that if
Penn Central stays intact and in fact grows somewhat
larger, another failure bf that company would likely
lead to nationalization, and (3) that unmerging of the.
Penn Central would provide better competitive balance
based on a four-system east competitive network.

It is further argued that the unmerging would allow,
eventually, amalgamation with the solvents in the re-
gion to produce a basic two-carrier system or facilitate
end-to-end mergers. While many shippers supported
the idea in the abstract, there was concern expressed
about whether it could in fact be implemented and a
fear of service deterioration during the implementation
process. Most rail carriers, even thoseathat stood to gain
competitively, were dubious about the possibilities for
implementation.

Erie Lackawanna's changed status complicates the
ConRail North and South structure significantly. The
EL does not fit with the North System without creating-
a monopoly in New England and all of New York
State. It could be merged with ConRail South, but this

in essence would be adding to the duplication of facili-
ties, an unattractive choice given the financial results
for ConRail North and South. This structural option
therefore does not solve the Erie Lackawanna problem.

It was the judgment of the Association that the
ConRail North and South structure should be rejected
because of its poor financial performance compared
against the other alternatives and, more importantly,
the -serious question of how the process of breaking up
the Penn Central could be accomplished. While the
structure was attractive in terms of its long term possi-
bilities, it was judged that these advantages did not war-
rant the risk inherent in creating another five or possi-
bly 10 years of instability in the Region's rail services
caused by the unmerging process.

Middle Atlantic Rail Proposal

In the public discussions following the issuance of the
'Annual Report, there was considerable opinion voiced
that USRA should have also studied merger of ONJ,
RDG and LV into a single entity-Middle Atlantic
Rail (MARC). This alternative, it was argued, could
be implemented readily and would provide the neces-
sary competition.

The original USRA rejection of the concept was based
on deveral factors. A USRA consultant, Strong Wis-
hart & Associates, looked at the financial projections
that indicated the MARC amalgamation would be a
disaster. MARC'had too much duplication, resulting in
excessive rehabilitation costs. It was a system which was
inherently dependent on the solvent carriers in the Re-
gion; if they chose to give AI.RC active support, it
could have a degree of success, but if they did not it
wouldfail. MARC alone would not result in effective
competition; it was the link up of MARC with the
solvent carriers which truly provided the balance to
Penn Central.

In working with the other structural options, ways
were found to achieve some of the benefits of competi-
tion without having to duplicate facilities everywhere.
Detailed analysis of line haul coordination projects in
the west indicated that one could, in fact, operate com-
petitive services over the same fixed plant without
degradation in service levels. As a result of the Erie
-Lackawanna change, the Association began to under-
take a more detailed study of how MIARC might func-
tion and what its financial results would be if the MARC
roads were merged with EL. This IARC-EL alterna-
tive is still under study by USRA but definitive results
are not yet available.

258
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APPENDIX- D
Coordination Projects

Significance of Section 206(d)(3) Firdings
The specific requirements of Section 206(d) (3) are

clearly intended to place certain limitations on acqui-
sitions by profitable railroads as part of the restruc-
turing of a regional rail system. At the same time
Section 206(d) (3) must be applied in a way which
balances its specific intent with the general purposes
of the Act and goals of the Final System Plan. This
means that Section 206(d) (3) should be applied so as
(i) to eliminate from further consideration those pro-
posed acquisitions by a profitable railroad as to which,
whether singly or cumulatively, USRA. is now unable
to find a-lack of material impairment of profitability
of ConRail or any other railroad in the Region, but
(ii) not to preclude, prdinaturely and permanently, as
possible final system plan designations, various pro-
posed acquisitions which may ultimately be shown to
further the purposes and goals of the Act and plan.

It must be emplasized that the Association's deter-
minations under Section 2061d) (3) cover nothing
more than the issue of material impairment of profit-
ability. They are not general- public interest Andings,
nor are they addressed to whether any particular acqui-
sitions would ultimately prove consistent with the goals
and purposes of the plan and Act.

Section 206(d) (3) requires that USRA's "material
impairment of profitability" determinations be made at
the time of adoption and release of the preliminary
system plan. Within the next 9.0 days the I.C.C. is re-

quired to make further determinations .as to the con-
sistency of those proposed acquisitions not excluded
from further consideration by the Association with the
standards of Section 5 of the Interstate Commerce Act.

Those proposed acquisitions which remain following
all the processes of Section 206(d) (3) may or may not
be included in the final system plan, -whether as actual
designations under Section 206 (c) or as recommenda-
tions for future considerations under Section 206(g).

Coordination and Minor Market Extensions

Appendix D-1 is comprised of proposals by carxiers
within the Region to implement. trackage coordination
agreements and minor market extensions. The former
type of proposals will produce cost savings and do not
involve any shift in markets. The latter involves exten-
sions to relatively small markets. Savings which would
be realized, by the railroads through implementation of
trackage right agreements will not adversely affect any
other railroad in the Region. Consequently, USRA has
determined that they will not, either singly or cumula-
tively, raaterially impair the profitability of any rail-
road iniluding ConRail in the Region. It has also deter-
mined that the minor market changes which involve
insignificant traffic shifts will not, either singly or'cumu-
latively, impair the profitability of any railroad includ-
ing ConRail in the Region. Objection from other
railrorads to any of these projects has been minimal.
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Appendix D-1 (Coordination and Minor Market Extenmions)

Coordinations and minor market extensions that will not materially impair the profitability, either singly or cumulatively, of any railroad
in the Region or ConRai

Service continued
Proect Location . Description of project Note

Ii7 - Location

IL-I -- Bement, IlL, Sullivan, Ill ..........

II,-2 --- Elvaston, IIl., Versailles, Ill ---------

IL-3 ----- Iloan, Ill., Mitchell, IlL ............. z

IL-4... Beardstown, Ill., Springfield, Ill ....

IL-5 --- Flora, Ill., Shawneetown, Ill .......

IL-6 .- Danville, Ill., Westville, Ill -----------

IL-7 ..- I Chicago,'ll.., Danville, Ill., Paris, Ill,.

E. St. Louis, Ill., Pana, Ill., Terre
. Haute, Ind.

IL-- j E. Peoria, Ill., Farmdale Jet., Ill ....

Bridge Jet., Ill., East Alton, Ill ....

Norfolk & Western to abandon its Une from Bementto
Sullivan, with Intersecting railroads to acquire the
N&W track and traffic at or near the points shown
under "Service continued."

Norfolk & Western to abandon its line from Versailles
to Elvaston, Its trackage rights over Toledo, Peoria
& Western from Elvastonto Keokuk, Iowa, and Its
trackage rights over Burlington Northern from
Qulnoyto Golden, and turn Its Keokuk traffic over to
TP&W at either Peoria or Forrest for handling Into
Keokuk for a per car charge.Intersecti'ng railroads
would acquire the N&W track and traffic at or near
the points shown under "Service continued."

Burlington Northern and Chicago & Eastern Illinois
(Misouri Pacific) to jointlyacquirethe Penn Central
line from Joan to Mitchell over which C&EI cur-
reptly has trackage rights. Penn Central (ConRail)
would retain trackage rights over the line If it so
desired.

Baltimore & Ohio (Chessle System) to abandon Its
line from Springfield to Beardstown width Inter-
sectingrallroads to acquire the B&O track and traffic
at or near the points shown under "Service Con-
tinued."

Baltimore & Ohio (Chessle System) to abandon Its
line from Flora to Shawneetown, with Intersecting
railroads to acquire the B&O track and traffic at
or near the points shown under "Service continued."

Chicago & Eastern Illinois (Missouri Pacific) to ac-
quire from Penn Central a line from Westville north
to the Peoria & Eastern (PC) near Tilton and east
over the P&E to a point within Danvlle. C&EI
currently has trackage rights over this segment, and
Penn Central (ConRail) could retain trackage
rights over the segment if It so desired.

Louisville & Nashville (Family Lines) to grant Penn
Central (ConRail) trackage rights over its line from
Paris to Danville and The Milwaukee Road to grant
PC trackage rights from Danville to Chicago (Blue
Island), allowing PC to abandon its line from Paris
through Danville to Chicago. P C track and traffic at
or near the points shown under "Service continued"
would be acquired by intersecting railroads.

Chicago & Eastern Illinois (lissouri Pacific) to ac-
quire from Penn Central Its line from E. St. Louis
to Pana, allowing PC to downgrade or abandon Its
line from Pana to Terre Haute (Paris). C&EI
now has trackage rights over this segment, and
would grant Penn Central (ConRail) trackage
rights should It desire to keep the line Intact as a
through route.

Norfolk & Western to abandon its line from east Peoria
to Farnidale Junction and acquire trackage rights
between those points over Toledo, Peoria & Western.
Illinois Terminal Railroad, which now has trackage
rights over N&W, would also operate over TP&W.

Illinois Central Gulf to acquire Penn Central's line
from Bridge Junction to East Alton, a large portion
of which ICG and PC currently operate on a paired
trackbasis. Burlington Northern, Chicago & Eastern
Illinois (Missouri Pacific), and Illinois Terminal now
have trackage rights over this segment and such
rights would continue:PC (ConRail) would also be
granted trackage rights ifit so desired. "

Hammond,11l ........................
[Lovington, ll.] .....................
Sullivan, Ill ..........................
Sullivan, Ill ..........................

Carthage, Ill-........................
Elvaston, Ill .......................
Golden, Ill .........................

All points on acquired segment ........

B&d ..........
PC ...........
C&EL ......
ICG ........

BN ...........
TP&W ...
BN .........

1
2

BN ........... 3
C&EL ...............

Ashland, Ill ----------------------- Ica ..........
Beardstown, Ill -----------------..... BN ...........

Duncan, Ill ........................
Enfield, Ill ...........................
Fairfield, Ill-.....................
Junction, Ill ........................
Now Shawneetown, Ill ................
[Norrs City, Ill.] --------------
Shawneetown, Ill ----------------.
Wyatt, Ill ............................

L&N .....

SOU .........
L&N .........
L&N .........
PC ...........
L&N .........
L&N .........

All points on acquired segment- 1C&EI ...................

Chrisman, Ill .........................
Handy,Ind .......... .......
Ridge Farm, Ill .......................
St. John, Ind ........................
Westville, Ill ------...................
[Kentland, Ill.] ............-........
[Sheft, Ind.] ---------------
[St. John, Ind.].. .............
Schneider,Ind ......................
All points on acquired segment..-..

No Industries on abandoned line ......

An points on acquired segment .......

B&O ..........
N&W .........
N&W .........
L&N .........
C&EI .........
PC. .......
PC,: ...........
PC.........
PC-- -........
C&E.........

IcG ..........

4
2

3

See notes at end of table.

IL-8 .--

II-10 ....

2
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.9ppendixD-I (Coordinaion and Minor Market Extewsion)-Con tinued

Coordinations and minor market extensions that will not materially impair the profitability, either singly or cumulatirely, of any railroad
in the Region or ConRail-Continued

Project Location Descrlption of project Nete

Location By

II-11- Indianapolis, Ind., Decatur, 1li .....

Boody, Ill., Springfield, Ill., Taylor-
ville, 3DL

IL-13 Flora, IIL, Springfield, Ill--.........

11-14 America,Di., Forman, DL--.........

IL.AO -Various ............................

IN-l.._ Ileffersonville, Ind., Louisville, Ky.,
- N. Vernon, Ind., Seymour, Ind.

IN-2- Connersvilie, Iad., New Castle, Ind..

IN---i Cottage Grove, Ind., Indianapolis, Ind..

IN 4. Dillon, Ind., Gary, Ind ............

IN-5& _ Chicago Ht., IL., Porter, Ind....-

Fort Wayne, Ind., Muncle, Ind-.....

IN-7_... Montpelier, Ohio, Wakarusa, Ind-----.

See notes at end of table.

I2---

Chrsman.Il .................... -
IGulon, Ind.) ----------- ....-----
Hammond. Il ---------.......
Illsae, mnd....-. -

Metcall.........---------
Roachdale, Ind- -- .- ------------
W. Dana, Ind .....................

PC-.....

L&N....

None on the abandoned segment -I..............

Baltimore & Ohio (Chesslo System) to abandon its
lines from Indianapolis (Speedway), Ind., to New-
man, Ill., and from 'lcklin, Ill., to Decatur, 1L, and
acquire trackage rights over Penn Central from
Indianapolis to Decatur via Terre Haute. l&O
would also acquire trackage rights over llnols
Central Gulf from Arcola to Tuscola so It could
continue service on its remailngline btween Pick-
ina and Newman. Intersecting'rallrods would
acquire the abandoned B&O track and traffic at
or near the points shown under "Service continued."

Baltimore & Ohio (Chese System) to abandon Its
lne from Boody to Springfield and elthcr acquire
trackage rights over Norfolk & Western from Boody
to Taylorville and operate over Its own line from
Taylorville to Springfield, or acquire trackage rights
over N&W directly from Decatur to Springfield.

Baltimore & Ohio to abandon Its line from Flora to
Springfield, with Intersecting railroads to acquire
the B&O track and'traffle at or near the points
shown under "Service Continued."

Burlington Northern to acquire Penn Centrals line
from Amerlca to Forman:

For other coordinations and minor market extensions
that involve the State of Illinois to a lesser extent,
see projects IN-S, IN-8, and IN-I.

Baltimore.& Ohio (Chesslo System) to abandon Its
line from North Vernon toleffersonvllo (Laulsville)
and acquire trackage rights over Penn Central
(ConRail) from Seymour to Jeffersonille; or B&O
to grant PC (ConRail) trackage rights from North
Veran to Teffersonville allowing PC (ConRail) to
abandon Seymour to Jeffersonville.

Norfolk & Western to abandon Its lines from New
Castle to Cambridge City and from Beeson to
Connersville, with Penn Central (ConRail) to
acquire the portion between Cambridge City and
Beeson over which It now has trackage rights.
Intersecting railroads would acquire the N&W,
track and traffic at or near the points shown under
"Service continued."

Baltimore & Ohio (Chessle System) to abandon Its
line from Cottage Grove to Indianapolis and acquire
trackage rights over Penn Central (ConRail) from
Cincinnati to Indianapolis. Intersecting railroads
would acquire the B&O track and traffic at or near
the points shown under "Service Continued."

Norfolk & Western to abandon Its line from Dillon to
Gary (Tolleston) with Intersecting railrads to
acquire the N&W track and traffic at or near the
points shown under "Service Continued."

Elgin, lollet & Eastern to grant Penn Central (Con-
Rail) trackage rights over Its ine from Porter to
Chicago Heights, allowing PC (ConRail) to aban-
don Its parallel line.

Norfolk & Western to abandon Its lines from Fort
Wayne (Waynedale) to King.land and Blufflon to
Muncie, with Erie-Lackawanna to acquire the
remaining segment between Xingsland and Bluff-
ton. Intersecting railroads would acquire the N&W
track and trafli at or near the points shown under
"Service Continued."

Norfolk& Western to abandon Itslincs fromMontpoller
(Pergo), Ohio, to Topeka, Indlana, and from eilllers-
burg, Indiana, to Wakarusa, Indiana, with the
remaining segment between Topeka and Mller-
brg to be acquired by Penn Central (Conla l) or
also abandoned. Interserving railroads would acquire
the N&W track and traliae at or near the points
shown under "Service Continued."

]CG.....

PC---
ICG.

5

6

2
7

NIf

None on the ugzment to be abandoned. ..... ....---.---

[Beeon. Ind.) ..................
Connersville, Ind ------------ -----
(Coner e, Ind.] ----- -------
Milton, Ind.) .........................

Connersv le, Xd.
(Connersville, Ind.)- - -
RushvIle, Ind ......{Rushtvlle, lad.].

Wt ville, Ind

P0 ...-..
PC---

PC-----

L&N__

reOn On ine segment toIo aanoneo I_ __

Bluffton, Ind........
Hartford City, Ind - -

iagsland, Ind...

MIUle bmg, Ind -------.... .-------
New Pes, Ind .................
Topeka, Ind ....................
[Walcottvl In, l] ................

SPC .

PC.--------

2

9

10

2

[Altamont, L-.----............
Cowden, l ........................
Edgewood, IlL -..................
(Pana, Il1. ---------
Pea,DL -------------. ----
Tayirville, IL ......... ..........
[Tower Hill, .L - - ...........

All points on acquired segment now
receiving rail cr..c.

Not applicable---------- ------
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Appendix fl-1 (Coordination and Minor Market Extensins)-Continued

Coordinations and minor market extensions that will not materially impair the profitability, either singly or cumulatively, of any railroad
in the Region or ConRail-Continued

Ir t Location Descripton of t Service continuedNote
Location 

By

INs... Chicago, ll., Fort Wayne, Ind -------

Griffith, Ind., LaCrosse, Ind., Pine
let., Ind., State Line, Ind., Wells-
bore, Ind.

IN-10... New Castle, Ind., Rushville, Ind-.

IN-11... Greencastle, Ind., Indianapolis; Ind.-

Straight LinoTunction, Ind., Oakland
City, Ind.

IN-13. -- Clay City, Ind., Spring Hill, Ind-..

IN-14.- Evansville, Ind.,,t. Carmel, IlL-....

Various . .....................

MA-I .... I Chelsea, Mas., E. Boston, Mass....._

Chelmsford, Mass., Framingham
Center, M a., Lowell, Mass.

Fitchburg, Mass., Framlngham
Center, Mass.

N. Adams, Mass., N. Adams Junction,
Mass.

MA-6 .... Easthampton, Mass., Westfield, Mass..

MA-6 .... Holyoke, Mass., Westfield, Mass .....

Dawson, Bid., Tonoloway, Aid ......

MD-AO. Various rio------------------ .........

ME-L.... Danville, Maine, Portland, Blaine .....

ME-AO--

See notes at end of table.

IN-...

All on each line by its owner ...........

None on the segment to be abandoned .................

Dunrelth, Ind ........................
Rushville, Ind .......................
[Rushville, Ind.] ......................

PC.......
B&O .........
PC ...........

Norfolk & Western and Penn Central (ConRal) to
acquire trackage rights on each others line between
Fort Wayne and Chicago (Hobart, Ind.) and operate
ona paired track basis.

Chesapeake & Ohio (Chessle System) to abandon its
line from LaCrosse to Griffith and acquire trackage
rights over Baltimore & Ohio (Chessle System)
from Wellsboro to Pine Junction. The C&O line
from Griffith to State Line would be acquired by
Erie-Lackawanna, which Is currently a joint opera-

Stor on'that segment.
Norfolk & Western to abandon its line from New

Castle to Rushville, with intersecting railroads to
acquire the N&W track and traffic at or near the
points shown under "Service Continued."

Louisville & Nashville (family lines) to acquire track-
age rights over Penn Central's (Con Rai line from
Greencastle to Indianapolis.

Louisville .& Nashville (Family Lines) to acquire
the Penn Central (ConRall) line from Straight Line
Junction to Oakland City.

Louisville & Nashville (Family Lines) to acquire the
Penn Central (ConRail) line from Clay City to
Spring Hill.

Southern RaliwaySystem to acquire the Penn Central
(ConRail) line between the SOU-PC intersection at
Mt. Carmel and Evansille. -

For other coordinations and minor market extensions
that Involve the State of Indiana to a lesser extent,
see projects IL-7, IL-11, MI-1, OH-8, OH-9, and
OH-12.

Boston & Maine to acquire the Penn -Central (Con-
Rail) line from Mystic Junction Yard to East
Boston; or, in the alternative, that portion of the line
between the out-of-service PC bridge over Chelsea
Creek and East Boston.

Boston & Maine to acquire the Penn Central (Con-
Rail) line from Chelmsford to Lowell, allowing PC
to abandon its line from Framingham Center to
Chelmsford. B&M would also acquire the PC track
and traffic at or near West Concord, where another
B&Mf line Intersects the PC line to be abandoned.

Boston & Maine to acquire the Penn Central (Con-
Rai line from Framingham Center to Fitchburg.

Boston & Maine to acquire the Penn Central (Con-
Rail) track and traffic at or near North Adams,
allowing PC to abandon Its'line between North
Adams Iunction and North Adams.

Boston & Maine to acquire the Penn Central (ConRalil)
'track and traffic at or near Easthampton, allowing
PC to abandon Its line between Westfleld and
Easthampton.

Boston & Maine to acquire the Penn Central (Con-
Ral) track and traffic at or near Holyokq, allowing
PC to abandon its line between Westfield and
Holyoke.

There are no other coordinations and minor market
extensions that involve the State of Massachusetts,

Western Maryland (Chessle System) to abandon Its
line from Dawson to Tonoloway and acquire track-
age rights over a parallel line of Baltimore & Ohio
(Chessie System).

For other coordinations and minor market extensions
that Involve the State of Maryland to a lesser
extent, see projects PA-5. PA-9 and WV-1.

Grand Trunk to abandon Its line from Danville to
Portland and acquire trackage rights over Maine
Central between those points. Maine Central would
assume service to GT patrons at Yarmouth either
by contract or acquisition.

There are no other coordinations and minor market
extensions that Involve the State of Maine.

All points on acquired segment ....... L&N. ........

11

12

All points on acquired segment ....... SOU .............

Not applicable-- ......------. NA..............

All points on acquired segment B&M........ I ... .....

All points on acquired segment ........
W. Concord, Mass .....................

B&M .........
B&M. ........

All points on acquired segment B&M...... .......

N. Adams, Mass -------------- B&B.............

Easthamption, Mass ------------ B&M.............

Holyoke, Mass ----------------- B&M......... .........

Not applicable ---------------- N/A...............

None on the segments to be abandoned ..................

Not applicable --------------- N/A..............

Yarmouth, Maine ..................... MEC .............

Not applicable ---------------- NIA..............

All points would continue to be served PC ...........
by ConRail.

All points on acquired segment-...L&N......IN-12. -

IN-AO..

MA-2 ....

MA-AO.

MD-I....
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Appendix D- (Comdinationand Min Mar7 et Extesions)-Continued-

Coordinaions and minor market eztensions that will not materially impair the profitability, either ingly or cumulatirey, of any railroad
in T e Region or Co Rail-Continued

Se;vIce continued
Project Location Description of project Note

ID - I
Location B

m1-L.- Detroit, Mich., Hammond, Ind .....

Clam, Mich., Coleman, Mich., Mt.
Pleasant, Mich.

MI-3.... Grand Haven, Mich., Marne, ich-....

hI-4___ Battle Creek, Mich.-.-............

-5.._ Bay City, Mich., Saginaw, Mich ....

MI-6 --- Ionia, Mich., Portland, Mich ..........

Greenville, Mich.,

MI-8... Tecumseh, Mich., Wauseon, Ohio ....

Ml--9 ... Bay City, Mich., Pinconning, Mich...

Cheboygan, Mich., Gaylord, Mich.,
Mackinaw City, Mich.

M-il _. Caseville, Mich.. Imlay City, Mich-.

Little Ferry, NJ., Marion lct., NJ...

Ashford, N.Y., Buffalo, N.Y., Roch-
ester, N.Y.

NY-2_.. Blasdell, N.Y ........................

See notes at end of table.

MI-2....--

All on each line by Its ownr........Norfolk & Western and Penn Central (Conflnal) to
coordinate their operations between Detroit and
Hammond, with. PC acquiring trackage rights
over N&W from Detroit to Butler, Ind., and N&W
acquiring trackage rights over PC from Butler to
Hammond.

Chesapeake & Ohio (Chcszo System) to abandon Its
line from Coleman to it.- Pleasant and niquire
trackage rights over Ann Arbor (Conltall) from
Clare to mt. Pleasant.

Grand Trunk Western to abandon its line from Maine
to Grand Haven, with Intersecting railr-oas to
acquire the GTW track and traffic at or near the
points shown under "Service Continued." .

Grand Trunk Western and Pe=nn Central (ConRail) to
acquire trackage rights on each others line as
required to create a single, lointly-opcrated main lna
through downtown Battle Creek in coopertion
with city redevelopment plans.

Grand Trunk Western to abandon Its line from
Saginaw to Bay City and ncquire trackage rights
over Penn Central (ConRail) between thoe points;
or PC to abandon, their line and acquire trackage
rights over GTW.

Chesapeake & Ohio (Chesslo System) to abandon
Its line from Portland to ronia, with intersecting
railroads to acquire the C&0 track and trail
at or near the point4 shown under "Service Con.
tinued."

Grand Trunk Westernto abandon its line from Ahley
to Greenville and Its trackage rights over Ann
Arbor (ConRail) from Owosso to Ashley, with
intersecting railroads to acquire the GTW track and
trafft at or near the points shown under."Servlco
Continued."

Detroit. Toledo & fronton to abandon its lne from
Wauseon to Tecumseh. with intersecting railroads to
acquire the DT&I track and'tramlo at-or near the
points shown under "Service Continued."

Detroit & Mackinac to abandon Its line from Bay City
to PineonnIng and acquire trackage rights over the
Penn Central (ConRail) line between those points.
Yard operations of the two railroads at Bay City
would be combined and jointly operated.

Detroit & Mackinac to acquire the Penn Central
(ConRail) lines from Cheboygan to Gaylord. and
Cheboyg=n to Mackinaw City, allowing PC to
abandon Its line from Plnconning to Gaylord.

Grand Trunk Western to abandon Its Iine from Imlay
City to Caoeville, with intersecting railroads to
acquire the GTW track and traffic at or near the
points shown under "Service Continued."

There are no other coordinations and minor market
extensions that involve the State of ichigan.

New York, Susquehanna & Western to Leant Penn
Central (ConRail) trackage rights over Its Ie from

SMarion et, to Little Ferry, then acquire trackage
-rights over (or outright) the PC line through We-

hawken Yard and assumo PC local servic.
There are no other coordinations and minor market

exteasons that involve the State of New Terrey.
Baltimore & Ohio (Cheml System) to abandon Its line

from Ashford to LeRoy and acquire trackage rights
over Penn Central (ConRal) from Buffalo to toch.
ester. B&O would continue to servoLeloy to Rocs.

.ester from the Rochester end'of the line, while Inter..
secting railroads would acquire the B&O track and
trafflc at or near the points shown under "Service
Continued."

Norfolk & Western to acqulre trackage rights over or
outright a short segment of Penn Central (ConRaI)
in Blasdell to provide a better connection to Iehigh
Valley.

Adrian, l h - ---------------------
[Adrian. Mich.] ---------

PC__--

PC._.

None on the seguent, to be abandoned.[........ 18

Ali points on acquired - n ts ..... D& M_. ..

Clifford, 31- - ----ch----
Pigeon, M-h h .. ..........

Not npplIcable .......

Al cm ch lIne by Its r

NIA.--.....

Not NppA -[ le.................- NIA-- --

Macbtas, N.Y
Slver Sp&gs, N.Y ......-.......

-L.-

-NI A ..

27

None on the segment to be abandoned -............. 15

Ferysburg, Mich ................. C&O. . .
Grand Haven, Mch--...-- .. C- -O. ..

Not applicable ........-....... - ...

None on the egment to be abn4doed ..------- 16

Tole. hich ----------- T--- -- -

Ashley. Ai --.... . - ----.......... 17MI-7...--- Ashley, Mich:,
Owosso, Mich.

MI-10_ -

NI-1....

.NIT-AO-- -------------------------------

NY-....

C&O ....
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Appendix D-1 (Goordiation and Minor Market Extensions)-Continued

Coordinations and minor market extensions that will not materially impair the profitability, either singly or cumulatively, of any railroad
in the Region or ConRail-Continued

Service continued
Proaet Location Description of project Note

Location By

Bradford, Pa., Buffalo, N.Y., Kellogg,
N.Y.

Chilicthe, Ohio, Washington Court

House, Ohio, Waverly, Ohio.

Girard, Ohio, Youngstown, Ohio.

OH-3 .... I Toledo, Ohio -------------------------

Lodi, Ohio, Warwick, Ohio, Wooster,
Ohio.

OH-5 ... Chardon, Ohio, Panevalle, Ohio,
. Warren, Ohio.

Akron Jet., Ohio,
Ravenna, Ohio.

Baltic, Ohio, Coshocton, Ohio, Fresno,
Ohio, Zaneaville, Ohio.

OH-8 .... I Frankfort, Ind., Waterville, Ohio.--

White House, Ohio, Woodburn, Ind---

OH-10... Sandusky, Ohio, Willard, Ohio ......

Manhattan Junction, Ohio ..........

Cincinnati, Ohio., New Castle, Ind...

NY-AO.

OH-L...--

All points on acquired
Salamanca, N.Y.

segment

Not applicable ..... . .-------------- N/A ......... .

Thrifton, OhIb --------------... B&O ..........

Baltimore & Ohio (Chessle System) to abandon Its
line from Bradford to Kellogg, with Penn Central
(ConRail) to acquire the B&O line "from Kellogg to
Buffalo. Jntersecting railroads would acquire the
B&O track and traffic at or near the points shown
under "Service Continued."

There are no other coordinations and minor market
extensions that Involve the State' of New York.

Detroit, Toledo & fronton to abandon Its line from
Washington Court House to Waverly and acquire
trackage rights over Baltimore & Ohio (Chessie
System) from Washington Court House to Chilli-
cothe and over Norfolk & Western from Chillicothe
to Waverly. Intersecting railroads would acquire the
DT&I track and traffie at or near the points shown
under "Service Continued."

Baltimore & Ohio (Chessle System) to downgrade its
main line through Youngstown and acquire trackage
rights over Lake Erie & Eastern (Pittsburgh & Lake
Erie) from Youngstown (Gateway Yard) to Girard.

Baltimore & Ohio (Chessie System) and Penn Central
(ConRall) to abandon their jointly-owned Lake-
front Dock and contract for the joint use of Chesa-
peake & Ohio's (Chessle System) adjacent Presque
Isla Dock for handling of coal and ore to/from lake
boats.

Baltimore & Ohio (Chessio System) to abandon its line
from Lodi to Wooster and acquire trackage rights
over Penn Central (ConRail) from Warwick to
Wooster. Intersecting railroads would acquire the
B&O track and traffic at or near the points show
under "Service Continued."

Baltimore & Ohio (Chessle System) to abandon Its line
from Warren (Copperweld) to Chardon and acquire
trackage rights over Penn Central (ConRail) or
Norfolk & Westem-from Cleveland to Painesville,
B&O would continue to serve the segment from
Painesville to Chardon from the Palneaville end.

Baltimore & Ohio (Chesslo System) to abandon its line
from Akron Junction to Cleveland and acquire
trackage rights over the Penn Central (ConRail)
line from Ravenna to Cleveland.

Norfolk & Western !o abandon Its lines from Baltic to
Fresno and Coshocton to Zanesville, with Penn Cen-
tral (ConRail) to acquire the segment from Fresno
to Coshocton and Intersecting railroads to acquire
the N&W track and trafflic at or near the points
shown under "Service Continued."

Norfolk & Western to abandon its line from Waterville
to Frankfort, with Intersecting railroads to acquire
the N&W track and traffic at or near the points
shown under 'Service Continued."

Norfolk & Western to'abandon Its line from White
House to Woodburn, with intersecting railroads to
acquire the N&W track and truffic at or near the
points shown under "Service Continued."

Baltimore & Ohio (Chessle System) to abandon Its
line from Willard to Sandusky and acquire trackage
rights over Norfolk & Western from Attica Junction
to Sandusky. Intersecting railroads would acquire
the B&O track and traffie at or n~ar the points
shown under "Service Continued."

Norfolk & Western to acquire a short segment of
Penn Central (ConRail) line from Manhattan
Junction to a connection with the Detroit & Toledo
Shore Line.

Norfolk & Western to acquire trackage rights over,
or outright, the Penn Central (CouRall) line from
Cincinnati to New Castle.

All services continued ................

Burbank, Ohio -------.------------- I EL .....................

None on the segment to he abandoned.

None on the segment to'bo abandoned ...........................

Zanesville, Ohio ---------------------- B&O .......... 2
[Zanesville, Ohio] ------------------ PC .....................

Bluffton, Ind ......................
Decatur, rud ..........................
Delphus, Ohio .......................
Holgate, Ohio ........................
Malinta, Ohio .........................
Marion, Ind ------------------------- ;
Marion, Ind ...........................
Ohio.City, Ohio ......................

[Cecil, Ohio] -.-.-.----------...........

Defiance, Ohio .......................
Napoleon, Ohio .......................

EL ...........
EL.........

B&O .........

DT&I .......
C&O .........
PC ...........
El ...........

B&O. ........
DT&I..........

Kimball, Ohio ........................ N&W ......... 21
Monroeville, Ohio ..................... N&W ...................

All points on acquired segment ........ N&W .............

All points .............................
All points on acquied segment ........

P~O.o.. o.N -& - ---..........
N&W. ... ..........

See notes at end of table.

All services continued ......... -........ I - ..........

OH-4....

Cleveland,

OH-9....

OH-Il...

OH-12...

P ..... ... .......
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Appendix D-1 (Goordinati and Minor Market Extevsions)-Continued

Coordinations and minor market ext en.sions that will -not materially impair the profitability, either singly or cumulaticely, of any railroad
in the Region or Con al---ontiued

Project Location Description of project Service continue Nlate
I D Location .1 By

OH-1_4 Cincnnnati, Ohio-

Elyria, Ohio, Mllbury, Ohio ..........

OHE-AO I Various---

Pelton, Ont., St. Thomas, Ont_.....

Connellaville, Pa., McKeesport, Pa.,
W. Newton, Pa.

PA-2.... Connellsvlle, Pa., W. Iiberty, Pa.---.

Girard"unction, Pa., Lexington, Pa.

New Castle, Pa., Youngstown, Ohio..

PA-5:__-] Connelsville, Pa., Cumberland, Md..

Mt. Jewett, Pa., Parker's Landing,
Pa.

Point Creek, Pa., South Fork, Pa.,
Windber, Pa.

PA-8.... Erie, Pa ---------------------------

Chambersburg, Pa., Eagerstown,
Md., Harrisburg, Pa., Shippens-

.burg, Pa.

PL-10__- New Castle, Pa., Walford, Pa..---.

Allenport, Pa., Brownsville, Pa., Mon
Junction, Pa.

See notes at end of table.

Ol]-14...

Allplnts_............. PC. ..
All pointsaon acquired rzmznL. N ...

Bellevue,Oho..
Clyde, -ho ... ..... .....
Fremont, Oho ................--
Monroevill, Ol:... . . .
Monroevlle,Obo. .....
Norwak, 0d .......
Not applicabl-...

None on thn segments to be ab=ys-
doned.

N&W --.---

N&W---
N1A.

Norfolk & Western to acquire trackage rights over,
or outright, one of two Penn Central (ConRail)
tracks from Clare Yard to a connection with the
LouIsville & Nashville (Family Lin) and acquire
trackage rights over PC from the mw connection
to a connection with the Sduthern Railway System.

Norfolk & Western to acquire the Penn Central (Con-
PAll) line from Bellevue to Yeomans allouring PC
to abandon Millbury to Bellevue and Yeo-m to
Elyria. Intersecting railroads would aquire the PC
track and traffic at or near the points shown under
"Service Continued."

For other coordinations and minor market extensions
approved under Section 2OG(d)03) that fnvolvo the
State of Ohio to a lesser extent, m projects IN-7,
311-1, MI-8, and PA-L

Chesapeake & Ohio (Chessle System) to abandon Its
line from Pelton to St. ThomasSnd acquirm track-
age rights over Penn Central (ConRail) betwee
those points. All yard and mechanical operations
at St. Thomas would be combined and jointly
operated. C&O would continue so nerve Its ptrons
In the Leamington area either by retention of part
of its line as n branch or by trckae rights over
PC from Comber to Leamlngton.

Therm are no other coordinatlons and minor mnarket
extensions that Involve the Province of Ontario,

Pittsburgh & ake Erie to abandon Its line from W.
Newton to ConnellsVlle and acquire trackage
rights over Baltimore & Ohio (Chesse System)
from Meeesport to Connellsville plus such rights
within Connellsville as required to continue crer-
lee to present customer.

Norfolk & Western to abandon Its line frm W. Liberty
to Connellsville and acquire trackage rights over
Penn Central (ConRail) from Woodvlato Carnegie,
over Pittsburgh, Chartier & .Youghiogheny from
Carnegie to MoKees Rocks and ovcr Pittsburgh &
Lake Erie from McKees Rocks to Connellsville.
Intersecting railroads would acquiro the N&W track
and traillc at or near the points shown under "Serv-
ice Continued."

Bessemer & Lake Erie to acquire the Penn Central
(ConRaill) line from Lexlpgton to Girard Iunction.

Baltimore& Ohio (ChesrseSystem) tosbandonitsllue
from New Castle to Youngstown and acquire track-
age rights over Pittsburgh & IAke Erie between
those points; or, P&LE to abandon and acquire
trackage rights over B&0.

Western Maryland (Chessle System) to obandon Its
line from Connellsille to Cumberland and acquire
trackage rights over Baltimore & Ohio (Chesse
System) between those points. .

Baltimore & Ohio (Chessle System) to abandon Its
line from ML Iewctt to Parkee' Landing, with
Lake Erie, Franklin & Clarion to acquire the iUn
from Knox to farlenvilla and other intersecting
railroads to acquire the B&O track and trafllc at or
near the points shown under "Service Continued."

Baltimore & Ohio (Chessi System) to acquire por-
tions of Penn Central's (ConRall) South Fork
Branch, allowing PC to abandon the remainder.

Norfolk & Western to abandon Its line through Erie
and elther acquire trackc~g rights on Penn Centrl
(ConRail) or build Its own "Eria bypas' track on
the PC right of way.

Western Mlaryland (Chesale System) to abandon Its
line from Hagerstown to Chanzber.burg and acquire
trackage rights over, or outright, the Penn Central
(ConRail) line from Hagerstown to Shippensturg
(Lurgan).

Pittsburgh & Lake Erie to acquire the Penn Central
(ConRail) track and traffla at or near Walford,
allowing PC to abandon New Castle to WaOrd.

Pittsburgh & Lake Erie to acquire the Penn Central
(ConRail) line from Allenport to Brownsville,
allowing PC to abandon Its line from Mon Junction
to Allenport.

None on the rgbment to be aban-
doned.

B'1el Veran, Pa ............
Bruceton, Pa... ...................
C1lrton, Pa_. ..................

Ali points on acqulred e ent. ..- --

No Industries on abandoned line ----.............

None on th e. geattobeabandned.

CFs,-Pa.. ......... PC ........ 2S
SbIppenvile, Pa ..............-- - PC .........-...

All peints an cqulredr et....... B&O

N one on the egm ent to be abandoned - ........ .....--.------

Noneontha*racutto be abandoned ...................

None ontheegaenttobenbandoned.-

None on the egat to be abandoned-

Not appllcbe NIA_ -ON-AO.

PA-L...-

PA-3' ---

FA-4_._.

PA-7_._

PA-11__.

P&LE ......B&O .......
PC .........
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Appendix D-1 (Coordination and Minor Market Exten os)-Continued

Coordinations and minor market extensions that will not materially impair the profdabiliy, either singly or cumulatively, of any railroad
in the Region or ConRail-Continued

Service continued
Pro ct Location Description ofproject Note

Location By

PA-12. __ New Castle, Pa., Sharon, Pa -------- Pittsburgh & Lake Erie to abandon Its trackage rights Sharon, Pa -------------- ----- EL................
over Erie Lackawanna from New Castle to Sharon.
with EL' to acquire the P&LE track andt-aflic at
Sharon.

PA-13... MeKeesport, Pa ------------------ : --- Union Railroad to acquire bridge on Penn Central All points o'iscquired segment - UURR... ..........
(ConRail) 'McKeesport Branch over which It now
has trackage rights, then grant Penn Central track-
age rights.

PA-AO.. Various ------------------------------ For other coordinations and minor market extensions Not applicable ---.------------ : ..... N/A ....................
that Involve the State of Pennsylvania, see project
NY-3.

VA-1i.... Norfolk, Va -------------------------- Chesapeake & Ohio (Chessle System) and Penn All points -------.-------------.... C&O .......... 5
Central (ConRail) or other PC successor to jointly PC ............
purchase (with financial aid from Port Authority)
and operate a new car ferry, serving both the Cape
Charles-Norfolk and Newport News-Norfolk car
float operations of the participants.

VA-AO.. Various ------------------------------ For other coordinations and minor market extensions Not applicable .......... ........ .. N/A ....................
that Involve the State of Virdgnia, ree project WV-I.

WV- .... Martlnsburg, W.Va., MlIville, W.Va., Baltimore & Ohio (Chessie System) to abandon Its Charles Town, W. Va ................. N&W ......... 20
Stephenson, W. Va., Winchester,-Va. line from Millvllo to Stephenson and acquire trackage

rights over the Penn Central (ConRail) line from
Martlnsburg to Winchester. Intersecting railroads
would acquire the B&O track and traffic at or near
the points shown under "Service Continued."

WV-AO. Various ---------------------------- For other coordinations and minor market extensions Not applicable ----- _---------------- N/A ..............
that involve the State of West Virginia, see project
MD-I.

FOOTNOTES

1. Hammond, Illinois, would be abandoned by Baltimore & Ohio under projbit
IL-11 and may or may not receive continued service by B&O dependent on Im-
plementation of that project under the final system plan.

2. Cities and towns shown In brackets that are to have service continued by Penn
Central (ConRail) are located on lines undergoing light-density analysis and may or
mai not be included in ConRail dependbnt onthe outcome of that analysis and such
subsequent subsidy decisions as may be made.

3. See projects IL-3, IL-S and IL-10 which present conflicting alternativeproposals
concerning this line segment. Resolutionofthis conflictwill appearinthe final system
plan.

4. Chrisman, Illinois, would be abandoned by Baltimore & Ohio under project
IL-1i aid may or may not receive continued service by B&O dependent on imple-
mentation of that project under the final system plan. Westville, Illinois; Is involved
In project IL.-, but would continue to be served under that project by a different
railroad.

5. Chrisman, Illinois, would be abandoned by Penn Central (ConRail) under
project IL-7 and Hammond, Illinois, would be abandoned by Norfolk & Western
under project IL-1. These points may or may not receive continued service from
those railroads dependent on implementation of those projects under the final sys-
tem plan. With Baltimore & Ohlo's agreement, linols Central Gulf would acquire
and servo Newman to FIcklin in lieu of trackage rights for B&O to serve It.

0. See project IL-13, which also impacts the Baltimore & Ohio line from Taylor-
vllo to Springfield.

7. Interrelates with IL-12. If Baltimore & Ohio plans operation between Taylor-
ville and Springfield under that project (inlieu of direct trackagerights from Decatur
to Springfield), the abandonment under this project would be Flora to Taylorville
only,

8. Connersvile, Indiana, would be abandoned by Baltimore & Ohio under project
IN-3, and may or may not receive continued service from B&O dependent on Im-
plementation of that project under the final system plan. Note 2 also applies to
Connersville, but'Connersville is recognized as a relatively Important traffic point.
and will receive continued rail service.

9. Connersville, Indiana, and Rushville, Indiana, would beabandonedbyNorfolk
& Western under projects IN-2 and IN-10 respectively and may or may not receive
continued rail service from N&W dependent on Implementation of those projects
under the final system plan. Note 2 also applies to both Connersville and Rushvilie.
Connersvillo Is recognized as a relatively Important traffic point and will receive
continued rail service.

10. Se project OH-S, which also Involves the Bluffton area.
It. Should Erie-Lackawanna be brought into ConRail, the continuation of service

between Griffith and State Line will be dependent on the ConRail operating plan.
12. Rshvlle, Indiana, would be abandoned by Baltimore & Ohio under project

IN-3 and may or may not receive continued service by, B&O dependent on imple-
mentation of that projectunder the finalsystem plan. Note2 also applies to Rushville.

13. Traffic nowlnterchangedbetween Bosten&MaineandPenn Central (ConRail)
at Lowell would be Interchanged at Springfield or some similar point thatis mutually
acceptable to both railroads.

14. See project IN-7 for abandonment of Norfolk & Western's current route. Sinco
N&W can reroute Its trains over other of its Own lines tv accomplish IN-7, the two
projects are not dependent on one another.

15. The Ann Arbor segment Involved In thisproject is understudy as a light-density
line and, should It not be recommended for Inclusion In ConRail, an outright acqusi-
tion of the line by Chesapeake & Ohio would replace the acquisition of trackage
rights In-this project.

16. Grand Trunk Western and Penn Central are in the process of Implementing
coordinated operations within Bay City proper In cooperation with city redevelop'
meit plans.

17. The Ann Arbor line through Ashley, Mich., Is undergoing light-donsity analysis
and may or may not receive continued service dependent on the outcome of that
analysis and such subsequent subsidy decisions as may be made.

18. The Penn Central segment Involved In this project Is under study as a light-
density lina and should It not be recommended for Inclusion In ConRail, an outright
acquisition of the line by Detroit & Mackinao would replace the acquisition of traffic
rights In this project.

19. Implementation of this project will be dependent on the role of Lehigh Valley
under the final system plan. 'Under certain structures, such a connection imiy be
unnecessary.

20. See IN-6 for Eric-Lackawanna access to Bluffton. Norfolk & Western would
continue its services at Continental, Ohio, and Kokomo, Ind., from other of Its llim.

21. Inthe alternative, Baltimoro& Ohio would abandon the entire line and Norfolk
& Western would acquire B&O's Sandusky track and traffic.

22. Monroeville, Ohio, would be abandoned by Baltimore & Ofio under project
OH-10, but Norfolk & Western would still be present to provide service. The entire
Penn Central (ConRail) line from Millbury to Elyria Is under study as a light-
density linle.

23. While the control of the Canadian Transport Commission over this project is
recognized, the impact on the profitability of domestic railroads has been evaluated
and the project approved in principle.

24. While the two projects are net dependent on one another, the implementation of
PA-l would change the routing shown in this projec.t to ".. MseXe Rocks, over
Pittsburgh & Lake Eric from Mcees Rocks to McKeesport, and over Baltimore &
Ohio (Chessle System) from McKeesport to Connellsvllo." In addition, other routes
are being explored to get Norfolk & Western trains from their own line over to the
Pittsburgh & Lake Erie, but the one shown appears most promising.

25. The Penn Central segment Involved in this project is under study as a light-
density line, with implementation contingent on Its recommended inclusion it
ConRail or acquisition by another railroad.

26. The Penn Central segment involved In this project Is under study as a light-
density line and should It not be recommended for inclusion In ConRail, an outright
acquisition of the line from Winchester, Va., to Hagerstown, Md., by Baltimore &
Ohio would replace the acquisition of trackage rights In this project.

27. In the alternative, Penn Central (ConRail) would acquire the Baltimoro &
Ohio (Chessle System) line from LeRoy to Rochester, Inclusive.

28. This project is Interrelated to NY-I in-that the abandonment here would be
Ashford to Kelogg If NY-1 is not Iniplemented.
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Light-Density Lines any one of them by any solvent railroad will not ma-
terially impair, either-singly or cumulatively, the prof-

Appendix ])T-2 shows light density line segments (re- itability of ConRail or any other railroad in the Region
ferred to in Chapters 7 and 16) which are not recom- provided thatsuch acquisitions are not used for thepur-
mended for inclusion in the ConRail system and which pose of establishing an additional competitive mainline
are connected to or crossed by one or more solvent rail- route. Traffic involved is relatively small when compared
roads. USRA has determined that acquisition of all or to all traffic in the Region.

Appendix D-2 (Light-Density Lines of Railroads in Reorganization Offered For Sale to Connecting oVent Rail-
-road, Under Section 2O (d) (3))

Acquisition of these lines by solvent railroads will vot materially impair the profitability, either singly or cumulatively, of any railroad
in the Region or ConRail

S meC2t , Fom TO

_-CANADA

Within Canada

715 Comber

101a Welland, Ont.

Leanington

International

Black Rock, X.Y

CONNECTICUT

Intrastate

Willimantic
Plainfield

Terminus
Willimantic

DELAWARE

Interstate

Elsmere Jet., Del.. Elverson, Pa.

420
423
429
521
556
571
585/586/

587
589
591
593
593a
596
597
602
630
633
689a -,

N. VManchester
Logansport
Decatur
New Castle
Richmond
Cedar Grove
Shelbyville

N. Vernon
Cory
Martinsville
Rincon Jct.
Duff Jct.
Rincon
Waveland
Effner
Richmond
N. Judson

554 Hunter, Lad.

Columbia City
Culver
Ridgeville
Richmond
Lynn
Brookville
N. Rushville

N. Madison
Worthington
Rincon Jct.
Thomas
Washington
Sandborn
Crawfordsville
Kenneth
Indianapolis
Hartsdale

Interstate

Glen Karn, Ohio

ILLINOIS 'MARYLAND

Intrastate Interstate

415
422
434
434a
605b
606
606a
611
611b

Matteson
Dupue Jet.
Howe
PC Jet.
Hutsonyille.
Robinson
Mt. Carmel
Maroa
Peoria

577a Kankakee, Ill. •
689 Chicago, Ill.

Frankfort
Dupue
PC Jet.
Churchill
Robinson
Mt. Carmel
Harrisburg
Waynesville
Atlanta

Interstate.

Sheff, Ind.
Hartsdale; Ind.

INDIANA

Intrastate

414 - Hartsdale
417/417a Auburn Jet.
418 Kendallville
419 , N. Manchester

E. Gary
Waterloo
State Line
Mexico

6
SfSa/9
13

391
394
438a
440
441
444
444a
445
445a

North of Frederick, Mid. Spring Grove, Pa

MASSACHUSETTS
Intrastate

Millbury Millbury Jet.
Palmer S. Barre
S. Sudbury Lowell

Lenawee Jet.
Grosvenor
Vasar
Bay City
Gaylord
Munger
Vassar
Vassar
Milington

MICHIGAN
Intrastate

Ida
Morenci
Caro
Gaylord
Mackinaw City
Denmark Jet.
Denmark Jet.
Millington
Lapeer Jct.

907/939
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Appendix D-2 (Light-Density Lines of Railroads in Reorganization Offered For Sale to Connecting Solvent Rail-
roads Under etion 206(d) (3))-Continued

Acquisition of these lines by solvent railroads will nowt materially impair the profitability, either singly or cumulatively, of any railroad
in the Region or ConRail-Continued

s.gme From TO ftmelt From

MICHIGAN-Continued
Intrastate-Continued

Lapeer Jet.
Rives Jet.

Mackinaw City
Cadillac
State Line

Grand Rapids
Cedar Springs
Otsego
Lamar
Kalamazoo
Traverse City
Muskegon
Muskegon Heights
Oxford
Dundee
Owosso
Thomsponville

Okforfi
Grand Rapids

Cadillac
Cedar Springs
Vicksburg

" Moline-Plainwell
Comstock Park
Dorr
Grand Rapids
Dowagiac
Walton Jet.
Fuller
Muskegon
Utica
Owosso
Thompsonvillb
Frankfort

Interstate

1303 Frankfort, Mich. Kewaunee, Wis. (ferry)
393 N&W Xing E. of Adrian, Vulcan, Ohio

Mich.
530 Hudson, Mich. Bryan, Ohio

NEW YORK

Intrastate

Rotterdam Jet.
Windsor Beach.
Rochester
Brocton
Green Island
Rochester
Batavia
Buffalo

S. Fort Plain
Rochester -
Scottsville Yard
Mayville
Crescent
Lima
P&L Jet.
Batavia

OHIO

Intrastate.

Magnolia
Dover
Neweomerstown
Marietta

Elyria
At Columbus Union

Station
Howard
Luckey
Berwick
N. of Granville
Glass Rock
Truro
Athens

Bayard
Newcomerstown
Cambridge
Cambridge

Bellevue

Mt. Vernon
Berwick
Spore
Heath
Thurston
E. Columbus
Armitage

497/498/ Morrow
498a

499a Delaware
502/503/ Bellefontain

504
507 Clyde
514 Corning
516b Milford
516c Milford
517 New Paris
519/520 New River
531/531a Bryan

532
533/534/ Van Wert -

534a/
535

536/537 Springfield
549 Troy
560 Oxford StatA
641a Bergholz
643 Millbury Ju
644 Trinway
692 Glass Rock
714 Warren

514a Hobson, Ohio

Circleville

e

let.

- 445b
451/452/

453
454
454a
456/457/

458
460
461
463a
463d
466
470
472
472a
688
1300
1301
1302

Scioto
St. Marys

Green Springs
Hobson
Clare
S. Lebanon
Bradford
Eaton
Van Wert

Ansonia

Yellow Springs
Cold Springs
Union Village
Pal
Fremont
Zanesvillo
Spangler
Ashtabula

Interstate

Nitro, Wa.

PENNSYLVANIA
Intrastate

202 York
252 Warren
253a St. Marys
257 Brookville Track at

Brookville
326 Black Lick Jet.
335 Coal Lick Run near

Uniontown
344 Bridgeville
352 Shippingport
355 Scottdale
356 New Castle
648 Red Baik
651 Falls Creek
663
664
712
912
922
1012

Fairchance
Houston
Sharon
Gettysburg
Trevorton
Franklin Branch

165 Little Creek

205a Berkeley

Hellam
Ridgway
Ridgway

Indiana

Sygan
Kobuta
Mt. Pleasant
Mercer
Schenley
Brockway
Connellsville
Washington
Jamestown
Carlisle Jet.
Hem
Wilkes-Barre

VIRGINIA
Intrastate

Cape Charles (oar float)

WEST VIRGINIA
Intrastate

Cumbo Yard

Street

notion

81
111
114a
248
666a
1000
1023
1024

371
373
374
375/376/

377
387/388
477a

478a
481/482
485
488
490
491
494
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Major Market Extensions

Appendix D-3 is divided into two parts. Part I lists
those proposed extensions which the Association has
been, unable to determine wou d either gingly or cumula-
tively materially impair the profitability of any rail-
road including ConRail in the Region. Part II. lists
those exteisions which the Association has determined
woul ot either singly or cumulatively materially im-
pair the profitability of any railroad including ConRail
in the Region.

Major Market Extensions Which USRA Has Been Unable
to-Determine Would Materially Impair Profitability

This part of Appendix D-3 is comprised of pro-
posed line extensions-by railroads which if implemented
would be tantamount to a major- restructuring in the
Region and in some instances, the Nation. USRA is
unable to determine that any or all of these proposals
would not materially impair the profitability of ConRail
or other railroads within the Region. Many of the
proposed extensions might in fact also impair the profit-
ability of peripheral carriers, which must necessarily
depend on the preservation of existing traffic flows for
their economic survival.

Chicago and St. Louis are major gateways for traffic
interchanged between Chessie, Norfolk & Western and
PC on one hand and the Western carriers, such as Santa
Fe and Burlington Northern, on the other. If, for exam-
ple, Santa Fe Were to be allowed to extend its lines to
prime traffic generating areas such as Pittsburgh and
Detroit, the consequent massive changes in traffic flows
could undoubtedly impair the profitability of major
regional and peripheral carriers which would be com-
peting with Santa- Fe. -For example, cars.which origi-

nate in Pittsburgh and are destined to Los Angeles and
now routed Chessie to Chicago thence Santa Fe, *ould
probably be routed over the Santa Fe for the entire dis-
tance if it were allowed entry into the Pittsburgh mar-
ket. Other cars, which are now routed Chessie-Chicago-
BN might also be lost to a Santa Fe direct haul at the
expense of BN and Chessie.

The Cincinnati gateway serves as a major interchange
point between the railroads of the South and the North-
east. For example, if the Southern Railway were to be
allowed to acquire the DT&I it would have direct entry
into the Detroit market. Thus, it is reasonable to assume
that some of the traffic which is now moving from
Detroit via Penn Central or Chessie to Cincinnati and
thence Southern Railway would be diverted to the
Southern for the entire distance. Other traffic which is
now routed DT&I-PC-L&N would probably be lost to
the Southern Railway direct route.

Some of the proposals by the railroads would-extend
their scope of operations and gain access to markets not
presently served. For example, P&LE wishes to acquire
the PC line from Warren, Ohio to Cleveland Such an
extension if implemented would simply provide an
additional competitive carrier in the Pittsburgh-Cleve-
land market and would allow P&LE to gain additional
traffic at the expense of ConRail and other railroads.
Proposals such as these in essence represent the transfer
of gross and net income from one railroad to another
and do not enhance regional rail viability.

For the reasons cited above, USRA. is unable to deter-
mine that the Proposals on Part I of the Appendix D-3
would not materially impair both singly and cumula-
ively the profitability of ConRail and other carriers
within the Region.



Appendix D-3 (Major Market Extension Proposas Reviewed Under Section 006 (d) (8))

PART J

Major market extension proposals that cannot now be found not to materially impair the profitability, either singly or cumulatively,
of any railroad in the Region or ConRail

Project ID Location Des ription of project

Chicago River and Indiana RR ..........................
Indiana Harbor Belt RR ................................
Michigan Central AR ...................................
Kankakee Belt Line --------------------------------------
Lake Shore and Michigan Southern Railway --------------
Pittsburgh, Fort Wayne, and Chcgo Ry ---------------
Pittsburgh, Cincinnati, Chicago & St. Louis RR ---------
Cleveland, Cincinnati, Chicago & St. Louis Railway ....
Chicago, Ill.-Norther Ind ..............................
D etro it, M ich .................. . . . . . . . . . . . . . . . . . . . . . . . . . . .
Cleveland, Ohio --------------------------.---------------
Cincinnati, Ohio ------------------------------------------
Toledo, Ohio ----------------------------------------------
Columbus, Ohio -----------------------.-................
Indianapolis, Ind ---...........---------------------------
East St. Louis, IlL ......................................
Pittsburgh, Pa. and Vicinity .............................
Buffalo, N.Y ---------------------------------------------
Shenango, Pa., Sharon; Pa., Youngstown, Ohio --------..

B&M-2 ------ Rotterdam Yet., N.Y., Buffalo, N.Y ----------- f .........
BN-I -....... Zearing, Ill., Hennepin, BL ..............................

Eola, Ill., Brisbane, Ill., Steele, Il., Hobart, Ind., Griffith,
Ind., Porter, Ind., Elkhart, Ind.

Porter, Ind., Burns Harbor, Ind., Gary, Ind., Indiana
Harbor, Ind., E. Chicago, Ind.

Streator, Il., Hennepin, BE .............................

BN-.6 ------ Peoria & Eastern Railway ...............................

Pittsburgh & Lake Erie RR ----------------------------

Detroit, Toledo & Ironton RR ...........................
Buffalo, N.Y., E. Salamanca, N.Y ..............

Wilkes-Barre, Pa., to Alexandria, Va .................. _.
Toledo, Ohio, Owosso, Mich., Bay City, Mich., Midland,

Mich.

Springfield, Ohio, Glen Echo, Ohio ......................
Trenton,Mich., Gibraltar, Mich., Rockwood,Mich.,-New-

port, Mich., Monroe, Mich.
Middletown, Ohio, Hageman, Ohio ............. .......

Owosso, Mich., Lansing, MIch --------------------
River Rouge, Mich., Ecorse, Mich., Penford, Mich

Browntown, M ch., Carleton, Mich --------------

Saginaw, Mich., Clare, Mich., Cadillac, Mich., Yuma,
Mich., Harlan, Mich.

Lima, Ohio, Chicago, Ill ..............................
Maitland, Ohio, Glen Echo, Ohio ........................

Matland, Ohio, Dayton, Ohio .................. ..
Indiana Hearbr, Ind., East Chicago, Tad .................
Helena, N.Y., Roosaveltown, N.Y .......................
Detroit, Micb., Detroit River Tunnel, Canada Southern

Railway.
Vicksburg, Mich., Fort Wayne, Ind., Richmond, Ind.,

Hamilton, Ohio, Norwood, Ohio, Cincinnati, Ohio.

South Bend, Ind., Kankakee, III., Streator, Ill ..........

Detroit, Mich., Jackson, Mich., Battle Creek, Mich -----

ATSF-1 -----
ATSF-2 ....
ATSF-3 .....
ATSF-4 .....
ATSF-5 ....
ATSF-6 -.-
ATSF-7 ...
ATSF-S ....
ATSF-9 ----
ATSF-10 ...
ATSF-1 ....
ATSF-12 ....
ATSF-13 ....
ATSF-144..
ATSF-15 ....
ATSF-10 ...--
ATSF-17 ....
ATSF-18. -
B&LE-I ...

Atchison, Topeka & Santa Fe to acquire entire railroad.
Atchison, Topeka & Senta Fe to acquire entire rtilroad.
Atchison, Topeka & Santa Fe to acquire entire railroad.
Atchison, Topeka & Santa Fe to acquire entire railroad.
Atchison, Topeka & Santa Fe to acquire entire railroad.
Atchison, Topeka & Santa Fe to acquire entire railroad.
Atchison, Topeka & Santa Fe to acquire entire railroad.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Pem Central,
Atchison, Topeka & Santa Fe to acquire yards, terminals and bolt lines of Pemi Central,
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central,
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Ceitral.
Atchison, Topeka & Santa Fe to acquire yards, terminals and belt lines of Penn Central.
Bessemer & Lake Erie to acquire trackage rights or ownership Interest In Penn Central or Eric.

Lackawanna Lines to serve market directly.
Boston & Maine to acquire trackage rights over Penn Central.
Burlington Northern to acquire trackage rights over Chicago & Northwestern south of Ladd and

purchase Penn Central beyond to Hennepin for access to steel plant.
Burlington Northern to acquire trackage rights over Elgin, Yolict and Eastern between Eola and

vicinity of Brisbane and build new connection to Penn Central at Steele. Then acquire Penn
Central trackage between Steele and Hobart or between Steele and Grlffith and obtain trackage
rights to Porter and bridge rights to Elkhart.

Assuming Burlington Northern can reach Porter It would obtain trackage rights via Penn
Central as listed.

Burlington Northern to acquire portion of Penn Central "Kankakee Belt" Line between BN
connection at Streator and Hennepin Steel Mills.

Burlington Northern to acquire Peoria & Eastern Including trackage rights over Peoria & Pekin
Union between Peoria and Pekin, Ill., with use of necessary PC facilities presently used by
P&E traffic at Indianapolis; Ind.

Chessle System (Baltimore & Ohio) to acquire all rail properties of P&LE Including its 0 Interet
in Monongahela Railway Co.

Chesse System to acquire all rail properties.
Chessie System (Chesapeake & Ohio) to acquire trackage tights over Erie-Lackawonna between

Buffalo, East Salamanca, Binghamton and possibly East of Binghamton.
Delaware & Hudson to acquire trackage rights over Penn Central.
Detroit, Toledo & Ironton to acquire Ann Arbor trackage between Toledo and Oweso and Penn

Central trackage between Owosso and Bay City and Midland, or Detroit, Toledo & Ironton to
acquire Ann Arbor trackage between Toledo and Durand and acquire trackage rights over Grand
Trunk Western between Durand and Bay City and acquire Penn Central between Bay City
and Midland.

Detroit, Toledo & Ironton to acquire portion of Penn Central Bellefontalne Branch.
Detroit, Toledo & Ironton to acquire Penn Central Toledo Branch.

Detroit, Toledo-Ironton to acquire Penn Central Middletown secondary track between Middletown
(ARMCO Lead) and Middletown Ict.

Detroit, Toledo & Ironton to acquire Penn Central Saginaw Branch.
Detroit, Toledo & Ironton to acquire Penn Central between Penford (DT&I cros3iog) and Carleton

(C&O connection).
Detroit, Toledo & Ironton to acquire Penn Central Marsh track between Marion Avenue and To-

cumaseh Yard.
Detroit, Toledo & fronton to acquire trackage rights over Chesapeake & Ohlo between Saginaw and

Clarend over Ann Arbor between Clareand Harlan thence to Frankfortif ear ferry is subsidized.
Detroit, Toledo & Ironton to acquire Erie.Lpckawanra line from Lima to Chicago.
Detroit, Toledo & Ironton to acquire Erie-Lackawanna line from Maitland, Ohio to Glen Echo,

Ohio.
Detroit, Toledo & Ironton to acquire Erie-Lackawanna line from Maitland, Ohio to Dayton, Ohdo.
Elgin, Joiet & Eastern to acquire certain facilities of Indiana Harbor Belt.
Grand Trunk to acquire Penn Central trackage.
Canadian National or Grand Trunk Western to acquire certain Penn Central property In the Do-

trolt area, Detroit River Tunnel, and allor portions of the Canada Southern Railway.
Grand Trunk Western to acquire approx. 244 miles of Penn Central line from Vicksburg to Cin-

cinnati. Route to Include bridge trackage rights over Penn Central through Fort Wayne and
Richmond.

Grand Trunk Western to acquire approximately 162 miles of Penn Central line between South B end
and Streator.

Grand Trunk Western to acquire approximately 119 miles of Penn Central track from Detroit to
Battle Creek. GTWto acquire Penn Central terminalresponslbllities, including Detroit-Windsor
tunnel, " ',

BN-2 ........

BN-3 ........

BN-5 ......

CS-I .........

CS-3.........
CS-17-....

D&H-l ......
DT&I-2 .....

DT&I-3..

DT&T-4 .....

DT&1-5.-

DT&I-6 ....
DT&I-7....

DT&I-8 ....

DT&I-9 -.-

DT&I-10 ...-.
DT&I-11...

DT&I-12....
EX&E-2-..
GT-I ........
GTW-I ....

GTW-2 ......

GTW-3 ....

GTW-4 ....
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Appendix D-3 (Major Market Extenion Proposas Reriewed Uzder Section 206(d) (3))-Continued

PART I-Continued

- Major market extension proposals that cannot'now be found not to materially Impair the profitability, either singly or cumulatively,
of any railroad In the Region or ConRall--Contnued

Project ID Location oDescriptioprolect
GTW-8 ----

GTW-10 .--

ICG-2 .....

ICG-3_--I
ICG--....

IOG -....

ICG-6 _;.
ICG-7-_

ICG-8 ..-
ICG-9.....

ICG-10....

IC G-It___.

ICG-12-

ICG-13 ----
ICG-14_ .-..

L&N-- ------

L&N-2 ----

L&N-3 ----

U&N-6 .---
N&W-3 ----
N&W-L -----

N&W-5 ----
N&W-6 ----

N&W-7 ----

N&W-8 ----

N&W-9 ....

N&W-10....

N&W-12-
P&LE-L=

P&LE-2 ....
P&LE-3 ...
P&LE_-6___

P&LE-7....
P&LE-8 ....

P&LE-9 ....
RF&P-I ---

SCL ...i

Detroit, Mich., Warren. Mich., Utica, Mich., Rochester,
Mich.

Battle Creek, Mich. ................................ . .....

Detroit, Toledo and Ironton RR ----------------------
Kankakee, Ill., Indianapolis, Ind -----------------

Chicago, 31L, Buffalo, N.Y.

Kensington, IL, Porter, Ind----
Matteson, 11L, East Gary, Indd

Elkhart, rid., Buffalo, N.Y--

Three Rivers, Mich., Wasepi, Mich., Jackson, MHch.
Welland, Ontario, Buffalo, N.Y., Niagara Falls, N.Y.,

Suspension Bridge, N.Y.
Lostant, DL, South Bend, Ind----
East St. LouL% DaL, Terre aute, Ind., Indianapoll Ind.,

Muncie, Ind., Bellefontalne, Ohio, Gallon, Ohio, Berea,
Ohio, Cleveland, Ohio. "

IndianspolL% Ind., Dayton, Ohio, London, Ohio, Colum-
bus, Ohio, Mingb Yct., Ohio, Pittsburgh, Pa.

Mingo Jct., Ohio, Conway, Pa- .........
Cleveland, Ohio, Alliance, Ohio, Conway, Pa., Pitts-

burgh, Pa.
Hudson, Ohio, Akron, Ohio ..............................
Cincinnati, Ohio, Middletown, Ohio, Dayton, Ohio, Belle-

fontaine, qio, Ridgeway, Ohio, Findlay, Ohio, Toledo,
Ohio, Monroe, Mich., Wyandotte, Mich., Detroit, Mlich.

Cincinnati, Ohio, Detroit, Mich .......... --.............

Cincinnati, Ohio, Indianapolis, Ind .... ...--.-........

Louisville, Ky., Speed, Ind --------------.------------

Michigan City, Ind., Hammond, Ind..............
Orrvflle Ohio, Chicago, Ill ..................... : .........
Detroit Toledo & Ironton RR -------------------

Cincinnati, Ohio, S. Charleston, Ohio ......--.......
Detroit, Mich., Buffalo, N.Y .............................

Detroit, Mich., Chicago (Kensington), l l----------- 4_

Detroit, Mich., Midland, Mich .............-------------

Jackson, Mich., Lansing, Milh..

E. Gary,.lnd., Joliet, Ill-

Cincinnati, Ohio, Chicago, Il -
Meadville, Pa., Creston, Ohio --------------

Warren, Ohio, Cleveland, Ohio.
Transfer, Pa., Leavittsburg, Ohio-
Homestead, Pa ....... -

Dougbton Jct, Ohio, Shenango, Pa.......
Cleveland, Ohio, Bellaire, Ohio, Yellow Creek, Ohio,

Alliance, Ohio, Rochester, Pa.
Bellaire, Ohio, Onmal, Ohio-----
.Alexandria, Va., Baltimore, Md., Harrisburg, Pa., Wilm-

ington, Del., Philadelphia, Pa., Newark, NJ., Jersey
City, N-.., New York, N.Y.

.Norfolk,Va., Dover, Del., Wilmington, Del., New York,
N.Y.

Grand Trunk Westerno acquiro and operate 23 miles cf Penn Central trackage between DetroitI and Rochesterlaeiludlntezmnlfali tie3atDetrcltnd SterlingMich.
Grand Trunk Western to acquiro all Vern Central tracke In Battle Creek terminal. Modifyril
fa lity in cooperation -with City Red elopment Plans.

Grand Trunk Wcstera to acquire entiro Detrait, Toledo and Ironton RR.
Illinos Central Gull to acquiro Penn Central route via Lebanon, LorsnerPennsylvania RB to Hunt,

and Big Four RR to Indianapolis Including ternal fac litles at Indanapolls, or In the event
Southern Railway acquires Big Four from ndlanapolIs to Cincinnati, Illinois Central Gulf to
acqulmr Kankk eo-Indlanpolls via Lebanon, Hunt, fornr Pennsylvanla RR or via Lebanon,
Davis former Pennsylvania RR with trckage rights over Penn Central or Indanapolis Unfon
'Terminal for dLrectconnection with Southern Rallway. .

Illinois Central Gulf to acquire former New York Central BR lines via Elkhart, Toledo and
Cleveland.

Illinois Central Gulf to acquire former Mchlgan Central RR.
i1nols Central Gulf to acquire Mattmn to connection with former Michigan Central between
Kensington and Porter.

Ii1nols Central Gulf to acquire former New York Central-Michigan Central Lines via Three
Rivers, Kalamazoo, Detroit, Wind, r, St. The=.', and Welland, Ontario.

Illinois Central Gulf to acquire Penn Central Line.
Illinols Central Gulf to acquire Penn Central Line.

Illinois Central Gulf to acquire former Now YcrN Central RR Kankakee Belt Line.
Illinois Central Gulf to cquiro farmer Pennmlvanla RRto Tarr ]Hanto and Big Four BR beyond.

Illinois Central Gulf to acquire former Pennsylvanla RR to Dayton, New York Central RE to
London, and Pennsylvania BR byond.

Illinois Central Gulf to acquire Penn Central Line.
Illinois Central Gulf to acquire Penn Central Line.

Illinois Central Gulf to acquire penn Central Line.
I1inois Central Gulf to acquire Cincinnati to Ridgeway via former Big Four RE, RBdgevay to

Toledo via former Ohio Central RR and Toledo to Detroit via formerNew York CentmlRR.

Louisville & Nashvillo to acquire Penn Central trackage via Middletown, Dayton, Springfd,
Urbana, Bellefontalne, Ridgeway, Kenton, Findlay, Bowling Green, Toledo, Mdre, Wyandotte,
and River Rouge, -

Louisville & Nashville to acquire Penn Central trackage via Riverside Yard, Lawrenceburg Yet.,
Greensburg, Shelbyville, and Beech Grove.

Louisville & Nashvile to acquim Penn Central trackage zouth of Ohio River In Loui-ville and to
Speed and Charlestown, Ind.

Loulsville & Nashville to acquiretrackago right via Penn Central In order to serve Burns'arbor.
Norfolk & Western to acquire tracka.e rights via Penn Central between O.r=vie and Chicago.
Norfolk & Western to acquire Detroit, To.cdo & lronton between Detroit and S. Charleston and be-

tween Bondclayand.Lronton, Ohio.
kofolkl& western to acquire Penn Central between S. Charleston and Cincinnti (Clare) vfa. Xenla
Norfolk & Western to acquire Penn Central trackag via Internat iol Bridge and some actedIn-

terests in terminal properties.
Norfolk & Western to acquire Penn Central trackage via Toledo (Airline) and coma aociated In-

terests interminal properties.
Norfolk& Weslcrnto acquire Pem Central trackago via Warren, Mich. and some associated Interests

In terminal properties.
Norfolk & Westem to acqulro Penn Central trackage and rame-assocfated interests n terminaj

properties.
Norfolk&A Western to acquire Penn Central trackage and aom azzoted interests in terminal

properties.
Norfolk & Western to acquire ownership of or trackage rights over Penn Central Lines.
Pittsburgh & Lake Erie to acquire Erie Lackawanna trackage for 140 miles via Sharon, Pa., Youngs

town, Warren, and Akron, Ohio.
Pittsburgh & Lake Erie to acqulr Eri-Lackawannn trackage for 2 miles from Warren to Cleveland.
Pittsburgh & Lake Erie to acquire Erie-Lackawanna trackage far 29.7 miles.
Penn Central to abandon branches from Zfth Strect Yard to USS Homestead works and Y&L

Pittsburgh works. Pittsburgh & Lake Edo to perform switching for Penn Central giving c=as
to them at MeK'cs Rocks.

Pittsburgh & Lake Edie to acquire Erie Lackawanna line between Doughton, Jet. and Shenango.
Pittsburgh & Lake Elie to acquire Erie Lackawanna line between Cleveland and Rochester, Pa.,

via Bellaire, Yellow Creek and Alliance.
Pittsburgh & Lake Erie to acquire Erie Lackawanna lina via Wlerton Including Capti Bramch.
Richmond, Fredericksburg, & Potomao to operate over acquired lines of Penn Central, Cherie,

Reading, Central New Jersey to reach end and Intermediate points and connections, with open
routings at all points.

Seaboard Coast Line to acquire Penn Central lines on Delmarva Peninsula to and Including Wil-
mlngtonDeL, with trackagerigbtsbeyondto Neow Yorkand ceto alllntermedlate markets.
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Appendix D,-3 (Major Market Extension Proposals Reviewed Under Section 206(d) (3))--Continued
PART I-Continued

Major market extension proposals that cannot now be found not to materially impair the profltability, either singly or cumulativly,
of any railroad in the Region or ConRail-Continued

Project ID Location Description of project

SLSF-.. St. Louis, Mo., Terre Haute, Ind ......................... St. Louis-San Francisco to acquire Penn Central trackage via Vandalla.
SLSF-2- Terre Haute, Ind., Indianapolis, Ind.-.....--------------- St. Louis-San Francisco to acquire former Big Four route trackage.
SLSF-3--.. Indianapolis, Ind., Cleveland, Ohio ---------------------- St. Louis-San Francisco to acquire Penn Central trackage via Anderson, Muncie, Ilidgeway and

Gallon.
SLSF-4-....Cleveland, Ohio, Buffalo, N.Y ------------------- St. Louls-San Francisco to acquire Penn Central trackage.
SLSF-5 --- Ridgeway, Ohio, Detroit, Mich -------------------------- St. Louis-San Francisco to acquire Penn Central trackage via Toledo.
SLSF-G- Indianapolis, Ind., Pittsburgh, Pa ----------------------- St. Louis-San Francisco to acquire Penn Central trackage via Dunrelth, Richmond, Dayton,

Xena and Columbus.
SOU-I ------- Cincinnati, Ohio, Indianapolis, Ind --------------------- Southern Railway to acquire Penn Central line beginning with Southern connection near Oka-

homa Avenue via Riverside, Valley let., and Greensburg, Including Riverside Yard at Cincinnati
and Hill Yard at Indianapolis. Also Penn Central lines beyond Hill Yard to provide connection
with Indianapolis, Union RR (Belt) and ownership or trackage rights to connect with Penn
Central line to Kanakee. Also Penn Central Dearborn Branch.

SOU-2-... Detroit, Toledo & Ironton RA --------------------------- Southern to acquire entire Detroit, Toledo & Ironton with either ownership or trackage rights to
provide access from, Detroit, Toledo & Ironton, main line to Gest Street Yard at Cincinnati.

SOU-3 ------- Springfield, Ohio, S. Charleston, Ohio, Cincinnati, Ohio. Southern acquire direct connection between Detroit, Toledo & Ironton main line and Cincinnati,
vial 1of3routes: Penn Central from S. Charleston via Xenia, Morrow, Middletown let., Loveland,
thence Baltimore & Ohio trackage to Gest St. Yard, or Penn Central from S. Charleston via
Xenfa, Morrow, Middletown let., Loveland, Clare, Underelil Yard, Vine St., to Get St, Yard,
or Penn Central line or trackage rights from Springfield via Daytoo, Sharonvll6, Ivorydalo,
thence Baltimore & Ohio trackage to Gest St. Yard.

STLSW-I-.. St. Louis, Mo., Chicago, Ill -------------------------------.St. Louis Southwestern to acquire and/or operate Penn Central route via Paris, Ill.
STLSW-2..- Cairo;, In., Chicago, Ill --------------------------- ------- St. Louis Southwestern to acquire and/or operate Penn Central roito.
STLSW-3... Chicago River and Indiana Railroad --------------------- St. Louls Southwes.tern to adquils and/or operate entire railroad.
STLSW-!-. - Indiana Harbor Belt Railroad ----------- ------------- St. Louis Southwestern to acquire and/or operate Penn Central portion.
STLSW-5... Chicago, Il., Detroit, Mib --------------- . -.............. St. Louis Southwestern to a.'qulre and/or operate Penn Central route via Southbead, Ind, and

Toledo, Ohio.
STLSW-6.. St. Louis, Mo., Indianapolis, Ind ......................... St. Louis Southwestern to acquire and/or operate Penn Central route via Terre Haute, Ind.
STLSW-7... Indianapolis, Ind., Buffalo, N.Y ------------------------- St. Louis Southwestern to acquire and/or operate Penn Central route via Union City, lidgeway,

Cleveland and Suspension Bridge.
STLSW-8... Ridgeway, Ohio, Detroit, Mich .......................... St. Louis Southwestern to acquire and/or operate Penn Central route via Toledo.
STLSW-9... Indianapolis, Ind., Bellefontaine, Ohio ---------------- St. Louis Southwestern to acquire and/or operate Penn Central route via Cincinnati and Dayton.,
STLSW-10... Indianapolis, Ind., Columbus, Ohio ..................... St. Louis Southwestern to acquire and/or operate Penn Central route via Dayton.
STLSW-11-. Union City, Ind., Pittsburgh, Pa ........................ St. Louis Southwestern to acquire and/or olperate Penn Central route via Columbus.
STLSW-12... Marion, Ohio to Tamestown, N.Y., to Buffalo, N.Y., to St. Louis Southwestern to acquire and/or operate Erie Lackawanna route.

Suspension Bridge, N.Y.
TP&W-2 .... Effner, Ind., Columbus, Ohio ............................ Toledo, Peoria & Western to acquire trackage rights over Penn Central between Effner and Colum-

bus.
TP&W-4.-.. Crandall, Ill., Indianapolis, Ind -------------------------- Toledo, Peoria & Western to acquire trackage rights over Norfolk & Western between Crandall and

Bloomington and over Peoria & Eastern between Bloomington and Indianapolis.

Major Market Extensions Not Materially Im- market extensions which USRA finds, with appropriate
pairing Profitability modification in certain instances, will not, either singly

or cumulatively, materially impair the profitability of
This part of Appendix' D-3 is comprised of major any railroad including ConRail in the Region.

Appendix D-3 (Major Market Extension Proposals Reviewed Under' Section 206(d) (3))

PART II

Major market extension proposals that will not materially impair the profitability, either singly or cumulatively, of any railroad in the
Region or ConRail

Project ID Location Description of project

B&M-1 ......
CS-2 ........
S-4 .........

CS-5 .........

Springfield, Mass., New York, N.Y ......................
Nicholas, Fayette & Grenbrier R.R .....................
Canada Southern Ry., Detroit River Tunnel- ...........
Shippensburg (Lurgan), Pa., Philadelphia, Pa., Wilming-

ton, Del., Allentown, Pa., Bethlehem, Pa.

CS-6 -........ Monongahela Ry .......................................

CS-7 ........ Midland, Mich ............................................

CS-8 ......... Bay City, Mich., Saginaw, Mich .........................

CS-0 ......... Lansing, Mich .............................................

Boston & Maine to acquire trackage rights or Central Vermont lease and B&M provide service.
Chess e System (Chesapeake & Ohio) to acquire all rail properties.
Chessie System (Chesapeake & Ohio) to acquire all rail properties.
Chessle System (Baltimore & Ohio) to acquire trackage or trackage rights from Lurgan via latris,

burg to the Allentown/Bethlehem and Greater Philadelphia areas with or without accen5 to
on-line industry In and between those points.

Baltimore & Ohio to sell ! interest to Penn Central and/or Pittsburgh & Lake Erie as an alternative
to acquiring the Pittsburgh & Lake Erie and its % interest In Monongahela.

Chessle System (Chesapeake & Ohio) to acquire Penn Central trackage needed to continue service
to shippers on these tracks.

Chessle System (Chesapeake & Ohio) to acquire Penn Central trackage needed to continue service
to shippers on those tracks.

Chessle System (Chesapeake & Ohio) to acquire Penn Central trackage needed to continue servie
to shippers on these tracks.
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Appendixj)-3 (Majo' Market Extemn Proposad Reviewed Uider &Sctimo 2,06(d) (3) )--Continued
PART fl-Continued

Major market extension proposals that will not materially impair the profltabillty, either singly or cumulatively, of any railroad in
the Region or ConRall--Contdnued

letID Location Descrptonofprect

Grand Rapids, Much.............. ...............

,ousville, Ky ----------- -. ..............

Nitro-Charleston, SwisS, W. Va ..........................

Winchester, Va ------ = ....................................

Dayton, Ohio. Warren, Ohio .............................

Warren, Ohio, Greenville, Pa., Sharon, Pa., Newcastle, Pa.

Greenville, Pa., East Salamanca, N.Y ...................

Buffalo Creek RR .... - ---------......................

Cincinnad, Ohio, South Charleston, Ohio ................

Saglnaw, MIch., Bay City, 3ich. ........................
Midland, Ifich., Bay City, Meb ..........................

Rochester, Mle., Oxford, Mch., Iapeer, Eileh., Vassar,
2,11ch.

Grand in ds,311ch., Muskegon, M ch ...............

VIksburg, Mich., Kalamazoo, Much., Grand Rapids,
Mich.

Peoria, Ill, Decatur, Ill ---- - -............-..............

Peoria and Eastern, RI. ------------------.........
Decatur, IlL, Terre Haute, lad.. ....-----------..
Wilkes-Barre, Pa., Harrisburg, Pa., Hagerstown, Md ....

Xelviadale, Mch ......---..................... .........

Deapwater, W. Va., Swiss, W. Vi., andishburg, W. Va.,
Peters Creek, W. Va., Nitro, W. Va., Deepwater Bridge,
W. Va.

Cleveland, Ohio, Youngstown, Ohio .....................

Buffalo, N.Y.,Binghsamton, N.Y., Northern Now Tersy.

Buffalo, N.Y., Waverly, N.Y., Northem New era',
Blighamton, N.Y..

Youngstown, Ohio, Ashtabula, Ohio ...................
Aliqulppa, Pa., Conway, Pa ---------------------..

-Kabuta, Pa., Wferton, Wheeling, W. Va ...................
Wilmington, Del., Norfolk, Va .............. ...

WilmIngton, DeL, Norfolk, Va ......................

CS-10 .....

CS-i..-.....

CS-3 .......

CS-13 ...-...

CS-1__.....

CS-1_ ....

DT&I-I..._.

E.T&E-L ....

See footnotes at end of table.

Ches e Syctem (Chesapcak & Ohio) to aquire Penn Central trcckage needed to continue service
to ShipperS on tb trWLs.

Chesdo Sy tem (altimor & Ohio) to acquire Penn Cctmal track ge needed to continua service
to shippers on th=z tracks.

Che le SysUm (Chepeake & Ohio) to acquire Penn Central trackage needed to continua Eavica
to shIppes on thm3 tracks.

Chessle System (Baltimore & Ohio) to rcqulrq Penn Central trackage needed to continm service
to shippers on thonm tracs.

Che=o System (Baltimore & Ohio) to aequire Erla Ickawanm a trackaga between Dayton and
Warren.

Chess3 System (BIaltluor & Ohio) to cquire Eri Lckawanna trackag between Warren and
Greenville Including the Sbaron-Ncwmeast Branch.

Chese S)stm (Baltimore & Ohio) to acquire Erie ,ackawanna traecage between Greenville and
East Salama Including Oil City Branch.

Chessio System (Baltimore - Ohio) to acquire rail propcrtfr or leasehold interest now owned by
Erla-etckawanna and Lehigh Valloy. Alternatively Checlo acquire trackage rights over Buffalo
Creek Railroad.

DT&I acquiro ownemhlp or trackage rights over Pem Central between Cincinnati and South
Charleston via "IUttlo Maml" route, or DT&I acquire ownership or trackage rights over Penn
Central between Spfngfldd and Ivorydale via Dayton thence over B&O to I&N and Southern
connections at Cincinnati. Alto acquire ownership or trackage rights over Penn Centralto L&N
and Southern via Undercliff.

Elgin, Y01lst & Eastern to acquire Penn Central line between Hegawsch and South Chicago.
Grand Trunk Westrm to acquire all Penn Central terminaltrackage at Lasing.
Grand Trunk Western to acquire Penn Central trackago within Saginaw andBay City.
Grand Trunk Westcrn to aculre and operato the Penn Central track from Bay City to Midland,

19 miles, including the terminal facilities at Mdland.
Grand Trunk Westera to acquire Penn Central fzcli3 at Oxford, Rochester, Lapeerand Saginaw.

Chempeake & Ohio to acquire Pamn Central terminal (clies at Va =-r.
Grand Trunk Western to acquire and operate 23 miles of Penn Central trackage between Grand
Rapids (Walker) and Muskegon.

Grand Trunk Westcrn to acquire and operato pprosxmately fismlIe of Pem Centralline between
VIcksburg and Gmad Roplds and Branch Lino betwen Planweil and Otrego, aso Penn Central
terminal faclitles in Grand Rapids a=nunzn Penn Central d:contlnues operations north of

Grand Rapids.
IllinoLs Terminal to acquire Penn Centrl trackage over which 1lnis Terminal now hastrackage

lights.
1llin Is Terminal acquire P&E between Peoria and Indianapolis.
Illinols Termnlal to acquire Penn Central trackrg between Decatur and Terre Haute.
Norfolk & Wcstern andfar Delaware & Hudum to acquire o" ambip or rackago rights between

Wilkes-Barre and Hagerstown via Ha r urg.
Norfolk& Wecste to cqulre 23. =s of land and ass odated trackage and operating esemnts

from Pann Central.
Norfolk & Western to acquire, Penn Central Un and Pam'Central intere3 in Niehlas, Payette &

Greenbrier Rallroai.

Norfolk & Western to acquire Edie lrckawanna tracrkag between Youngstown and Cleveland,
po:dbly mltRcd lo trackage rights between Leavlttsbur and Warn

Norfolk & Westcrn to acquire trackage of or tr=kago rigts over Ere-lckawanna from Bufalo to
Northern Now Jermy and acc==s to come additional traffla base In that . Alzo trackage of or
trackage rlights over EL from Central Ohioto Honal, N.Y., frequredfor service or operating

Samo as N&W-lS but wlth track of or trackago rights over EL from Buffalo to Waverly then of'or
over Lehigh Valley to Northern New Tecay. Ako a connectlon to Delware & Hudson at Bing-
hamton.

P&LE cquire trckrae ights or owner.hip of Penn Central trackage.
Penn Central close Conway Bail Bargo cl traml fcilty and enter agreementfor foint use of

P&LE Colona faclity at Alqulpp3.
Pittsburgh & Lako Erie to acquire Pean Central lnes bet7cen Mabuta and Weiton.
RF&P operate over or acquire Pam Central lines to reach end and Intermediate Points and con-

nectioa with ope routing at all connecton points.
Southern to acquire Edgemoor Yard at Wilmington and all Unes east and south of the corridor

main lne Including Shelpot necondary traxks, lino from Bridge to Ragan and fo Porter
to NewarkL All lines from Edgmeoor Yard to Cape Charles Including carlloatOperationbetween
Norfolk and Cape Charles and all Penn Central trczks in and around NorfolkVirgin1a Southern
would prepo:a to acquire the brach lines on the Peninsula Line with the following exceptionas

Lino from Capo unctlon to KMptopeko (probably already retid).
Crisf eld Branch fram Kings Creek to CrIs&'d.
Willard Branch from Salisbury to Paranshung.
Vienna Branch from Huflock to Vicnna.
The Oxford Branch from Ea-ton to McDanlcl. (probably already rnLred).
The Denton Branch from Denton to Quecastswn.
The Chezietown Brach from Ma=y to Chetertovm.
The Centerville Branch from Townsend via M.asy to Centervilla unlet the present shipPer

mbsidy ar gement or a dmrlar approop4ato arrangement is contine-
Alo trackago rights as needed to provide direct connton to B&O and RD G atWilsangto-

GTW-6....
•GTW-7 ------

GTW-9 ....

GTW-L -...

GTW-12..__

ITRR-L._..-

ITRR-2 -----
ITER-3._-

N&W-2 ....

N&W-IU..

N&W-13 ....

N&W-14 ....

N&W-15 .-

N&W-16 -.

P&LE-4....
P&LE-5 ....

P&LE-10__.-
RF&P-2 -..-

SOU-41-

. -------------------- - ------------- ------I

I
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Appendix D-3 (Major Market Extenion Proposa~Z Reviewed Under Section 206(d) (3))-Continued
PART II-Continued

Major market extension proposals that will not materially impair the profita ilty, either singly or cumulatively, of any railroad in
the Region or ConRail-Continued

Project ID Location Description of project

TP&W-1 ..... Effner, Ind., Logansport, Ind ---------------------------- Toledo, Peoria & Western to acquire trackage rights over Penn Central between Effner and Logans-
port.

TP&W-3 ..... Sheldon, Ill., Indianapolis, Ind ------------------- TP&W acquire trackage rights over Penn Central between Sheldon and Indanapolla.
USRA-1 ..... E-L System. --------....------------------------------- Chessle System to acquire entire Ere Lackawanna Railway Company.
USRA-2 --- E-ILSystem. ------------------------------------------ -- Norfolk & Western Railway Company to acquire entire Erie Lackawanna Railway Company.
USRA-3 .... Buffalo, N.Y., Binghamton, N.Y., Northern New Tersoy. Chessle System to acquire trackage of or trackage rights over Erie Lackawanna from Buffalo to

Northern New Jersey and cem to some additional trafllo baso In that area, Also trackage of or
trackage rights over EL from Central Ohio to Horneli, N.Y., If required for service or operating
reasons.

USRA-4 --- Harrisburg, Pa., Allentown, Pa., Bethlehem, Pa., Phila- Norfolk & Western to acquire trackage or trackage rights from Central Ohio via Harrisburg to the
delphia, Pa., Wilmington, Del., Central Ohio. AlIentown/Bethlehem, Greater Philadelphla, and Wilmington areas, with or without acc e to

on-line industry In and between those points.
USRA-5 --- Buffalo Creek By --------------------------------------- I Norfolk & Western to acquire rail properties or leasehold interest now owned by Erie Lackawanna

or Lehigh Valley or acquire trackage rights.

I While not specifically adding conditions at this time, this finding of no material
impairment of profitability assumes that equitable rate divisions acceptable to
ConRail can be negotiated and that ConRal would be relieved of all expenses which

may be involved in the establishment of an Interchange yard at Wlmnington and
the construction of other facilities (i.e., bridges, etc.) necessary to move traffic over
this route without interference to the Northeast Corridor passenger lhad.

Other Coordinations and Market Extensions the Act. These acquisitions do not require a finding by
Appendix D-4 lists proposed coordination projects the Association under the provisions of Section 206

which involve acquisitions of portions of solvent rail- (d) (3), but are listed here for the purpose of eliciting
roads by the ConRail system to be established under public response.

Appendix D-4 (Propoed Coordinatioo and Market Extenos Not Subject to Section 206(d) (3))
Determinations regarding profitability impairment not required

Project Location Description of project service continued Note
ID

Location By

DE-O .... Various ...........................

Jeffersonville, Ind., Loulsville, Ky.,
N. Vernon, Ind.

IN-16 .... I Idianapolis, Ind ....................

Boston, Mass., Rotterdam Junction,
N.Y.

Canal Jet., Mass., Creamery, Mass.,
Forest Lake, Mass., Wheelwright,
Mass.

MA-0 ..... -...................................

MD-2 ... Baltimore, AMd., Philadelphia, Pa.,
Washington, D.C., Wilmington, Del.

MD-O ----.- ..........----------------------------

MI-12 .... Delta, Ohio., Detroit, Mich. ........

See footnotes at end of table.

The only project not subject to Section 206(d)(3) that
involves the State of Delaware Is MD-2.

Penn Central (ConRail) to acquire the Baltimore &
Ohio (Cliessle System) line from Jeffersonville to
Louisville inclusive, with B&O to abandon its line
from North Vernon to Jeffersonville.

Penn Central (ConRail) to acquire 1 mile of Norfolk
& Western track in the Indianapolis temlnal area
now being used only by PC.

There are no other projects not subject to Section 206
(d) (3) that Involve the State of Indiana.

Penn Central (ConRail) to acquire trackage rights
over Boston & Maine from Boston to Rotterdam
Junction.

Penn Central (ConRail) to acquire the Boston &
Maine line from Creamery to Wheelwright, with
B&M to abandon Its line from Canal Junction to
Forest Lake and its trackage rights over PC from
Forest Lake to Creamery and over Central Vermont
from Amherst to Canal Junction.

There are no other projects not subject to Section 206
(d) (3) that Involve the State of Massachusetts.

Penn Central (ConRail) to acquire trackage rights
over, or outright, all or parts of the Baltimore & Ohio
(Chessle System) line from Washington, D.C., to
Philadelphia, Pa.

There are no other projects not subject to Section 206
(d) (3) that Involve the State of Maryland.

Penn Central (ConRail) to acquire trackage rights
over Detroit, Toledo & Ironton from Detroit to
Delta, Including the operation of DT&Ps Flat Rock
Yard as a jolnt facility.

Not applicable .................... . NIA ............-..........

All points on acquired segment:None
on the segment to be abandoned.

PC............

All points on acquired segment ----- PC ..............

Not applicable --------------- NA----- -/A ....................

No service to be abandoned -------- NA.-.............

All points on acquired segment. None
on the segment to abandoned.

Not applicable ------------- N----------- NA ...................

No service to be abandoned --------- N/A ........... 3

Not applicable .----------------- NI.............

No service to be abandoned ........... N/A ....................

IN-15- -.

IN-0 .....

MA-7 ---
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Appendix D-4 (Proposed Coordination and Market Eotenmion Not Sbject to ection 206(d) (3))-Continued
Determinations regarding profitability impairment not required-Continued

Projt "=Servta continued
Project Location Description of lroject _Note
ID_

Loao By

- ... -_.... There are no other project& not subject to Section 20 Not applicab le- NIA .
(d) (3) that Involve the State of Mtlcmlnn.

OH-0 ... Various. . _. . The only project not subject to Section (d}(3) that Not applic.ble- NA
involves the State of Ohio Is Mf-12.

PA-0. Va-s--.. Theonly projectmotsubjecttoSection XO(d)(3) that Notoppllc.ble. NJA
involves the State of Pennsylvania is MI-2.

1. Afurtheralternative to project IN-1 in appendix D-1. . 3. See Chapter 13, Poazencr Serviceo, for a dicusnfon of rerouting freight trains
-2. The Penn Central l1newith which the segment to be cqur connects is under around the Northeast Corridor. In the event of an outright acquistion of this line

study as slight-density line and may or may not be recommended for Inclusion In by Penn Central (ConRall), Baltimore & Ohio would retain trackage rights and
ConE~ ~.some or all on-line industry as negotiated.
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SAPPENDIX E
Operations Planning Studies

The Association's operations planning efforts and
findings are-discussed in Chapter 5. The planning proc-
ess, which was carried out in two phases, is described
in greater detail in this appendix.

The first phase, overview studies, focused on. iden-
_tification of the critical factors involved in satisfying
the requirements of the Act. A goal of this phase was
to identify the steps necessary to assure that. ConRail

-would be financially self-sustaining.
The second phase consisted of detailed or simulation

studies of alternative operating strategies. -In contrast
to the overview studies, which dealt with orders of
magnitude, the detailed studies analyzed in specific
terms the-varios alternatives under consideration.

-OVERVIEW STUDIES

The overview studies included econoic overviews
performed under contracts with outside consultants,
onsite surveys of physical resources by USRA'staff
and projections of changes in the operating results
of the bankrupt railroads;-account-by-account, as they
are merged and rehabilitated. (EL was not included
in these studies.)

Economic Overview Studies

-The first of.-two economic overview contracts was
awarded to Strong, Wishart & Associates (SWA) of
San Francisco, Calif. The objective of the study was to.

appraise the potential viability of two ConRail options
and to identify the principal leverage points in making

ConRail financially self-sustaining.
Carrying out the study objectives, parallel work

was carried out in two areas. SWA made financial pro-

jections on the basis of assumed investment require-

ments and operating performance improvements. In-

this area, SWA used Southern Pacific's Corporate Plan-

ning Model to test the economic viability of Con:Rail
under these varying assumptions.

In the second area, in cooperation with the Associa-

tion of American Railroads, SWA formed an Opera-

tions Evaluation Team composed of senior railway

officers who conducted an intensive 30-day survey to

identify problems and assess potential improvements.

The team included five railroad vice presidents, experi-

enced in Operations, each of whom was assigned a por-
tion of the bankrupt railroads. The team personally

inspected 60 percent of the trackage of the bankrupts
and interviewed key line officers. Although the effort

concentrated on the operating departments of these rail-

roads, it also included a brief review of their market-
ing and support activities.

The financial projections generated by the Corporate

Planning Model were- the first estimates of ConRail's

potential prospectus under varying assumptions. It

should be noted that SWA was assigned to "workback-

ward" from viability to determine the practical steps



necessary to achieve viability. Two network configura-
tions were included in this evaluation:'

" Two-system ConRail with the Penn Central and
Ann Arbor in one system and the other four bank-
rupt properties 'in a system similar to the Mid-
Atlantic Railroad Concept.

" One ConRail encompassing the (six) bankrupt
properties.

In the course of this evaluation, SWA found that:

Splitting CRC -would add materially to the cap-
ital requirements and significantly reduce the po-
tential financial performance. For either system
to be viable: '

- Car ownership must be reduced by one-third
and cars on line would have to be cut by nearly-
half.

- The size of the system must be reduced by-one-
third.

- Even with these reductions, rehalbilitating the
plant *as estimated to cost between $1.5 and
$2.0 billion. -

Through their inspections of the facilities and dis-
cussions with key operating officers, the team of rail-
road vice presidents identified 8,400 miles or 38 percent
of the lines of the bankrupts to be considered for aban-
donment. SWA also found that.

* Rehabilitation of the track is the first priority.
" Planning, organization and control of the bank-

rupts must be strengthened.
" Much more management attention must 'be focused

on equipment utilization.

The second economic overview project, performed
concurrently with that of Strong, Wishart & Associates,
was conducted by Recbie Associates of Greenwich, Con-
necticut. This study concentrated, through cost analysis,
on identifying where the bankrupts are presently losing
money. It also included a series of recommendations
for revision of ConRail's marketing and planning func-
tions. Specific observations from the Reebie Study
included:

0 The railroads need to identify their economic
"place in the sun" so that resources and manage-
ment attention can be allocated effectively.

0 The, physical condition of the bankrupts has de-
teriorated to such an extent that normal debt serv-
ice on the rehabilitation program may be greater
than the direct savings resulting from rehabilita-
tion. (The rehabilitation, nevertheless,-is necessary
to continue operations).

* The principal means of improving the profit per-
formance of the bankrupts are:

- Full recovery of costs of passenger services, in-
cluding the cost of capital.- I '"

--- Improved train operations to minimize inter-
mediate handling in yards.

- Improved car management systems to minimize
empty backhauls.

- ncreasing the revenue yield to at least a break-
even level on traffic now handled below variable
costs.

- Establishing equitable division of revenues be-
tween Southern/Eastern and Western/Easten
railroads. 

/Et

Regaining lost traffic through upgrading and
modernization of plant.
Recovering full costs, including the cost of
capital, for branch line operations.

In addition, Reebie Associates stressed the need for
a reorganization of management to provide profit
orientation and incentive in the field to achieve bal-
anced traffic flows. Reebie also recommended minimiza-
tion of organizational layers between top management
and field profit centers and a marketing goal of selective
rather than "across the board" rate increases.

Engineering Overview Study

In conjunction with related studies for the Federal
Railroad Administration and the Association of Ameri-
can Railroads, Thomas K. Dyer, Inc., Consulting En-
gineers, made a computer analysis of the installation
of ties, rails and other track materials for the last 40
years by the bankrupt railroads and their predecessors.
The maintenance data were related through computer
programs containing empirical data on material lives
with- statistics on gross ton miles and track miles oper-
ated. This was done to project future track material
requirements. To provide perspective and to project
the overall industry demand for materials, similar data
were obtained from ICC reports of other railroads
in the Region and other Regions to estimate future
material requirements.

These analyses indicated that:

" As shown in Figure 1, the number of ties due for
replacement each year will grow through 1991, due
to the unusually high level of tie installations dur-
ing the World War II period. This occurs because
the bulge of installations of materials in the
Forties is now recycling.

* The material cycle of the bankrupts is duplicated
on many other railroads, including some but not
all of the solvents. Therefore, the overall demand
for materials will grow rapidly while the supply
is limited, causing track material costs to be under
growing inflationary pressures.

USRA Staff Studies

An initial data-gathering effort by USRA's Opera-
tions Planning Staff includedfield visits and the coin-
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pletion of 35-page checklists on the operations of more
than 60 of the bankrupt's classification and industrial
switching yards, as well as inspections of many 9f the
main and secondary lines. The information gathered
during these evaluations, which tended to confirm the
findings of the overview studies, indicated that:

* Physical plant conditions range from adequate to
Virtually inoperable.

* Management generally is crisis-oriented and has
" little time to plan."

* Labor, car. and locomotive resources are inade-
quately controlled.

* -To compensate for bad physical plant, attention
to meeting major customers' service requirements
has in some instances reached uneconomic levels.

* No one seems to know where and why money is
being lost, 'but each assumes it is beyond his
control.

e Management lines of comihunication and budg-
etary control are inadequate.

Conclusions of Overview Phase

After the overview studies, the requirements for
detailed studies were initiated or redirected. In addi-
tion, the overview studies provided planning parame-
ters and assumptions for the detailed studies, and gave
the USRA management and Board of Directors per-
spective as to the magnitude and nature of the rail-
road reorganization situation. Although the detailed
studies sometimeg revealed differencs in t1he e6ihct
magnitude of the problems, the priority areas of em-

.phasis delineated in the overview 15hase were generally
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confirmed by the detailed studies. The overview studies
thus focused USRA's planning efforts on the critical
areas for improvement.

DETAILED STUDIES

On the basis of the overview studies and'the experi-
ence of the USRA staff, a series of detailed studies of
key areas were carried out in preparation of the Pre-
liminary System Plan. Many of these studies are con-
tinuing for use in preparation of the Final System
Plan.

Data Base Development

In preparation for its detailed planning effort, and
concurrently with the overview studies, TJSRA devel-
oped an origin/destination traffic-flow dtiia base for
the bankrupt railroads.

The basic input to the USRA operations planning
process was a definition of the present demand for rail-
road freight service by the bankrupt carriers or others
in the Region. USRA's objectives in developing the
Railroad traffic and revenue data base were to:

* Assure a high level of completiiess and accuracy.
" Provide data quickly so as to not delay.the plan-

ning process.
* Provide the traffic aild revenue data necessary to

facilitate analysis of potential system configura-
tions.

* .Support the planning efforts of RSPO, state and
regional planners and solvent rail carriers in the
Region.

The development of a railroad traffic and revenue
data base of the quality necessary to achieve the above
objectives was complicated by the following conditions:

" Present railroad accounting procedures do not
provide a single dlocument containing all the data
elements necessary to define the customer, geo-
graphic, commodity and carrier revenue character-
istics of each carload shipment.

" For many of the data elements contained on rail-
road documents there is no industry-wide standard
coding structure. Conformity with such standards
as exist varies greatly among carriers.

" The volume of data is so large that existing
machiie-radable (computerized) data files must
be used for the larger railroads to avoid the high
cost and intolerable delays associated with key-
punching source documents.

" The level of sophistication in the computerized in-
formation system. varies widely among the North-
eastern railroads. As a result, certain critical data
elements are not captured by some carriers.

Two potential sources of data exist which canbe utilized
to fulfill the above objectives. They are the Revenue



Waybill and the Interline Abstract. There are several
problems in using the waybill as the.basic source of
USRA's integrated data base:

" Many of the bankrupt railroads do not have way-
bill information in their computer files (especially
on overhead traffic).

" Some railroads ao not normally retain a paper
copy of waybills on overhead traffic.

" Although the waybill contains a wealth of infor-
mation about each shipment, the "data discipline"
of this information is often poor.

* Althougl waybills (except memo bills) do show
the total freight revenue, they do not show the pro-
portion accruing to each carrier participating in
the route of movement.

" Billing station rather than actual station is often
shown in h waybill files.

" The expense and time requiring to code, keypunch
and edit waybill data would be inordinate.

The abstract was selected as the principal data source
because:

* The abstract contains the revenue proportion of
each carrier participating in the route of move-
ment.

* The level of discipline of the individual data ele-
ments is higher thain that on the waybill.

" The mandAtory railroad accounting rules require
the abstract to show the actual stations between
which the trhffic moves, rather than billing sta-
tions, although some discrepancies still exist, espe-
cially in urban terminals.

" The carrier delivering the shipment to the desti-
nation always prepares the abstract and mails a
copy to each carrier participating in the movement.
Thus it is possible, when the carrier's computer files
do not contain the necessary data elements, to ob-
tain a complete picture of traffic and revenues by
key-punching the abstract. This is not possible
with waybills.

* Since many cars (waybills) may appear on each ab-
stract, the time and cost of the data-collection
effort is reduced.

* Since each railroad participating in the movement
of a car (or ears) appearing on an abstract will
take the data for its portion-of the movement from
the same document in the same accounting month,
it is possible to integrate several railroads' , data
into a non-duplicative data base. This permits
analysis of traffic flows on a merged basis without
double counting.

However, the abstract has the following shortcom-
ings:

* Shipper/consignee data elements do not appear on
the abstract. The absence of this information mini-
mizes disclosure problems, however.

" The data of actual movement for each shipment
over each carrier do not appear on the abstract.

" Car initial and number, while present on the ab-
stract, are not in the computerized abstract data
files of all railroads, which precludes identifying
the car. type except by inference from the com-
modity code.

Nevertheless, it was concluded that the advantages of
the abstract outweighed the alternatives, and therefore
the abstract was selected as the basic data source. Ab-
stract data for interline shipments and waybill data for'
local (single carrier) shipments on the AA, CNJ, LHR,
LV, PC, RDG, and EL have been converted to a uni-
form computerized record. The following are typical of
the uses being made of this and other USRA traffic and
revenue data:

• Traffic data for the planning months of October
and March of 1973, sorted by major ConRail
gathering points, is being used for blocing and
train-requirement studies by Stanford Research
Institute under contract to USRA.

* Annual traffic data was supplied for the light-
density line study and served as input to the
CONSAD analysis.

* Origin/destination traffic flows were used to an-
alyze several proposed ConRail options.
R Regional traffic flows were provided as inputs to
the Temple, Barker & Sloane Traffic Projection
forecasts.

* Various formats of data were submitted to the
Rail Services Planning Office, regional agencies,
the states and local governments and to the Do-
partment of Transportation.

* Traffic data (car float) at Cape Charles, Va., New
York Harbor and across Lake Michigan were sup-
plied to A. T. Kearney & Co., for analysis of
marine operations.

" Traffic data were analyzed by the Public Interest
Economic Center in its economic and environmental
study.

Location Coding

The seven bankrupt railroads move more than 42,000
cars per day among more than 7,200 stations and 800
interchange locations. To analyze a network of this
complexity, it was necessary to design a geographic
location code structure based on railroad operational
logic. Codes sequenced on operational logic permit the
planner to aggregate and disaggregate traffic flows in
the same manner that the railroad operates or could
re'alistically operate.

None of the seven railroads used such a code structure
when the planning process started. The railroads'
freight station accounting code numbers (FSAC), upon

280
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which the taffic-flow records are based, were not opera-
tionally logical. The Penn Centrals ten-digit operation
code network also was not operationally logical, prin-
cipally becausewit was designed to serve administrative
and acdouiiting purposes as well as transportation uses.
The geopolitical location designations utilized by the
Interstate Commerce Commission, the Census Bureau
aid many studies conducted by the Department of
Transportation were unusable for this purpose because
they, too, are not operationally logical and therefore
would be- misleading as to the operational feasibility of
proposed-aggregations and disaggregations of the traffic.

The USRA Car -Movement Code was designed to
alow analysis of traffic flow based on the way in which
cars are distributed to the ultimate structure. All of the
"gathering points" in the network were, identified
through extensive analysis of local operations and dis-
cussion with ra;irodd operating officials. "Gathering
points" are defined as theRl or slng which yareither
the final location where a car is switched prior to de-
livery to a customer or to interchange or else the initial
location where a car is handled upon receipt from a
customer or hiterchange. This includes uny poini where
a, local or industrial switch engine drops cars for switch-
ing or picks up cars after switching for movement by.
a road train. In addition, major interchanges were des-
ignated as "gathering points."

The USRA Car Movement Code for the 7-railioad
systim (including EL) includes 517 gathering points.
These range in size and complexity from a single inter-
change point served by a run-through train to a local
yard serving more tha 100 stations on several different
branch -lines. In many cases, local stations on a line be-
tween gathering points are served by more than one
gathering point, depending on the origin or destination
of a car. To handle these situations, the USRA Car
Movement Code Structure includes "Multiple Gath-
ering Points." A subproguran was designed to assign
individual cars destined to a station served by a multiple
gathering point to the gathering point at either end of
the line segment, depending on" the direction of move-
ment of the car.

To handle a system of this size, a 10-digit code was
used. Two digits have been reserved for future expan-
sion of the system, if required. In addition to'provid-
ing a coding system for car movement, codes were in-
cludedto allow assignment of stations and line segments
to the various networks being considered during the
USRA planning process and to allow classification of
a line segment's future status under the criteria, for pos-.
sible branch line abandonments.

With each gathering point serving as a base, an opera-
tionally logical and unique code number, appropriately
relate'dito the serving gathering point, was assigned to
eAc& of the more" thlniiB,00 freightl station accounting
c codes (FSTiCby and 4nferchange lo'ations included

within the ConRail network. The code has been designed
to allow changes to be made in the code structure. The
gathering points are based on present operational pat-
terns, but as changes and consolidations are made in the
gathering services, the code structure should be modified
to reflect these changes.

It i s extremely difficult to plan rapidly and efficiently
a network with more than 500 traffic nodes. To expedite
the planning process, the 517 g.thering points were
aggregated into 1411 "super nodes." Gathering points
which originated sufficient traffic to preblock traffic for
other gathering points, and those which received suffi-
cient traffic so that other gathering points might do
preblocking for them, were retained as super nodes in
the consolidated network shown as Figi-re 2.

Each gathering point which did not originate or
terminate enough traffic to generate inbound or out-
bound preblocking opportunities was consolidated
(along with its trAffii-)Into a super node. All consoli-
dation. was done in such a way as to maintain the integ-
rity of the traffic flowing to and from each of the orig-
inal gathering points so that the system can be dis-
aggregated at any time.

The 14*7 Super-Node system was used by Stanford
Research Institute (SRI) in developing -a traffic move-
ment blocking plan. SRI is expanding its program to

allow the use of the 517 traffic nodes.

Future Traffic Flow

The USRA operations planning horizon extends
through 1985. To plan operations for 1985, it was nec-
essary to forecast traffic flows for that year. Temple,
Barker & Sloane (TB&S) prepared a tonnage expan-
sion factor for each of 12 commodities for 1980 and 1985
for ConRail. Conversion tables were provided to trans-
late these tonnage forecasts into carloads.

M1uch of the traffic of the bankrupts originates out-
side the EasterA part of the United States. TB&S used
different growth factors for traffic that flowed into the
ConRail network from Western and Southern portions
of the United States, because the West and South are
expected to grow economically at a different rate than
the Eastern part of the United States.

The future demand forecasts also recognized that
traffic on the bankrupt railrdads is expected to grow
significantly slower than traffic on the major solvent
railroads in the Eastern part of the United States, pri-
marily because the other major roads in the East, move
proportionately more coal than the bankrupts. Of all
commodities hauled by these railroads, coal traffic is
expected to increase most rapidly by 1985.

The TB&S demand forecast assumed that the bank-
rupt carriers' position vis-a-vis other railroads in the
Northeast and Midwest and vis-a-vis other modes would
remain approximately the same as it is today: TB&S
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also prepared an estimate of the change in demand, by
commodity, that can be expected in 1985 if:

* The baiikrupt's physical plant continues to deteri-
orate relative to other modes and other railroads
in the lortheast or,

* ConRail is able to improve its position relative to
other modes and other railroads due to rehabilita-
tion, modernization, merger and improved manage-
ment.and marketing techniques.

Operating plans have been developed, using the optimis-
tic demand forecasts fdr 1980 and 1985. In addition,
operating plans have been developed for alternate vol-
ume projections aud for downward revisions of TB&S's
forecast to reflect the current business recession.

Train Blocking

To facilitate adaptation of the numerous aspects of
car and train movement to computer analysis, the flows
contained in the data base were merged into 147 origin
and destination -uper nodes. A network that repre-
sented main lines connecting these locations was estab-
lished. The resulting model was applied to three separate
computer programs which were used in series in a five-
step process.

The analytic procems.-The fiFst step in the process
was manual and required a decision as to what blocks
would be'made for outbound cars from each origin yard
(including those cars being switched at that location
as an intermediate yard) and what ultimate flow desti-
nations would be included in each block. The resulting
blocking strategy was then input to the first program
which contained the 147 x 147 matrix of traffic'flows in
core. This program moved the flows from origin to
destination in accordance with the input strategy. As the
flows moved from yard to yard, they were added to the
appropriate block at each yard.'

The output of this second step was the sizes and des-
tinations of blocks on hand to move at each yard as well
as printout formats that permitted tracing various
flows over the network, volumes handled in each yard
and the input strategy that allowed modification or
correction.

The third step in the procedure is manual, the de-
cisiopmakihg process of placing blocks on trains, routing
trains over the network and designating enroute work
for each train picking up or setting out blocsat inter-
mediate points. These trains are input to the second
progran which assures that all blocks reach their ulti-
mate destination aid ill trains are on proper routes to
accomplish assigned work.

As output, printout records are produced, showing
block movements on trains as well as a record of all
trains operated including loads, empties, tons, route and
work -enroute.

The final program, which receives output directly

from the second, computes network and train statistics.
These include train miles and hours, car miles and
hours, gross ton miles and numbers of cars, tons, and
trains by direction on each segment of the network.

TOF traffic was not included in that portion of
the data base being used in the Blocking Studies. Such
traffic was considered in the intermodal study (see Ap-
pendix F). TOFM trains that were developed in the
intermodal study were input into the record of trains
operated.

Unit train traffic was identified to the extent that
railroad records were available to coincide with the
data base period. Such traffic was excluded in aspects
of the program that would not be applicable to unit
traffic such as the count of cars being flumped or other-
wise classified in a switching yard. However, all unit
trains as well as TOF movements were included in
summarizing the trains and gross tons operated over
each line segment.

Gomparisan of Nlocking plan&-Using the 147 su-
per-node network, thirty options or variations of op-
tions were simulated in preparing the Preliminary Sys-
tem Plan. As shown in Table 1, the sensitivity of the
projected ConRail operation was tested under different
conditions. Additional scenarios are being processed to
test the sensitivity of the ConiRail system to changes
in train size, work rules, extent of plant rehabilitation,
exclusion of various leased lines and further changes
in demand forecasts and network configuration. Also,
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to prepare the Final System Operating Plan, the net-
work planning process is being expanded in scope to
analyze and plan the blocking and train operating plans
to handle the traffic planning among the 517 gather-
ing points on the ConRail system. The depth of the
ffort is also being expanded to develop the capability

to simulate classification yard operations in detail.
From the blocking strategy, the total numbers or

cars handled at one, two or three intermediate yards
was indicated in summation. Every effort was made in
all options to handle significant flows directly from
origin to destination and all major flows were generally
limited to a single intermediate handling. An effort was
also made to block so that traffic flows would be handled,
on the shortest feasible route.

Whenever a significant volume'was developed to an
ultimate destination (20 to 40 cars depending upon
distance and other circumstances) a block was made to
that destination. For all locations, including 13 major
system yards, the number of cars being switched and
classified was considered as well as the number of clas-
sifications and the size of the block formed by each
classification. Blocks that were too small were dis-
continued and the components re-sorted to appropri-
ate blocks.

Summaries of the operating statistics and yard load-
ings from some of the scenarios processed are shown
in Table 2. The major comparison produced was the
total number of cars being switched, wifl specific com-
parisons being drawn off for the 13 major system yards.
Although not shown here, comparisons were also made
of loadings on 17 system yards of lesser volume. Com-
pared to the existing operation. it was possible through
planning to reduce system switching requirements un-
der all options and, as a general rule, the total number

of cars being handled at system yards was less than are
being handled today.

Although the number of classifications required of
each yard was frequently more than they are preparing
today, railroad officials concurred that in most, cases
the projected requirements did not exceed the capability
of most locations. There were areas, however, where
the capability was open to some question. These loca-
tions were identified for all versions and adjustments
made. To handle questions concerning either the total
number of cars being switched or the number of classifi-
cations to be made at a given yard, a separate program
has been developed that provides the detail necesary
tc carry out a detailed simulation of such yards.

The outputs of the train operation and system sta-
tistics program produced several totals for comparison
between the options, as shown in Table 2. Running times
were assigned for present operations as well as for the
postrehabilitated operation for each segment. Train
hours and car hours were produced and compared tnder
both conditions. Train miles and car miles were also
developed and compared. The data base for current
traffic flows was run through a special program and
short-route car miles were determined. Circuity per-
centages were then determined for each version.

Gross ton miles generated and gross tonnages-for each
line segment were also compared for each plan. Trains
were rerouted in many cases to test the resultant, load
in terms of number of trains and gross tons on selected
line segments. In addition, the effect that major re-
routes would have on car hours and miles and train
hours and miles was determined. Similarly, to test the
potential for line reductions, specific traflic flows were
removed entirely from selected routes. Through cars
in trains-that were doing work enroute were indicated

TABLE 2.-147 "Supernode" network planning scenario outputs

I-B, I-C nI-A, V-A, VI-A, VII-c VII-D,
Scenario, network and I-F, I-A, East/ Nortisl ConRal ConRail I-E, VI-A, RC nA V-C, MiARC/EL VI-D FC/AAW oiR CRC i CRO I 10M5 bA OE 19,015 PO7A 9

date/volume Existing COnRail West South I 19VRCl C5 1A71095 U A RC97 1SR 1C7A iR
1973 1973 1973 1973 19 0 1 1973 USRA 1973 USRA 1973 UIRA

USRA USRA

GTM (thousands) ------------ 658, 562 643,086 650,831 645,014 708,270 752,351 576,830 665,694 796, 231 124, 003 153,512 602,395 707 ,9055
Train miles - ..----------------- 122,233 120,976 126,315 128,150 129,691 131,764 109,062 126,953 131,793 22, 025 23,703 110,825 120.171
Train hours ------------------ 5,684 5,418 5,719 5,941 5,957 6, 034 4,_818 5,626 5,813 940 1,007 5,330 5,760
Car miles (thousands) ---------- 11,176 10,912 11,048 10,936 11,293 11,582 9,765 11,197 12, 63 1,970 2,93 10, 280 11,221
Car hours (thousands) --------- 504 468 482 486 492 504 419 479 534 78 90 450 491
Network miles In use ---------- 9,445 9,023 8,998 - 9,910 9,179 9,028 5,842 9,891 9,573 2,708 2,703 8, 607 9,199
CM ratio to short route miles-.. 1.058 1.032 1.045 1.035 N/A N/A N/A N/A N/A N/A N/A N/A N/A
Total system switchings -------- 04,769 83, 605 86,261 85,387 86,869 87,587 76,757 88,434 97,430 19, k9 20,674 76,300 84, 09
System yard loadings:

Avon - ..-------------------- 3,452 3,161 3,289 3,131 3,060 3,009 2,312 2,971 3,115 0 0 2, 8M 3,110
BlueIsland ---------------- 2,998 2,68 2,601 4,087 2,835 2,991 2,405 2,034 3,552 654 830 2,563 2,972
Elkhart ------------------ 3,250 3,152 3,354 1,928 3,330 3,447 3,471 3,524 3,981 0 0 3,034 3,364
Cincinnati ---------------- 2,542 2,341 2,391 2,419 2,529 2,658 2,823 2,333 2,752 94 112 2,274 2,04
Buckeyo ------------------- 2,579 2,418 2,468 2,023 2,442 2,507 2,084 2,220 2,450 0 0 2,329 2. M0
Stanley -------------------- 2,288 1,874 1,930 2,440 1,911 1,945 2,321 1,792 1,974 0 0 1,749 1,060
Detroit -------------------- 1,916 2,062 2,193 1,859 2,141 2,202 1,456 2,002 2,270 0 0 2, 003 2,231
Cleveland ----------------- 1,203 1, 088 852 893 1,103 1,135 802 1,470 1, 554 456 446 1, 013 1, Ito
Conway ------------------ 5,975 4,160 4,12& 2,388 3,769 3,801 3,259 4,302 4,737 0 0 4,200 4,t34
Buffalo ---------------- 3,017 2,556 3,140 3,202 2,495 2,569 3,077 2,638 2,732 1,725 1,810 2,011 2,039
Harrisburg --- _----------- 5,M5 3,751 5,590 5,736 3,743 3,796 4,767 2,876 2,089 577 624 3,0.1 3,311
Allentown ----------------- 1,598 1,608 1,905 1,737 1,572 1,625 1,564 1,892 2,014 1,327 1,33 0 0
Selkirk -------- ----------- 3,188 2,735 2,283 2,959 2,917 2,956 2,617 2,630 2,767 0 0 2,810 3,018
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as well-as the cars in blocks that were passed enroute
*between trains.

The -number of trains operating on various segments
of the network was compared within several of the
versions. If major or lengthy segments were out of bal-
ance, modifications were made in blocks being carried
to permit consolidations of trains or splitting up of
larger trains to avoid a situation that called for exces-
sive crew and perhaps power and caboose deadheads.
Since-the effect on the system statistics was minimal,
the balancing effort was not carried out on all varia-
tions.

A traffic flow by codmmodity was produced prior to
commencing work on any -of the versions so that coin-
modity content of traffic flows and blocks on trains
could be determined by ready reference.

Data used in block and train formation was rounded
and represents an average day in a 25-day month. Spe-
cific output figures represent a design day (a fairly
heavy day) rather than an average day. When conver-
sion was made to monthly or annual statistics, the ap-
propriate multipliei was used to portray an accurate
comparison, factoring out the 25-day average.

.Capacity of Facilities
I It is genetally assumed that railroads have significant

amounts of unused capacity. This may be accurate but
such generalizations are inadequate for development of
the Preliminary System Plan. In f~fct, experience con-
firmed by recent FRA computer simulation studies of
railway linecapacity indicates that, as physical capacity
is approached, small changes in volume have signifi-
cantly greater impact on delays and therefore on
capacity.

The same study (discussed below) found that delays
tend to grow approximately as the inverse square of
change tin train speed. For example, if slow orders re-
quire cutting average train speeds in half, delays would
grow four times. Given the present physical condition
of the bankrupt carriers, the volume of traffic to be ban-
died and the number of potentially redundant facilities
(yards, multiple tracks, parallel lines, etc.), USRA de-
termined that adequate capacity could not be assumed.
Therefore, capacity has been explicitly analyzed for
both mainlines and yards where significant changes in
the operation are contemplated.

-Main Line Capacity Analysis

USRA, FRA and RSPO (ICC) jointly contracted
for analysis of principal lines with a Train Perform-
ancE Calculator. FRA contracted to develop, test and
use a Dispatching Simulation Model for developing
parameters for evaluating line capacity and delays
given train density, track configuration and speed.

T-hin perfomnmunce calouZator.-Detailed operating
information for each line was provided to T. K. Dyer,

Inc., to be utilized in its Train Performance Calculator
(TPC). The information includes the following:

" Line Geometry--curvature, gradient and speed
restrictions.

* Definition of operating segments and mileages.
* Definition of test, trains of various sizes with IP/

Ton.ratio for each type of train.

Using the Train Performance' Calculator, transit
times over a given line are determined for each of the
following types of trains: passenger train, merchandise
train, TOFC train, loaded unit train, and empty unit
train. T. K. Dyer has simulated train runs of these types
in both directions over approximately 9,700 road miles
of potential ConRail mainline for RSPO and FRA, as
well as USRA.

In addition to providing running times, which are
used as an input to the Dispatching Simulation Model,
the output of the Train Performance Calculator has
been useful to USRA because it provides practical tran-
sit time and fuel consumption information over each
mainline segment, making it possible to evaluate more

-closely the incremental circuitycosts and fuel efficiency
associated with changing or upgrading routes. This in-
formation was used to define the mainlines required for
ConRail, since it enabled USRA to make trade-off deci-
sions between incurring incremental operating costs as-
sociated with additional route miles rather than acquir-
ing and subsequently rehabilitating additional mainline
segments. The Train Performance Calculator is pro-
grammed to define the difference in running times re-
sulting from rehabilitation of the track or changes in
locomotive characteristics, such as results from electrifi-
cation. The additional cost of overpowering trains to
increase speed can also be evaluated.

Dispatohing Simulation. Model.-The Dispatching
Simulation Model was used to test track capacity and
estimate train delays. Inputs to the Dispatching Simu-
lation Model include the following information for
each line segment under study:

Track Arrangement.-Number of tracks, location of
sidings or crossovers, length of sidings, location of sta-
tions, yards and junctions.

SignaZ System-Direction of movement and block
spacing.

Run Times.-For various hp/ton ratios from Train
Performance Calculator.

Schedles.-Of all trains. A schedule consists of
starting time, origin and destination points, and work
required en route.

T'ains.-Assigned to five priority groups:

-Passenger
-TOFC and Preferred Merchandise
-General Merchandise
-Loaded Unit Trains and Empty Unit, Trains
-Local and Transfer Movements



To verify the accuracy of input and to calibrate the
model to allow comparisons with later runs, each line
was first simulated with the existing track configuration
and existing traffic. Once the program was validated for
a segment, variations were made in input to test differ-
ent operating strategies. The model was set up to meas-
ure on a quick-response basis the impact of such changes
as the following:

" Proposed schedules can be run to, simulate rerout-
ing of present traffic or entirely new traffic flows.

" Tracks can be taken out of service for short periods
to simulate maintenance-of-way work.

• Tracks or sidings can be added or removed and sig-
nal systems can be modified to allow bidirectional
running.

" Running times can be varied to reflect slow orders
and the removal of slow orders following rehabili-
tation.

The Dispatching Simulation Model provides a tabular
simulation printout and a "stringline" diagram for each
line segment and each operating scenario simulated. The
tabular printout presents the detail of all delays in-
curred by each train, including programmed delay, such
as work enroute or simulated mechanical breakdowns,
and dispatching delay caused by interference from other
trains or' limitation of the physical plant. Delays for
each simulation are totaled and averaged for each prior-
ity group of trains.

The stringline diagram provides a visual display of
the results of the simulation. It is useful for quickly
spotting problem areas and the probable cause of any
delays to trains. Figure 3 illustrates a computer-gener-
ated stringline diagram for the multitrack line from
Harrisburg to Conway with existing trains.

The Dispatching Simulation Model can be used to
test the "breakdown capacity" (the point at which addi-
tional trains cannot be handled and traffic begins to
back up) of a line under varying operating conditions.
It is also useful for determining the amount of delay
incurred and, by associating costs with delay, a judg-
ment can be made as to the value of reducing delays.

If a line reaches the breakdown point, or if an unac-
ceptable amount of delay is incurred, the line can be
resimulated with a variation in the configuration or con-
dition of the physical plant or the schedule of trains
operated. If a simulation indicates that there is no prob-
lem with line capacity using a particular operating
strategy or schedule, a further test can be made to see
if reductions can-be made in the physical plant without
interfering with the traffic.

FRA has utilized the Dispatching Simulation Model
in its Parametric Track Capacity Analysis Project to
simulate present traffic and track configuration on '7,030
road miles of line, including 12,162 miles of main track
Df the 7 bankrupt carriers. Although a computer simu-
lation is not the same as actual dispatching, the Dis-

patching Simulation Model is useful for pointing up
possible problem areas.

Simulation of proposed reroutings.-Several pro-
posals for major rerouting of traffic were tested on
the Model to determine if they are practical and, if not,
where the problems are. A few examples follow:

* The reroute simulation of all Conway-Chicago
traffic via Cleveland and Toledo and via Bucyrus
and Toledo indicated that this was not a viable
plan, and for this reason the Ft. Wayne line will
have to be retained, at least through the reliabilita-
tion period.

" The reroute of all Indianapolis-St. Louis traffic on
the South Lin indicated that additional double
track would be necessary to use this as the only
route, and the North route will be needed until the
improvements are made.

• The reroute of Buffalo/Niagara-Detroit traffic via
Cleveland and Toledo indicated adequate capacity
if the Ft. Wayne traffic is not also run via Cleve-
land. Therefore service considerations, not capac-
ity, govern use of the Canada Southern route.

Origin-destination traffic flows are being analyzed by
Stanford Research Institute to determine the most effi-
cient way of handling the traffic. An output of this
analysis will be pro forma freight train schedules over
each line segment. The Dispatching Simulation Model
will be used to test the practicality of these schedules
prior to preparation qf the Final System Plan.

Parametric Findings.-Parametric analysis of line
capacity under varying conditions produced track-
capacity related conclusions ificluding:

* Double track with reverse-running signaling has
about five times the capacity of a typical single
track OTC line.

* Installing a Centralized Traffic Control System
(CTC) on a double-track line segment is helpful
during maintenance and expedites the flow of high
priority trains, but it does not materially im-
prove overall capacity,. as the delays to low prior-
ity trains offset the gain to high priority trains.

* Removing varying train priorities and establish-
ing a uniform speed for all trains over a line in-
creases its capacity by about 40 percent.

Yard Capacities

Yard capacity is recognized as a major operating
constraint. To significantly improve the movement of
loads and empties through the system, it is necessary
to make the classifications necessary to permit trains
to bypass intermediate yards. Providing the additional
classifications desired to minimize rehandling of -cars
could require significant changes in the actual work
done in individual yards. One of the basic functions of
the Blocking study was to determine the best overall
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system classification plan through successive iterations
with the computer simulation model.

Having developed a potential system classification
plan, it was necessary to review the resulting workloads
on each yard. Where the system classification plan would
overload a yard, consideration was given to expanding
capacity or else changing the classification plan. A series
of Yard Studies was conducted to provide the data
necessary to identify capacity constraints and to weigh
the alternative solutions to capacity problems: In addi-
tion, the various yard studies gave an indication of the
potential improvements in operating efficiencies avail-
able in each yard.

Classification Yard Studies

In addition to the class yard information gathered
by the Economic Overview consultants and by USRA's
Regional Managers and Operations Planning staff, the
consulting firm of R. L. Hines Associates, Inc., was re-
tI ieie' T furnish the following addiional information
and analyses on 23 of the most significant bankrupt
classification yards:

o Identification of existing constraints including

physical, equipment and manpower constraints
(e.g., for physical constraints, number, length and
capacity of class tracks, switching leads, running
tracks, rip tracks, 5oints of interference, etc.)

o Definition of incremental expense changes asso-

ciated with. varying a yard's work reauirements
(e.g., cost to add an additional crew, savings result-
ing from reducing yard switcher requirements by
one unit, etc.)

* Definition of capital investment, requirements asso-
ciated with adjusting the capacity of a yard (e.g.,
addition of another classification group, lead or
connection.)

* Definition of Work Now Being Accomplished in a
Yard including:

-Outbound and inbound movements (trains, trans-
fers, interchange runs, locals and industrial drags
including approximate timing and volume of
each of these movements). Legible copies of a nor-
mal week's inbound and outbound consists were
obtained as part of this task.

-Activities of each yard crew and local (suinma-
rized using a Gantt ehart for each crew).

-Description of volume variations by day of week,
month of year and hour of day for each yard;
and selection of a. "normal" period for further
analysis.

* Identification of Time Required to Perfd'm, Vari-
ous Yard Work Elements (assuming existing pro-
ductivity and work rules) including the average
time required to:

-couple a track (fixed + variable/car)

-double one track to another (fixed+variable/
car)

-set-over a track from, the bowl to the departure
yard (fixed+variable/car)

-hump a cut (fixed+variable/car including pull-
back and average re-hump if required)

-inspect an inbound train (fixed + variable/car)
-move between various parts of a terminal and to
-- make significant moves within a yard
-perform other significant yard activites

In addition to the above types of information, the
field teams also prepared qualitative reports of the
existing constraints facing each yard and the relative
effectiveness with which each yard was being operated.
The group also submitted recommehdations for changes
in each yard.

The information was gathered from each terminal
through interviews with railroad personnel, analysis of
available data and observations of key activities. The
Hines team spent an average of 10 man-days of data
gathering and observation in each of the terminals re-
viewed. Each team consisted of an operating consult-
ant (with prior experience as a General Manager, or
General Superintendent of a major railroad), an
engineering consultant .(with Railroad experience as
a Chief Engineer) and an experienced railroad cost
analyst.

The information gathered by the Hines group, com-
bined with the data collected and observations made by
USRA's Regional Managers and Manager of Yard
Operations as well as Penn Central's Director of Yards
and Terminals (assigned to work with USRA on a full
time basis), was sufficient to evaluate whether the in-
dividual terminals could perform the work assigned
under each operating plan and to estimate the cost and
problems associated with expanding the capacity of a
terminal if the work load assigned under an operating
plan exceeded the terminal's present capacity.

Terminal effectiveness "studies.-USRA's Regional
Managers (supported by a full-time liaison representa-
tive from each Penn Central Region) have been analyz-
ing local and industrial switching operations at 14 loca-
tions. The purpose of these studies has been to review
the costs and revenues associated with the pickup and
delivery (industrial and local) switching functions to
estimate the profit contribution or loss for the traffic
involved. Based on the findings in each case, several
possible actions might be taken to improve the profit
contribution:

* Improve efficiency of switching operations,
* Substitute truck pickup and delivery,
" Change rates, or rate structure,
" Ensure all legitimate charges are collected.

Yards selected for study represented 0, cross-section
of the bankrupts' system in terms of location, size, na-
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ture of business and -switching complexity. The yards
selected were:

Name of Yard
Abrams
Burns Harbor ...............
Canton---------
Edgemoor ---- -
Indianapolis TerminaL=.__i___
Kenmore
Miidvale -
Mingo Juncdion ----------
M d'tor -----------------------
oil City
Rochester---------

_Springfield
3Veirton --------------........
West Albany-

Location
Norristown, Pa.
Porter, Ind.
Canton, Ohio
Wilmington, Del.
Indianapolis, Ind.
Buffalo, N.Y.
Midvale, Pa.
Steubenville, Ohio
Bedford, Ohio
Oil City, Pa.
Rochester, N.Y.
Springfield, N.Y.
Weirton, W. Va.
Albany, N.Y.

To determine the revenue generated by customers
served from the yards listed above, Sales Department
Records were reviewed, containing summaries-of cars
originating and terminating at each customer location
and including the O/D routing which each of these
cars followed. Demurrage records, accessorial charges,
and summaries" of other miscellaneous revenue records
related to each customer were also reviewed.

To define the total cost of operating the yards in ques-
tion, yard-specific operating costs were reviewed and
general overhead allocated on a per-car basis to each
of the yards in question. Per diem charges associated
with each of the yards was obtained through Car Dis-
tribution Records. The costs of operating switching
locomotives were obtained from the mechanical depart-
ment. Man-counts of supervisors, clerical forces, T&B
crews, maintenance of equipment and maintenance of,
way forces, assigned to each yard were obtained from
supervision at each terminal.

Terminal supervision as well as yardmasters pro-
vided a detailed explanation of the duties of each switch
crew, including the customers served' and the approxi-
mate time needed to serve each of them. They also were
able to breakout the approximate yard sorting time that
should be allocated to each, of the industrial customers,
system switching requixements, interchange operations.
etc. Terminal supervision was also able -to provide a
description of the number of locomotive units assigned
to the'yard and how each unit was used each day.

Division budget offices supplied the remaining, in-
formation on payroll costs and arbitraries and any
other relevant costs. Line-haul cost attributable to each
of the industrial cars being studied was derived and al-
located- to these cars on the basis of line-haul cost for-
mulas developed byVUSRA.

With the data described above for these sample yards,
the general contribution to .net railway operating in-
come- generated by each o? the -yards studied is being
estimated and, within each of these yards, by each of
their major customers. These findings willbe correlated
to determine whether any relationships can be de-

veloped to describe business that generally was unprof-
itable for the railroad. For the Final System Plan, find-
ings from these preliminary studies will be extrapolated
to estimate their system impacts and recommendations
will be developed to correct deficiencies or weaknesses
uncovered by these studies.

Equipment Utilization

As indicated in earlier portions of this plan,to sur-
vive as a private industry, railroads must significantly
improve equipment utilization. USRA. carried out two
studies related to this objectivi.

Car utilization .improvement and car ownership ure
the two major areas of freight car planning. Car utiliza-
tion, defined as the number of car days on line per load
originated, is determined by the carriers' traffic pat-
terns, operating methods and car distribution strategy.
Car ownership refers to the characteristics of the car-
rier's fleet (number of cars'by type, grade, size and spe-
cial appliances) and is determined by the new car
acquisitions, car maintenance and shopping programs as
well as retirements.

The importance of freight car planning is indicated
by the size of the fleet, which included over 175,000 cars
owned and leased at the beginning of 1974, and the high
cost of new cars. At an average cost of $22,000 per car
in 1973, replacement of the bankrupts' car fleet would
cost $3.8 billion. In 1973, thebankrupts' total equipment
costs were over $300 million consisting of net car hire.
car leases, shopping, depreciation and interest expense.

The first objective for the freight car planning study,
which was conducted by Strong, Wishart & Associates,
was to develop an approach to freight car control that
would enable Con.Rail to improve car utilization sub-
stantially. To accomplish this, Penn Central, represent-
ing 90 percent of the bankrupt operations, was analyzed
as follows:

- For each of eight car types (plain box, equipped
box, gondolas, open top hopiers, covered hoppers,
TOFC flats, multi-level flats, other flats, and all
other cars), the utilization statistics were develojied
from car accounting and traffic records to show
the empty and loaded car days on line per load
originated.

- The policies of PC in thedimportant areas of fleet
sizing (maintaining the number of empties on line
at the minimum level required to-protect current
loading rates) and car distribution (allocation of
each car to a particular loading point or movement
off line) were compared to practices on other rail-
roads.

- The ability of the PC's computer system to control
the movement of cars effectively was evaluated in
relation to the capabilities of systems on other rail-
roads.
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- The effect of deteriorated plant on the time that cars
spend in trains was evaluated.

For each of the above areas-an improvement potential
was developed in car days per load. Recommendations
were developed also for basic car distribution proce-
dures, the organizational structure necessary to imple-
ment these procedures, and the necessary elements of
computer-processing support.

To develop a freight car acquisition program and
forecast freight car expense, a computer model called
CONCAR was developed., This model used the follow-
ing inputs:
- Temple, Baker & Sloane forecast of originated toh-

nages for 1976-85, by general commodity classifi-
cations.

- A matrix developed from PC traffic records to con-
vert TBS forecast-of originated tonnages to origi-
nated carloads by car type.

- A projected,1976 fleet developed from the 1973 fleets
of the bankrupt railroads, adjusted by the acquisi-
tions, retirements, bad order fall-outs and shopping
programs between 1973 and 1976.

- Historical per diem rates by car type for system and
foreign cars.

- A shopping program designed to restore -to the serv-
iceable car fleet the maximum number of repairable
cars which are now bad ordered.

- A retirement program designed to achieve an aver-
age fleet age of 18 years.

- Historical measures of car utilization performance
modified by estimated improvements in car utiliza-
tion. On the basis of these inputs, the model calcu-
lated the following statistics for each year from 1976
to 1985:
- Beginning serviceable and unserviceable car

count by car type.
- Loading capacity of system serviceable cars by

car type, based on historical system turn time ad-
justed by estimated utilization improvements.

- On line foreign car capacity to load by car type,
based on the historical percentage of originated
loads in foreign cars.

- If total loading capacity (system and foreign)
exceeds the forecasted demand, the use-of foreign
cars is reduced to the minimum level required to
cover the demand.

- If the total demand is greater 'than the system
and foreign capacity to load, the model increases
the system car fleet by acquiring enough new cars
to cover the excess demand.

The model's outputs include an equipment acquisition
program, total car costs, fleet composition and utiliza-
tion statistics. Many runs of the model have been made
to evaluate the fleet requirements and financial results
of the options, different shopping programs, various Jev-

els and timings of utilization improvement factors, the
inclusion of EL in the ConRail system and the effects of
such external factors as car service rules and incentive
per diem.

Locomotive Utilization

Utilization of locomotives was studied to determine
the required locomotive fleet, by types and quantities of
locomotives, for each of the several alternate ConRail
system configurations. Too few, or an improper mix of
locomotives, would provide an unacceptable level of
service.. Too many locomotives, or locomotives of the
wrong type, would unnecessarily increase investment
base, caxrying charges and maintenance expenses. Be-
cause the service life of a locomotive unit is relatively
long and the unit investment is large, locomotive fleet
structuring must be predicated on the traffic levels and
mixes anticipated over a period of years and on a care-
ful analysis of utilization.

Ninety percent of the locomotive fleet of the bankrupt
railroads (excluding EL) is operated by Penn Central.
Onmost Penn Central routes, eastbound tonnage usually
exceeds westbound tonnage, which results in a motive
power imbalance, and the deadheading of power from
eastern terminals to -western terminals. Locomotives are
presently distributed in six regional pools as well as a
system pool, the latter being controlled by Penn Cen-
tral's "Blue Room" in Philadelphia.

A major problem encountered in this analysis has
been locating accurate data. The problem was further
complicated by the fact that ConRail locomotive re-
quirements will be appreciably affected by plant re-
habilitation and improvements in operating and main-
tenance procedures. These include upgrading of road
and yard track, improving maintenance, elimination of
certain branch lines and a new computerized operating
data system allowing more centralized control of motive
power. Identifying and measuring the quantity and tim-
ing of these modifications and improvements, and their
translation into locomotive requirements, is crucial in
determining future fleet size year by year.

The availability of cabooses has also been a major
problem on Penn Central; therefore, throughout the
analyses, caboose utilization was considered along with
locomotives.

Several approaches were used in the determination
of locomotive and caboose fleet requirements. One ap-
proach started with the existing operation and fleet and,
based on a thorough analysis of anticipated changes in
traffic levels and improved operating and maintenanceb
procedures, estimated future changes in fleet require-
ments. To this end, visits were made to the "Blue
Room," and to selected yards and locomotive facilities
across the system,

The purposes of these visits were to study the meth-
ods of assigning, and utilizing motive power, to esti-



mate the utilization of locomotive units based on visual
inspection and sampling of records of locomotive^ac-
tivities and to elicit alternative approaches from experi-
enced personnel. This effort culminated in the develop-
ment of estimated changes to the present fleet for each
factor affecting the fleet structure.

A second approach used was to compare the locomo-
tive performance of each of the bankrupt lines with
each other and with a number of other railroads to iso-
late and quantify areas of improvement. A computer
model was constructed using the "factor analysis" tech-
nique. Ten factors, each having a bearing on a railroad's
locomotive fleet size and composition, were considered
(e.g., gross-ton-miles in slow order territories). Numeri-
cal coefficients were determined for each railroad for
each of these factors; the coefficients were fed into the
computer model and the relative importance of each
factor was computed. Once these factor values were,
obtained, an anticipated decrease in slow orders, for ex-
ample, could be immediately translated into a reduc-
tion in locomotive unit and caboose requirements. This
model was run and the results compared with the "on
the ground" approach discussed above, allowing a fine
tuning of fleet requirements.

A third, longer range approach to the problem is the
development of a computerized simulation of ConRail
locomotive requirements. A simulation model is being
developed which accepts train origins, destinations,
times of origin and destination, and power requirements,
as well as yard power .requirements. The reassignment
of power is considered as it is made available, in the
manner in which it is presently handled.

Maintenance and servicing requirements also are han-
dled in the model. After calibration to closely reflect the
present operation, procedural and system changes are
being reflected and the results of these changes obtained.
Train Performance Calculator and Train Dispatching
Model outputs are used as inputs to this process. Fleet
requirement data from this modeling approach will be
incorporated into the Final System Plan.

The number of locomotive units required each year
were - calculated using -the several factors described
above. Results of this analysis are shown in Chapter 6.

Administrative Studies

In additidn to the studies directly related to opera-
tions-such as blocking, line capacity and yard stud-
ies-USRA conducted a number of studies of admin-
istrative procedures, including clerical forces, data
processing, management information and other general
and administrative functions. These findings were uti-
lized in preparing financial projections.

Yard officei and agencies-The 7 bankrupt rail-
roads' labor force includes 6,700 yard dffice. and agency
ck'rk i-pres61tin ' yArc nt, of the tothi employment.
T6 foiecasfthe lcdliicdl -f orcrerquirendita of 'CoinRail,
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and to estimate labor protection payments, it was nec-
esary to review present and future yard and agency
procedures and to define the size of the present work
force by job at each location. Combining this informa-
tion with the forecasted -workload by yard and agency
location. and the systems and procedures which will be
implemented at each location, a forecast was prepared
of ConlRai's clerical force requirements.

The status of yard and agency information systems
on the principal ConRail roads is as follows:

The Penn Centra is currently implemnbting anin-
formation system called TABS, an acronym for
Transportation and Billing System. The major objec-
tive of this system is to provide a common data base
for car accounting, transportation, billing, revenue
accounting, freight sales control, tracing, car distribu-
tion and statistics.

Home routes and record rights are to be imple-
mented into the system in early 1975. This addition
should be an aid to car utilization and per diem con-
trol. Repetitive waybill codes (RWC) are provided,
and waybill profiles are stored in the computer files.
RWC waybills report full waybill information with
the exception of car initial and number, waybill date
and number and rate and weight of commodity._

Tli- movement of empty pool cars is monitored by
TABS. Patrons will have access to information on the
movement of their own pool cars and will have the
capability of changing pool assignments. TABS will
also ensure that waybill information has been re-
ported for every loaded car moving on the railroad
through a cross check between car movement and tile
waybill information file.

The final TABS installation date is scheduled for
April 1975, for a total of 264 reporting locations. Of
these locations, 80 percent are now operational.

The agency system on the Penn CentraZ is called
FACT (Freight Agency Coordination Terminal).
The Penn Central has 12 open stations, located
in East St. Louis, Chicago, Indianapolis, Detroit,
Columbus, Cleveland, Buffalo, Pittsburgh, Boston,
New York, Philadelphia and Baltimore. All other
stations on the railroad are considered nonagency
stations. Each FACT location is surrounded by sup-
porting field terminal locations. The locations of these
field terminals are based primarily on the originating
and terminating locations of local freights.
Most field terminals operate on an 8-hour day, 5 days

per week. At the close of business in field terminals, all
calls received in that terminal are automatically trans-
ferred to the FACT Terminal, which is manned 7 days
a week, 24 hours a day. This was one of the selling points
used by the Penn Central before the state commissions
iii justifying the closing of stations.

FACTI' Teriinals are °being Converted from unit
record equipmbnt to BM '360/20 through which 'all
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data will be transmitted to the central computer in
Philadelphia for processing;

The E ie Lackawanna recently opened four regional
billing offices located at Buffalo, Scranton, Youngstown
and Ioboken. These four locations will do all of the
billing and collection for their respective territories,
under the responsibility of the accounting depaitment.
The agency or station, of which the EL lhas 144 manned
locations, reports to the division superintendent. Each
of these locations prepares waybilling and handles its
own demur'age and switching accounis. The waybills
are forwarded to the regional center for freight billing
and collection. Demurrage and switching bills are pre-
pared by the local agents.

Tw Ledg Valley has a central freight agency in
Bethlehem, Pa., which does the billing for all credit
patrons. The agencies on the LV are in 2 divisions,
the Eastern Division and the Buffalo Division, with 17
agencies in the East and 16 agencies in the Buffalo
Division.

Most of the LV is set up with dualized agencies where
each agent may control up to as many as five other sta-
tions, with a major freight agency in Newark which
covers Bayonne, Newark, Jersey City and New York
Terminal as well as handling the revenue billing for
TOFC at Oak Island. The Stations Department is made
up of 6 appointed agents, 24 union -agents and 25
"group 1" clerks. Also under the Station Department
are 31 block operators.

The Reading Stations Department covers both sta-
tions and train dispatchers. In the Philadelphia area,
there is a central billing bureau~which handles -tll out-
bound billing. All stations on the system, other than in
Philadelphia, keep their own accounts and do their own
billing.

Central of New Jersey has four freight service cen-
ters in Elizabetliport, Bridgeton, Lakehurst'and Whar-
ton, N.J. There are 112 people in the Stations Depart-
ment, including 73 agents and clerks. Each of the agen-
cies is responsible for its own ancillary charges. The
service centers collect all the revenue.

All outbound waybilling is memo, with a copy being
sent to the-freight service center where the revenue
billing is prepared. The freight service center also
matches all memo bills with revenue bills on inbound
shipments.

The use of "stand-alone" yard and terminal mini-
computer systems is being evaluated to determine when
and where the installation of these minicomputer sys-
tems and major terminals would improve the financial
performance of ConRail. This evaluation will consider
both the cost reduction and operational improvement
aspeAs of these systems, as well as intangible benefits,
such as better customer service and a reduction in mis-
routing.

PC's Freight Agency Coordination Terminal

(FACT) will be evaluated as a candidate system for
extension to all of ConRail. Some of the potential areas
of improvement are: computerized FACT terminal
procedures, improvement of messenger routes, decreased
train delays, restructured organization to reduce exces-
sive management personnel and relocation of billing
clerks to reduce the number of cars moving on memo
bills.

Yard office procedures are being studied to determine
if the present methods or work rules are inefficient,
leading to an excess of clerical personnel. Information
gathered from yards will be used as a basis for this
study.

Management Information System Planning

The management information systems of the bank-
rupt roads have been reviewed to establish which infor-
mation areas are critical to management, decisionmak-
ing, to uncover deficiencies in those areas and to analyze
the deficiencies to determine the improvements required
if the systems are to meet future management needs.

Experience in constructing USRA's Traffic Data Base
indicated serious data and information problems on the
bankrupt roads. Although the situatioii may not be
atypical of the railroad industry, significant, reliable in-
formation is, in many instances lacking on the bank-
rupts. Typically, data are plagued vwith errors, and con-
siderable time and money was expended by USRA for
data validation and error correction.

The information systems of some solvent carriers
have been reviewed, but even the best-managed data
systems emphasize current operations and fail to ad-
dress information needs for long-term planning and
decisionmaldng. Critical management information is
often collected, not with decisionmaking in mind, but
only because of requirements.of the ICC or other au-
thority. Even the best railroad data systems still fail to
integrate accounting data with car movement data. in a
way that provides a basis for determining real profit
performance.

A factor which severely complicates the integration
and upgrading of ConRail systems is the lack of com-
patibility between systems. The bankrupt roads have
developed different data processing systems that per-
form essentially the same functions. Differences among
systems can be attributed to dissimilarities in carrier
size, data processing budget, management priorities,
sophistication and competitive posture. Disparity does
not necessarily diminish the value of any individual
road's system, but in the case of ConRail, the wide vari-
ance between constituent- systems implies formidable
integration difficulties.

In summary, the Con:Rail road systems are not pro-
viding management with the information essential for
effective decisionmaking. Furthermore, the systems suf-
fer from lack of 'standardization. ConRails information



systen development must overcome both of these defi-
ciencies. Orthe basis of the Penn Central merger expe-

-rience, this will require advanced planning and coordi-
nation to minimi e cut-over problems.

A task force has been established to review manage-
ment information systems proposals. The task force in-
cludes expert representatives from TUSRA, FRA. and
AAR.

Administrative Organization

The administrative and management structure will
serve as the framework within which ConRails deci-
sions must be carried out. Penn Central alone has ap-
proximately 6,300 nonagreement employees, most of
whom hold some adihinistrative responsibility. Thus,
establishment of Con:Rail 'nay offer important oppor-
tunities for-improvements in administrative cost as well
as efficiency through a merger of the administrative-
organization.

The top management organization is being lanalyzed
for the Final System Plan in a separate study by fc-
Kinsey & Co. In its broadest sense, the administrative
study qonducted by USRA staff deals with the. present
utilization of manpower by the seen bankrupt carriers
compared to the ultimate requirements for and utiliza-
tion of manpower under ConRail. Therefore, the total
labor force, both agreement and nonagreement posi-
tions, was reviewed. Projected manpower requirements
developed for the organization structure w&re based
initially upon the single ConRail option. As ihe selec-
tion process continued, the administrative apects of
other options which seemed promising were considered.

The objective of the study was to develop :an'orga-
nization structure through which ConRail can be
managed effectively and efficiently. A second and mpre
immediate objective was to estimate for the Preliminary
System Plan the total manpower requirements for the
ConRail system through the year 1985, and oni the basis
of these data, to project general and admihistrative
costs for tlese years.

The first phase of the study was collection of~informa-
tion about the organization structure and departmental
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functions of the bankrupt carriers. The specific infor-
mation acquired included corporate and departmental
organization charts, employee salaries, summaries of
the numbers of agreement positions and their locations
and, where appropriate, statistics concerning the vol-
umes of work being handled by the various functions:
'Where possible, volumes were related to- appropriate
workload indices to be used in determining the size of
effort anticipated for ConRail.

The bulk of the information-gathering effort was
handled through direct contact with officers supervising
the respective departments. These interviews supple-
mented the statistical data obtained, providing explana-
tions of departmental functions and the ideas of those
interviewed as to the potential impact of consolidation
upon each department.

The intention was to develop as complete knowledge
as possible of the activities in all departments to facili-
tate a logical integration of the functions of the six
carriers. An effort was made to identify areas offering
potential for reduced costs through such measures as
consolidation' of activities, elimination of duplication,
improved methods and realization of economies of scale.

At the same time, the processes through which man-
agement decisions are reached were examined. Since
effectiveness of the management process in translating
corporate goals into results will -be critical to ConRail's
future, it was necessary to emphasize those processes
which serve the ultimate goals while replacing or sup-
plementine those which are inadequate.

As individual departments in each bankrupt company
were being reviewed, special emphasis was placed upon
those functions whose performance would havethe most
direct impact upon ConlRail's performance. It should
be noted that although minimization of cost is one goal
of the administrative study, it may not always be com-
patible with sound decisionmaking processes. In such
cases, improvement of the processes may require the
addition or upgrading of personnel, with correspond-
ingly higher costs.

The Administrative Study supplied basic information
for Manpower Planning, Operations Planning farket-
ing and ]Financial Planning.
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APPENDIX F
Intermodal Services.

Intermodal services play an important and expanding
role for the railroads in the Region and provide a means
by which these companies can meet the high competitive
service levels provided by motor carriers. Some funda-
mental changes in marketing and operating strategies
will be essential, however, if these services are to con-
tribute to the long-term viability of ConRail.

The objectives of USRA intermodal planning studies
include:

9 Development of long-term intermodal strategies,
o Idefitifiation of future potential markets,
e Development of an intermodal operations plan,

including assets to be acquired by Conlail, routes
to be used and service schedules,

* Preparation of a long-term capital budget and
a Development of guidelines for organizational

structure and management-control systems.

This section summarizes the principal findings and
conclusions of these studies, with emphasis on merchan-
dise (e.g., piggyback) intermodal services and recom-
mendations for the Preliminary System Plan.

Intermodal services of the bankrupt railroazIs include
piggyback service (Trailer-on-Flat-Car and Container-
on-Flat-Car, or TOFC/.JOFC) for merchandise
freight, including express traffic, as well as coordinated
rail-truck distribution services for bulk commodities,
construction- materials and automobiles.

Railroad intermodal services evolved sloilly, as an
outgrowth of earlier programs developed to restructure

unprofitable, less-than-carload (LOL) freight services.
Containerized LCL services first were offered bya few
railroads in the 1920's, but were extremely limited in
their application. Coordinated rail-highway piggyback
services were established in the East in the 1930's by
the former New Haven Railroad, which handled motor
carrier trailers between Boston and New York

Piggyback traffic grew rapidly after 1953, when the
Interstate Commerce Commission (ICC) officially sanc-
tioned such programs in the "New Haven" case, in
which it decided.that railroads could haul motor carrier
trailers without holding a motor carrier certificate for
the line-haul movement between rail terminals.

Volume grew from 891,000 carloads in 1964 to over
1.5 million carloads in 1973, an annual rate of approx-
imately 6 percent per year. The service expanded from
its original LOL role to include a variety of plans for
shippers, motor carriers and freight forwarders.

The railroads recognized the need for this broader
role during the later 1950's to meet increased motor
carrier competition resulting from the construction of
new toll roads and interstate highways. The Reading
Company and the former New Haven, Pennsylvania
and New York Central railroads used their subsidiary
motor carriers .(operating rights which had generally
been obtained prior to the passage of the Motor Carrier
Act of 1935 and held under the historical "grandfather"'
clatilse) to develop coordinated rail-truck programs for
LCL freight and branch line substituted service,. as well
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as the other broader TOFC plans. The Erie Lacka-
wanna, Lehigh Valley and Central of New Jersey ob-
tained motor carrier substitute service authority, but
used contract truckers for pickup and delivery services.

Spearheaded by the Pennsylvania Railroad, the
Trailer Train Company was organized in 1956 to form
a national pool of TOFC flat cars. Trailer Train, today
the nation's largest private car owner, is owned by 32
railroads and one freight forwarder (among the owners
are the Penn Central, Reading and Erie Lackawanna).
This national pool provided a fleet of standardized cars
that provided the impetus for the rapid growth of
TOFC.

The advent df containerized shipping in the late
1960's resulted in the development of rail-water inter-
modal services (Container-on-Flat-Car, or COFC),
further broadening the potential market for the Re-
gion's railroads.

Nature of Present Services

In 1973, five potential ConRail railroads offering
piggyback service' accounted for 35 percent of total
U.S. TOFC/COFC carloads and 63 percent of the
TOFC/COFC tonnage originated and terminated in
the Region. The 5 roads operate a total of 77 TOFC/
COFC terminals, linking all the major market areas in
the Region. Traffic to and from the South and West is
interchanged with other -carriers at key gateway cities.
including Chicago, St. Louis, Cincinnati and Alexan-
dria, Va. -,

There are also approximately 65 bulk commodity and
automobile distribution terminals served by the 5 roads
in the Region, in addition to many other privately
owned and operated intermodal distribution facilities.

Traffic flows are concentrated betweeh major- "end
point" markets or gateway interchanges. Nine cities
(each originating or terminating more than 100 loaded
trailers/containers per day) account for over 70 percent
of total potential ConRail traffic. Most of the remaining
traffic bonsists of smaller (often imbalanced) flows to
and from low-volume terminals.

The preponderance of ConRail piggyback traffic is
handled by more than 50 dedicated trains operating
over 5,800 route miles. The remaining traffic, moving in
smaller blocks that do not justify dedicated trains,
moves in conventional freight trains which require
switching and handling in classification yards and incur
added delays in transit.

A significant portion of total ConRail TOFO/COFC
traffic (about 80 percent) consists of "wholesale" ter-
minal-to-terminal traffic (Plan I, I11/2 and III piggy-
back) in which the customer or an agent is responsible
for the "retail" collection and delivery service. Since
late 1972 much of this traffic has been handled under

IPenn Central, Erie Lackawanna, Reading, Lehigh Valley, and Cen-
tral of New 3ergey.

so-called "trainload" or multiple trailer discount rates,
in which various "third parties" aggregate the required
minimum volumes, purchase line-haul transportation
from the railroads and then "retail" single-trailer serv-
ices.. Rail door-to-door service (Plan II piggyback),
consequently has declined in relative importance.

The development of the "land bridge" and "'mini-
bridge" concepts, under which containership operators
substitute rail line-haul for a portion of the ocean move-
ment for import-export traffic, is responsible in part for
evolution of the trainload and multiple-trailer discount
rate structure. Entire triinloads of containers are moved
by Penn Central, the Lehigh Valley and Erie Lacka-
wanna to and from East Coast ports.'

Approximately 10 percent of intermodal traffic con-
sists of U.S. Mail, handled in dedicated mail tmins pri-
marily by Penn Central under contract to the Postal
Service. Of the planned nationwide network of 21 bulk
mail centers, 9 will be located within the Region and
will offer a significantly increased potential market for
ConRail.

Issues and Problems

Rapid growth of TOFC/COFC service has resulted
in a number of problems and basic policy issues which
must be addressed by ConRail if the intermodal concept
is to lead to profitable growth.

Over-expansion.--In an attempt to increase market
share significantly while facing declining profitability,
considerable intermodal over-capacity has resulted in
substantial intramodal competition among the Eastern
railroads for a limited traffic base. The economics of effi-
cient intermodal service are such that rail service must
be limited to moving large blocks of traffic between ma-
jor "load centers" while a highway gathering service is
used to aggregate these blocks into trainload volumes at
modern and efficient intermodal transfer terminals.

A strategy by individual railroads to blanket the Re-
gion with duplicating terminals and line-haul services
to enlarge each railroad's revenue base has resulted in
significant overcapacity, and low market share.

High operating costs.-The development of many
smaller terminals, unable to take advantage of potential
scale economies (often served by mixed freight trains),
has resulted in high operating costs., This strategy has
resulted in a fragmentation of intercity flows, with much
imbalance and empty equipment mileage, as well as con-
siderable unproductive time while equipment is held at
terminals for prospective loading. The need to provide
high customer service levels for these smaller flows has
required the operation of many shorter TOFC/COFC
trains, with their attendant higher costs.

Inadequate revenuves.-The trend to terminal-to-ter-
minal service and volume discount rates had a serious
impact onTOFC/COFC profitability in 1973. Tie com-
bined effect of "t.hjrd parties," who perform services



traditionally performed by the 'railroads, and discount
ratw has eroded profit margins to the extent that reve-
nues barely cover variable expense and fall short of full
economic costs which-provide a "survival" return on in-
vestment and allow for replacement of capital assets.

Service has deteriorated due to unreliable freight
train performance (caused by the poor condition of the
physical plant) as well as terminal congestion and de-
lay (caiised by inefficient, outmoded terminal facilities).

*This low service level has had the effect of imposing
an artificially low ceiling on rates, above which custom-
ers divert their -reight to trucks. In fact, it appears that
much time-sensitiTje freight already has been diverted
by shippersa

lnadequate profit mnargi.-The resulting margin be-
tween revenues and expenses has not generated a cash
flow sufficient to permit modernizing and replacing the
rolling stock an& terninal facilities essential to an
expanded intermodal function. Penn Central, for ex-
ample, has estimated tllt TOFC/COFO services gener-
ated a contribution above, variable costs in 1973 of ap-
proximately $4.5 million on gross revenues-of $17.4
million. However, an estimate of fully allocated Penn
Central costs, on an ICC acc6unting basis, indicates that
a deficit of $30 million was incurred. If current replace-
ment costs and a realistic return on investment are in-
eluded in the calculation, tfhe loss. could be twice that
amount.

Maagement systems a d contros.-Strategies which
live- emphasized volume growth without the proper
systems for monitoring profits have contributed to cur-
rent profitability problems. With a higher proportion
of TOFC/COFC costs being variable with volume
(compared to conventional carload service), it is essen-
tial that a real-time management control and profit
monitoring system be in place to guide day-to-day de-
cisionmaking.

Lack of profitability reports by terminal, traffic lane
and market segment and the absence of timely operat-
ing data and statistics lead to uncoordinated and inef-
fective decisiomnaking. Detailed operating budgets,
combined with responsibility for revenues at the termi-
nal level, are a key ingredient to effective operating
management.

This is particularly acute in the equipment area. Un-
less local managers are held accountable for all direct
costs, including imbalanced and empty equipment
moves, operating costs can get out of hand. The quality
of management information and controls of the Penn
Central is -better than that found on most railroads.
The Penn Central Intermodal Department has its own
operating information system which reports flows by

- The Penn Central experimented -with several short-haul TOFC/
COFC services in key corridors, including New York-BostqhINew York-
Buffalo and Chicago-Detroit. However, due to the need for consist-
ently high service levels and the higher costs of short-'fftul service,
Penn Central discontinued these services in 1973, due to continuingope rating:defieits. ; "
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traffic lane and develops limited statistics on loaded
and empty moves. Much remains to be done, however, to
improve both the timeliness of data, and its use at the
decisionlaking level.

Service coordination.-Attainment of the full poten-
tial of intermodal services is dependent on increased
coordination and cooperation with connecting railroads
serving other Regions, and with the local highway gath-
ering services.

One third of the potential intermodal market con-
sists of traffic flows to and from points outside the
Region. Artificial barriers at major gateway cities, re-
salting from tariff practices as well as operational con-
siderations, have discouraged interregional trains and
services. An interregional intermodal network can be
developed to foster such services bypassing congested
rail terminal areas and eliminating costly "street"
interchanges.

Such a network would provide the railroads with an
effective means for competing for the interregional traf-
fic with long-haul motor carriers not constrained by
historical railroad gateways. The National Thtermodal
Network Study being conducted for the Federal Rail-
road Administration has concluded that effective in-terregional services would be instrumental in improving

the rail intermodal market share.
An effective highway "retail" organization is essential

to provide a true wide-area ConRail intermodal capa-
bility. It is undoubtedly important fo develop, through
improved services, increased profits from existing and
potential "retail" markets (forwarders, shipper associ-
ations, the Postal Service, express companies, motor
carriers, etc.). At the same time, however, the rail
motor carrier subsidiary should play a broader role in
providing ConRail customers with an alternative retail
capability, as well as continuing to provide the tradi-
tional substituted-service to points from which rail
service is reduced or withdrawn.

The futfire role of the motor-carrier subsidiaries of
the ConRail railroads has not been clearly defined.
Pennsylvania Truck Lines, for example, functions pri-
marily as an intermodal terminal contractor and equip-
ment leasing organization and performs highway pick-
up and delivery and substituted service for the parent
company. A small amount of revenue (approximately
12 percent of PTL 1973 revenues) is generated by non-
rail operations. Reading Transportation Company per-
forms some TOFC pick-up and delivery work and op-
erates a few Reading TOF terminals, but 90 percent
of RTC revenues are. generated from trucki-billed
freight.

Opportunities for Future Services

New rnarket.-Thle ConRail railroads serve all major
freight generating centers in the Region today. Future
growth will occur through incresed share of existing



markets, rather than geographic expansion into new
markets. However, new terminal facilities, located near
concentrations of demand, will improve access to inter-
modal services for these existing markets.

For example, the movement of industry to suburban
locations such as Long Island, Middle New Jersey and
the western suburbs of Chicago, has created high truck-
ing costs for those shippers who have located in areas
away from existing intermodal terminals. New termi-
nals in these and other growth areas will facilitate the
generation of new traffic.

The basic ConRail intermodal route structure and
related services may be compared to those of regular
route, general commodity motor carriers who operate
scheduled services between fixed terminals at published
rates. There will be a number of opportunities for addi-
tional specialized services for volume shipments to and
from shipper terminals or other facilities such as ma-
rine terminals or postal facilities. These movements
would be essentially contract services, handled apart
from the regularly scheduled network service and priced
to reflect their unique service characteristics.

The development of less-than-truckload (LTL) and
ipartial truckload (PTL) services, .using subsidiary
motor carriers and other retailers to provideltn areawide
gathering service, will create a major new market for
ConRail. Increased small-shipment traffic and the new
traffi resulting from the Postal Service's new Bulk Mail
System will complement the' traditional directional
imbalances characteristic of present day rail traffic.

Containerized export-import freight traffic can be
expected to increase in the Region, since ConRail serves
all major North Atlantic ports. Rail services substituted
for coastal or intercoastal water movement, howe- er,
are subject to a lower rate ceiling than truck competitive
services. Therefore, only traffic that moves in large
blocks or train loads with minimal terminal handling
that can be handled profitably should be solicited b'y
ConRail.
"Existing markets.-A detailed study of intermodal

traffic flows and profit contribution' for the ConRail
railroads (not including Erie Lackawanna) indicated
that approximately 32 percent of total loads (represent-
ing 17.percent of revenues) did not generate "survival"
profits in 1973. The combination of high costs and
inadequate revenues does not generate sufficient cash
flow to replace capital assets or to increase capacity at
today's high replacement costs and interest rates.

Some of this traffic can be handled more economically
by truck. In smaller markets that do not generate suf-
ficient volumes of TOFC/COFC freight to support
more than one carrier efficiently, traffic should be con-
centrated on one carrier. The remaining unprofitable
traffic could be made profitable by a combination of cost
reductions, selective rate increases and improved inter-
line divisions. It is estimated that revenues would have

to be increased by approximately 15 percent over present
levels to attain "survival" levels of profitability If all
present traffic were to be retained.

Selective rate increases on unprofitable flows would
have the-effect of diverting some of this traffic to other
carriers. The alternative to a profit improvement pro-
gram of this type would be a drastic cutback in services
to a profitable core volume. Regardless of the strategy
adopted by ConRail management, projections of future
market potential must allow for the possible loss of
much of the present marginal traffic.

Projection of 1980 and 1985 intermodal traffic levels
were made under two alternative assumptions, A base
level projection (that used in thd ConRail pro forma
income projections) assumes continuation of present
market shares with growth related to the regional
economy3

The base level forecast indicated an increase in
ConRail intermodal traffic of 30 percent between 1973
and 1980 (allowing for the elimination of approxi-
mately 15 percent of current traffic, due to its unprofita-
ble nature), and a further increase of 36 percent between
1980 and 1985.

A high level projection of the ConRail intermodal
market potential was developed for USRA 4 based on
prelixinary findings of a nationwide intermodal mar-
keting stu4y being completed for the Federal Railroad
Administration (FRA). These projections, allowing
for pruning of marginal traffic and selective marketing,
indicate that ConRail intermodal traffic could increase
by approximately 18 percent between 1973 and 1980
(a compound rate of growth of 2.5 percent) with a
further increase of 145 percent between 1980 and 1985
(a compound rate of growth of 19 percent per year), as
shown below:

Projeded ConRail intermodal traffic

Averate Averago
Year daly Increase

ads over 1D73
(percent)

1973 ---------------------------------- ------------ 2, ..........
1980 ...-------------------------------------------- 3,048 18.1
1985 ............................--..----------------- 7,471 189.0

Depending on ConRail's intermodal policies and
marketing strategies, intermodal service has two widely-
varying levels of potential. Under the base level projec-
tion, 1985 revenues would-amount to approximately $365
million. Using the high level forecast, revenues would
be approximately $510 million.

A significantly increased intermodal market share is
dependent on a number of interrelated factors, which
clearly will involve a long lead time to implement. An
efficient, upgraded physical ,lant is required to provide

3Temple, Barker & Sloane, op. cit.
dReeble Associates, conRail B-Modal and Inter-Modal Operaiotlo ,

Greenwich, Connecticut; USRA Contract No. 50034.



truck competitive line-haul service;. interregional co-
ordinated services must be established with other rail-
roads; an -expanded highway "retail" division is essen-
tial to entry into new markets; equipment fleets and
terminal facilities must be modernized and expanded.

"The prelininary results of the Federal Railroad Ad-
ministration's Intermodal letwork Study indicate that
ConRail, due tothe heavily industrialized Region which
it serves, would be i key element of a nationwide inter-
modal network. The opportunities for an increased rail
share of the "containerizable" freight market are sub-
stantial. The TOFC share of the "containerizable"
market was 3.7 percent in 1971; this could increase to
11.5 percent by 1980.

Table 1 displays the projected nationwide "contain-
erizable" freight market for 1980'and shows the portioil
of the total rail and highway potential that is economi-
cally siited for an intermodal network and the traffic
which can be scheduled in economic, dedicated trains.

Of the total daily "schedulable" volume of 23,663 40-
ft. equivalent units, almost two-thirds of the total con-
sists of traffic diverted from existing rail services; the
balance consists of traffic diverted from for-hire and
private motor carriers. Approximately half the network
potential (11,998 units)- is freight now handled in con-
ventional rail carload service. This traffic represents ap-
proximately 12 percent of "containerizable" rail freight,
but only about 4 percent of aUl rail freight trffic.

It is noteworthy that projections of the potential,
scheduled TOF market, for, 1980 exclude approxi-
mately half of the TOFO traffic the railroads would
otherwise be expected to handle. Much of this traffic
would be diverted to highways, or to rail boxcar serv-
ice, because of factors such as balance, operating costs
or service requirements. Thus, a broadly expanded in-
termodal traffic base must consider the relative role of
piggyback vs. carload service and the develonment of a
marketing strategy consistent with'ConRail's carload
marketing strategy.

TABLE 1.-Average daily U.S. container market, 1980

Total "Fo- "Sched- Percent of
Potential diversion from con- nomlcal" ulable" total

taineriza- TOM' TOPC "1sched.
ble units potential ulabla"

patcent
Commoncarrierblgbway.__.._ . 67,6l 12,77 5."7M 2L2
Private highway- 33,348 6,105 2,481 10.5

Highway subtotaL _ 100,959 18,482 8,20 4.7

TOECO.... 7,120 5,988 3,4M Ito
Carload ....___ 97,477 43,W0 "tl,998 50.7

Rallsubtotal._ 104,597 49,492 15.460 G&3

Total ----- ... . 20,558 67.975 123,83 100.0

I NoT: Includes only traffic with length of haul over 200 miles. 2 ot more loads per
-day, per traffic lane, "prime" and "suitable" contalnerlzable traffi, 250 workdays
per year.

Reebfes' , op. cit.. .. - .
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The Economics of Intermodol Competition -

The greatly expanded market share for intermodal
services includes the diversion of approximately.4 per-
cent of present carload freight traffic to intermodal serv-
ice, but only in situations where empty mileage is held
to 5 percent of the total or less. The balance of this
growth is attributed to capturing much of the projected
increase in intercity highway freight.

Figure 1 compares the relative economics of TOFW
and rail carload service, highway carriers, rail unit
trains and barge transportation. These costs represent
"engineered" full economic cost, rather than historical
average costs. The figure portrays the comparative line-
haul unit costs of various specific service configurations
for truck and rail carriers.

The long term variable cost per ton mile is charted
against the length of haul for barge operations, high-
way carriers under various load assumptions, and three
forms of rail service: conlventional chrload service;
trailers on rail flatcars (TOFO or piggyback); and
rail unit trains. The costs presented represent full eco-
nomic costs, incorporating estimates of costs based on
current replacement costs and interest rates. They are-
estimates of true long-run costs, appropriate for invest-
ment planning.

FIGURE I

C01.17ARATIVE ULJN-HAiL COSTS
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The extremes are very low-cost barge service 5 and
very expensive trucking where loads are assumed to be
in one direction only. Comparing the various rail costs,
rail unit trains have lower costs than conventional rail
service, when the required volumes are available to real-
ize these lower costs. Conventional carload service is in
the mid range of the rail costs examined, except that
unit costs rise sharply for short haul shipments.

Piggyback is generally higher in cost than carload
service, under conditions of average empty return ratios
and incorporating present piggyback terminal and
drayage costs. Piggyback service can be cost competi-
tive with boxcars when the rail terminal switching cost
is high or when rail line-haul service is high in cost
because of low volumes or short distances, such as on
rural or urban branch lines.

Piggyback service can be cost competitive with trucks
on a point-to-point basis for hauls of 300 miles or more,
assuming average ratios of loaded to empty returns.
However, if the local drayage cost to and from the no-
tor carrier terminal or shipper dock is added to piggy-
back service to develop total door-to-door costs, piggy-
back competitiveness is lessened and the break-even
length of haul between truck and piggyback is consid-
erably larger. For example, if local drayage expense is
$60 per loaded trailer, the break-even between motor
carrier (with 4 percent empty mileage, representative
of efficidnt intercity carriers) and piggyback service
(with present ConRail terminal costs and utilization
levels) is extended to 460 miles.

If highway costs predicated on the use of nonunion
owner-operators (who generally price their services on
a marginal cost basis) is used, the breakeven point be-
tween highway and piggyback is extended even fur-
ther. The impact of high line-haul and terminal costs
for piggyback is to exclude the railroads as viable
competitors in the intermediate distance markets, where
most of the shipments comprising the potential -inter-
modal markets are found.

The average length of haul for Class I intercity mo-
tor common carriers in the Central Region was 281
miles in 1972 6 and the average length of haul for LTL
freight alone is somewhat longer. The Regular Com-
mon Carrier Conference of the American.Trucking As-
sociation (ATA) estimates that shipments under 1,000
lbs. in weight move an average of 574 miles.7 If Con-
Rail is to increase maiket share, provide truck-com-
petitive intermodal services and achieve the projected
increase in volume, it is clear that an efficient, lower-
cost operating system is essential to serve profitably
the intermediate-distance markets.

See Appendix B for a discussion of waterway costs not borne by
barge carriers.

a American Trucking Association, American Trucking Trends, 1974,
Washington, D.C.

7Regular Common Carrier Conference, 1969 Costs and Revenues
and Snall Shipments, Washington, D.C., December 1971.

A key set of cost factors is the legal limitations on
truck sizes and weights. Size and weight limitations
constrain truck operations and tend to impose unit op-
erating costs which might otherwise be lower.

Truck weight limits were recently increased some-
what (from 73,280 pounds to 80,000 pounds Grbss
Combination Weight on Interstate Highways). If use
of double-bottom (or even triple-bottom) units were
to become legal in those states within the Region that
presently do not allow, or restrict, such units, trucking
costs would be reduced somewhat, and perhaps even be
lower than rail.

An Intermodal Operating Plan

An operating plan was developed for ConRail I
(Penn Central, Reading, Lehigh Valley and Central
of New Jersey), using 1973 as the base year. A major
planning study was performed under contract. to
USRA8 to assist in the evaluation of present operations
and to furnish planning guidelines and strategies for
the Preliminary-System Plan.
I This study included field inspection of all major

terminal facilities, a shipper attitude survey, collection
and evaluation of financial and statistical data fur-
nished by the respective railroads, modification and
application of ,forecast data developed by the FRA
internodal network study and the coordination of the
resulting intermodal traffic flows with those of con-
ventional rail traffic prepared by USRA.

Traffic flows between terminals and regions, developed
from special study data furnished by the carriers, was
analyzed, and traffic blocks moving between points suit-
able for handling by dedicated TOFC/COFC trains
were identified. These blocks of traffic then were aggre-
gated into trains and routed over major traffic
corridors.

Sbhedules for these trains were developed in accord-
ance with present as well as projected operating condi-
tions, consistent with market demands. Thus, late
evening departures and early morning arrivals were
prescribed for all key markets. In general, the nature of
the competitive market in the Region requires consistent
secoid-morning delivery.

Trains must be faster than average tonnage trains,
but they do not require high operating speeds. A block-
to-block average speed of 45 m.p.h. is generally sufficient
between key ConRail markets. Reliability of delivery
must be at least 85 percent, in order to cpmpete for high-
way freight traffic.

The resulting'train and consist data then were fur-
nished to Stanford Research Institute for input to a
USRA routing and line-loading computer model. This
resulted in the generation of relevant operating statis-
tics for inclusion in system pro forina income statements
and facilitated evaluation of line capacity.

8 Reebie, et al., op. cit.



Termina evaltion.--Terminal volumes resulting
from the traffic simulations subsequently were related to
existing facilities and their capacities to determine the
number of facilities required (and any required modi-
fication or expansion) for an efficient level of opera-
tion, consistent 'with- the need to maintain accessibility
to customers.

Productivity standards then were used to project the
number of terminal personnel and transfer equipment
required. Modifications or expansion of facilities re-
quired to handle projected traffic levels were identified,
and estimates of required capital investment prepared.

Profitability andysis.-Profitability of traffic was
analyzed on a "traffic-lane" (origin-destination) basis
using computerized standard costs and average point-
to-point revenues. Marginal or unprofitable flows or
terminals -were identified, and were deleted from the
revenue base and the revised system profitability was
determined.

A total of 32 percent of system revenue loads (repre-
senting 18 percent of revenues) was found to incur
variable costs exceeding revenue by approximately $72
per trailer- (or 25 percent more than the system average
revenue per load). These unprofitable flows represented
-approximately 23 percent of the possible city-pair com-
binations; each flow averaged about 3.2 trailers per day.

Such relatively small flows are insufficient to realize
the true economies of intermodal transportation. Com-
bining or consolidating terminals and trucking traffic
to the reniaining terminals to consolidate flows and
generate large blocks is one means of continuing service
to shippers of this traffic. As stated earlier, certain traf-
fic flows are inherently imbalanced aixd incur high
operating costs. Unless rates are adjusted to reflect true
costs to these shippers, the result is a cross-subsidization
by shippers of profitable freight.
-In all circumstances in which terminals would be

closed, alternative service from other railroads or othet
ConRail terminals-is genelally available within a few
miles of the former facility.

Resuits of the anaZysis-Concentrating flows over
major intercity routes, consolidating terminal facilities
and coordinating train operations of the ConRail rail-
roads results, in a significint reduction in operating
costs, with a probable improvement in customer service
levels.

* Route miles served by dedicated trains are reduced
to approximately 3,300 or a reduction of 29 percent

* Train miles are reduced by approximately 30 per,
cent from Penn Central 1973 levels and train size
is increased somewhat,

* Locomotive unit miles are reduced approximately
35 percent from Penn Central 1973 levels, and

9Car miles are not reduced In proportion to train miles, since It l
assumed that much of the Inter-line traffic now originated or termi.
nated by the Lehigh Valley, Central-of New 3ersey and Reading will
be routed via ConRall for the long-haul.

9633

* Car miles are reduced approximately 10 percent
from Penn Central 1973 levels.9

A core system serving approximately 22 market areas
will result in a viable ConRail intermodal system. A
total of 30 intermodal terminal facilities have been
identified for closing or consolidation. A number of
other facilities are possible candidates for further con-
solidation. Some of these facilities were closed or con-
solidated by Penn Central during 1974, and the related
train services reduced. These changes are consistent with
the plan developed by USRA.

Opportunities for increased direct rail interchange
with other carriers that would reduce the workload on
key gateway terminals, such as Cincinnati, Chicago and
St. Louis, are being explored by Penn Central. Possible
joint terminal operations or coordinated interline serv-
ices (to points not served directly by ConRail), which
have not been explored in detail, would result in further
operating costs and the generation of new revenues.

Improved use of equipment, especially trailers, will
result from streamlined and coordinated intdrmodal
operatiog. It is estimated that the 1973 trailer fleet of
13,Q00 units20 could be reduced by 25 to 30 percent;
several hundred surplus Flexi-Van flatcars would also
be retired.

TerminaZ improvemenit&-Terminal facilities re-
maining in the ConRail system will have to be upgraded
and expanded to accommodate traffic resulting from
terminal consolidations as well as projected growth.

It has been estimated that ConRail will have to in-
vest more that $100 million in intermodal terminal
facilities in order to accommodate projected demand by
1985. Many facilities were constructed without the bena-
fit of a long-range plan and are inefficient and costly to
operate. Excessive congestion and delays to shipper
trailers caused by inadequate facilities are not only

, costly; often they discourage shippers from using inter-
modal services.

A major new block-transfer terminal is proposed for
Crestline, Ohio, at the point where the former -lNew
York Central line to St. Louis cosses the former

- Pennsylvania Railroad mainline from Pittsburgh to
Chicago. Located at the center of the ConRail system,
where major east-west traffic flows cross and converge,
this facility will simplify the handling of smaller
traffic flows that cannot justify direct train service but
still represent profitable business for ConRail.

. Trains from Boston and New York-Philadelphia to
Chicago and St. Louis will exchange blocks at this
point, reducing delays presently incurred by enroute
switching. The proposed location has considerable low-

'cost land available for expansion and is a strategic site
for support services such as trailer maintenance and

1 20 Combined ownerahip and leased equipment of Penn Central, Read-

ing. Lehigh Valley and N3.
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repair, empty equipment pools and eventual freight
consolidation and break-bulk.

Train service to points such as Detroit,. Columbus
and Cincinnati would be provided from Crestline. In-
ter-regional run-through trains would be assembled and
blocked at Crestline, eliminating present costly high-
way interchange at gateway cities. The implementa-
tion of this major system yard is conditioned upon
maintaining schedules, since trains 'must converge at
about the same time of day to exchange blocks. Thus,
upgraded and well-maintained -intercity routes are es-
sential to the plan.

1No additional new facilities are required to handle
projected 1980 traffic volumes, but several outmoded
terminals. must be modernized or replaced. To accom-
modate the projected 1985 traffic, however, a major
expansion of intermodal terminal capacity must be
anticipated. It is essential that planning for these
facilities be in progress now, particularly in view of
the acute shortage of strategically located land.

New concepts in rolling stdck and terminal support
systems should be evaluated jointly with other rail-
roads and suppliers, to identify further operating im-
provements in intermodal operation. For example, the
trend to higher maximum truck weights will result in
increased use of 45-foot trailers. In 1972, more than 30
percent of all new highway trailers were 45 feet or
more in length. Present TOFC/COFC flatcars cannot
handle two 45-foot trailers on the same car.

Increased use of highway doubles (principally tan-.
dem 27-foot trailers) results in greater cube per high-
way unit. This is important to highway motor car-
riers because of the trend to lighter-density LTL freight
and the opportunity to avoid excessive dock handling.
New TOFC/COFC cars must be capable of carrying
these shorter units if the railroads wish to attract an
increased amount of motor carrier LTL freight.

Trailer Train (which owned 35,409 intermodal cars
as of December 31, 1973) is actively working on the de-
velopment of new concepts in rolling stock to handle
a combination of. trailer sizes, including 27- and 45-
foot trailers.

An alternative to long piggyback cars would be the
use of single-trailer flatcars or integral trains of shorter
cars. Single-trailer cars would eliminate the problems
associated with "marrying" trailers (i.e., placing two
trailers having a common destination on one flatcar)

and also would facilitate the implementation of single-
trailer rates.

Access to eastern cities with restrictive overhead
clearance (such as New York City) will require either
the development of low-deck flatcars or the elimination
of clearance restrictions to facilitate rail access to urban
traffic generators as an alternative to more costly truck
service to and from TOFO/COFC terminals in con-
gested urban areas.

Any improvements in car design that have the effect
of reducing tare weight or wind resistance will reduce
TOFC operating costs, and contribute to increased
profitability. Low weight cars will improve the net-to-
tare ratio, and be more efficient in terms of fuel con-
sumed per net ton-mile.

Conclusions and Recommendations

ConlRail should serve all major market areas of the
Region with an improved, viable intermodal network,
a network serving all the principal east-west and north-
south traffic flows, and one that would provide ConRail
a means for effectively competing with truck transpor-
tation.

Mluch of the potential intermodal market is concen-
trated in the Region or is dependent on an efficient rail
link to and from the Region, Given the necessary ter-
minal facilities with well-maintained intercity routes
and reliable line-haul services, and an effective market-
ing strategy and management control system, it is rea-
sonable to project a growing and profitable role for
ConRailintermodal services.

A key ingredient for realizing the true potential for
intermodal service, however, must be a commitment
based on the understanding of the proper role of inter-
modal service vis-a-vis other rail services, as well as
other competitive modes and the development of strat-
egies and policies which stress operational efficiency and
profitability.

Identification and development of a profitable, self-
supporting ConRail intermodal system, linked with
other regional intermodal networks, will provide the
shipping public with efficient reliable transportation,
complementing conventional rail and truck transport
systems, with efficient use of resources and limited cap-
ital funds. The intermodal concept can be expanded
beyond its traditional role of present TOF/COFM
services, exerting a' positive influence on the develop.
ment of the rail system of the future, and providing
a "total transportation" service to the Region.
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APPENDIX G
Concept for Improved
Passenger Service

All present or planned and proposed routes in the
Region are shown in Figure 1; Table 1 and Figure 2
indicate examples of elapsed times and frequencies for
the type of corridor services proposed.

The proposed improvements are designed to attract-
a maximum of potential ridership on each train by pro-
viding convenient frequencies within each corridor, and
by linking adjacent corridors with through direct train
service or convenient connections, as shown in Figure 3.

Minimum service frequency proposed is equivalent
to at least two daily trains in each direction. The two
trip minimum encourages use of the rail mode by of-
fering travelers more than one return trip each day,

The propQsal also assumes that both non-business and
business travelers will be attracted to the services pro-
posed. The great majority of travelers will be diverted
from automobiles through provision of a reasonably
fast service With fares and elapsed time competitive or
better than that of the automobile. This market appears
to be relatively price-sensitive, and service standards
should be set to keep costs low and service available for
those to whom cost of travel is important.

Except for'the Northeast Corridor, train service
should not attempt to compete with the higher speeds
offered by commercial air services. High-density but
comfortable seating of about 75 seats per car can be
provided. A small lounge section on each train would

TmmnL 1.-Summary of recommended service improvements

Prezent Recommended
service level service level

Corridor
Number Number

Trunit 0idnil - Transit ofdaly
time 1 ound time round

trips trips

New York to Wa naton... ...... 3'w'l 30 " (2)
New York to Boston ------- 4'- - 1W 32"1, (2)
Chicao to 31llwoukee ............ 1.'Zr1W 7 1'15" 10
New York to Bffalo ......... ... ' i 3 7'2VY' (3)
Chicago to St. Louis .............. '0011 3 4!W" 4
C .o to Detroit ................. G'W' 2 5'C" 4
Detroit to Cininati ................ None 0 S'W"I 2
Plttsburgh to ndlonapos .........---- S

'  1 7'", 2
Chicago to Clncnti .............. O 9'O 41 615" 3
Cleveland to Pittsburgh .--...... None 0 'C(y" 3
Cleveland to Cincinnati ------------ N one 0 5'3" 3
Cleveland to Bufflo .......... None 0 315" 2
Piladelphia to Pittburgh__ 7'i" '2 7'OV" 2
Washington to Pittsburgh . ....... 8"1 (42) 6'oy" 2
Washington toNorfolk ............ None 0 4'M," 2
Detroit to Buffalo ................... 5'W5" 1 5'YO0" 1
Cleveland to Chicago ............... None 0 '45" 3
Indianapolls to St. I uis............4V'V 1 4'OY' 2

Dazed on cunint Amtrak timetable.
2 By 190 frequency should be U hourly New York to Waahington. and M hoarly

New York to Boaton by 1M frequency shuld boej.-hoa rly Ne 7Ycrk to Washing-
ton, and hourly New York-Boston.

2 3 round trips Buffalo to Syrawe; 4 round trip Syrcus to Albany;, 7 round trips
Albany to New York.

'Long distance trains operating In propoced corrdors.
'1 daily round trip plus 1 additional round trip triweekly via Harrisburg. Also I

daily round trip Washington to Cumberland.



FIGURE 1

PRESENT, PLANNED AND PROPOSED CORRIDOR'ROUTES

MILWAUKEE DETROIT

BUFFALO,

CHICAGOI
TOLEDO

ST. LOUIS

serve light food and liquid refreshments and could also
be used as revenue seating during peak travel periods.
Each seat could have a fold-down tray on its back (as
on commercial airlines)- to allow the traveler to enjoy
food and drinks at his seat.

The proposed services also should appeal to the busi-
nessman who, because of a decided lack of attractive
alternatives, presently is forced to use commercial air
services on many trips of less than 300 miles. To com-
pete for business travel purely on the basis of speed,
Amtrak would have to increase its train speeds to an
extent which would be economically, if not technologi-
cally infeasible. The scheme proposed here offers down-
town-to-downtown elapsed times which compare fa-
vorably in many markets with those of air travel,
particularly when delays associated with airport access,
luggage and weather conditions, are considered.

As an additional inducement to business travelers, this
service would offer "parlor cars" with low-density seat-
ing (about 30 seats per car) and other services. Because
of the higher quality services offered, fares should be
substantially higher. In most markets, they should ap-
proximate first class air fares. It is believed that many
business travellers would forsake the speed advantage
offered by commercial air services in short distance

ALBANY

NEW YORK

COLUMBUS

) DAYTON CUMBERLAND

WASHINGTON

CINCINNATI
, NORFOLK/

NEWPORT NEWS

PRESENT OR PLANNED ROUTES

- ,;; -4...... PROPOSED ROUTES

markets for effective rail service. Evidence of such
business travel by train is provided by the substantial
number of travellers choosing Metroliners between
New York and Washington even though the 3-hour
train ride is 2 hours longer than aiiport-to-airport
flight times.

Service
As shown on Figure 3, each of the corridor services

proposed is not considered as mutually exclusive. Each
corridor is linked with each other, through the provi-
sion of inter-corridor trains or convenient "cross plat-
form" connections. For example, there would be two
daily round trips between Pittsburgh and Indianapolis.
One train could not only carry passengers originating
and terminating at those two cities, but also between
New York, Philadelphia and Columbus. The second
train could link Pittsburgh with direct train service to
and from Indianapolis and St. Louis, as it could serve
as one of the St. Louis-Indianapolis corridor trains.
Convenient connections could also be provided to Cin-
cinnati, Toledo, Detroit and Chicago by coinciding
arrival and departure times at interchange points with
those of the Cincinnati/Detroit/Cleveland/and Ciicin-
nati/Chicago corridors respectively. The "network" of
Corridor services is analogous in many respects to a
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FIGURE 2

FREQUENCY OF SERVICE

large urban transit system where a passenger can reach
any destination by,"long-distance subway" trips or by
changing trains at crossing points.

The unbroken solid lines on Figure 3 show thei major
city pairs between which a passenger could make a trip
without incurring an overnight journey, either via di-
rect or-connecting train service. Such trips would be
possible between almost all major cities in the area west
of Buffalo and Pittsburgh and east of Chicigo/AMil-
Waukee and St. Louis. In addition, the major upstate
New York and Northeast Corridor cities would be
lifiked with Cleveland, Columbus and Cincinnati as
would be Pittsburgh with Richmond and Newport
News.

Integrating the corridors into a network will tend to
increase substahtially the average.number of passengers
per corridor train as a result of travelers making non-
corridor longer distance trips on corridor trains. The
corridor schedules should also be designed to act as
"feeders" to certain long-distance trains in the Region
such as The Floridian and the new Boston/Chicago
and Norfolk/Cincinnati services. This should further
enhance the economics of both the corridor and the
long-distance trains.

* Equipment and Utilization

With the exception of the New York-Washington and
Boston-New York services, all equipment in the pro-
posed corridor services should be standardized to pro-
mote maximum utilization and flexibility. Existing
equipment given major overhauling could be used, or
new equipment specifically designed for the service
should bo purchased.

Turbotrain type equipment could be used but, while
attractive in theory, this equipment has the disadvan-
tage that additional cars cannot be added to existing
trains to meet peak travel demands. Conventional new
cars, such as the present Metroliner "shell" cars coupled
with bi-irectional locomotives for quick turnaroundsP
might be ideally suited for this type of service. A de-
tailed operational and marketing analysis should be
conducted by Amtrak for this purpose.

USRA has not performed detailed studies which
would allow it to estimate the magnitude of equipment
requirements for the proposed services. However, at a
minimum 3-car trains are visualized, including two
coaches and perhaps a third car configured with first-
class accommodations, a snack bar and lounge. Actual
equipment requirements will undoubtedly vary by cor-
ridor and by train, but for purposes of this analysis,
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FIGURE 3

INTEGRATED CORRIDOR NETWORK - INTERCORRIDOR CONNECTIONS

BUFFALO

BOSTON

NORFOLK/
NEWPORT NEWS

minimal equipment requirements have been assumed.
Amtrak presently requires about 21 sets of equipment

to operate its corridor services. The combination of,
today's relatively slow train speeds, short trip lengths,
assigned equipment in each corridor, and excessive turn-
around times has resulted in average utilization of
only 383 miles per day, per train set. If the proposed
scheme is implemented, utilization of equipment would
be increased sharply, to a level of about 550 miles per
day per set.

The proposal would create about 15,000 additional
daily train miles.' This would require an increase of
about 100 percent in the number of train sets currently
operated by Amtrak in the corridors, but because 'of
increased utilization, the public would be afforded al-
most 200 percent more daily train miles.

It should be pointed 'out clearly, however, that the
Association's proposal is conceptual only. Estimates
encompass present corridors of Chicago/St. Louis,
Detroit/Chicago, Chicago/Milwaukee, New York/
Buffalo/Detroit and Washington/Cumberland. Pro-
posed and present estimates exclude Bostori/Wrashing-

I The additional train miles and consequently percentage Increase is

probably somewhat overstated as certain existing trains such as the
National Limited, James Whitcomb Riley, Floridian and proposed trains
such as the Boston/Chicago service could, with proper scheduling, serve
as korrldor trains thus reducing the additional train miles.

ton service. Present and-proposed equipment require-
ments exclude consideration of spare sets for mainte-
nance purposes. The increment in train miles may seem
substantial, but it is roughly equivalent to the addition
of only three Chicago/Los Angeles daily trains.

'Anticipated Financial Posture
The combination of increased equipment, utilization

and the linking of corridors into a network should serve
to reduce costs and increase patronage.

Because of its available resources and past experience
with corridor services, Amtrak is more qualified to an-
alyze this service in detail. However, a rough approxi-
mation of the anticipated operating losses may be sug-
gested by utilizing the financial results of comparable
existing corridor services and applying them to the pro-
posed services. In 1974 the operating cost of modern
Amtrak turboliners between Chicago and St. Louis
was approximately $9.00 per train mile. With a 41 per-,
cent load factor, this service developed revenues of
about $5.00 per train mile, producing a loss of $4.00 per
train mile.

Applying this deficit to the 15,000 daily train miles
of new service as suggested by this concept would re-
suit in a loss for the Region for these services of $60,000
per day or approximately $22,000,000 annually. With an
increase in the load factor to 55 percent, the revenue

SOLID LINE BETWEEN TWO.CITIES INDICATES
TRIP CAN BE MADE IN ONE DAY.
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per train mile would increase to $6.60 and the deficit
would be lowered to $2.40 per train mile or $13,000,000
annually. At the load factor of nearly 65 percent now
being achieved on Amtrak's Chicago-Detroit service, the
revenues increase to $7.80 per train mile. This produces
a deficit per train mile of $1.20, or $6.5 million on dn
annual basis.

An annual deficit of between $6 and $22 million can
thus be anticipated. The low end of the range is less
than Amtrak's losses on some of its long-haul services.
For example, the Chicago-Seattle service loses $7 mil-
lioff annually and San Francisco-Chicago service loses
$9 million annually. But these services operate only
1,576 and 4,814: train miles per day respectively. Simi-
larly, the high end of the deficit range approximates
that of present New York-Florida service, but the
train miles operated are only 60 percentof those to be
operated under this proposal.

On a nationwide basis, Amtrak operated about 15,000
train miles per day in 1973. With the proposed corridor
services, this would rise to about 90,000 train miles per
day, an.increase of 20 percent. At the same time, the in-
cremental operating deficit of $22-million is relatively
small when compared with Amtrak's curr~nt total def-
icit which is expected to reach $300-million for fiscal
1975. Stated more simply, Amtrak has an opportunity
to increase its services substantially (as measured by
train -miles) at only a relatively small increase in the
deficit, and in doing so it will have created an inte-
grated network of corridor trains, offering service to
major population areas in the Region.

Capital costs are excluded from this approximation
of deficits which might be incurred by the proposed
corridor services. Although the capital costs of locomo-
tives and cars can be easily calculated, the alternative
mode costs, in the form of airports, highways and other
facilities, concurrent with a lack of such train services
cannot be easily estimated. Therefore-inclusion of capi-
tal costs would not add to a meaningful comparison be-
tween the option of investing in rail or nonrail pas-
senger facilities.

Implementation
It must be emphasized that the frequencies and the

proposed routes in Table 1 and Figures 1, 2 and 3,
are shown only to illustrate the concept of an integrated
corridor network. Responsibility for detailed planning
and implementation of improved services will lie with
Amtrak. Therefore, although arrival and departure
times are-spaced at convenient daylight and evening
-hdursit does not necessarily follow that those schedules
would be published upon implementation of the project.

These must be determined by more intensive analysis
of travel patterns and demand factors.

Point-to-point elapsed times are those which could
reasonably be attained given improved track conditions.
They include an extra margin on each major segment
to compensate for unforeseen delays and to allow time
at major interchange points for connections. In estimat-
ing these elapsed times, consideration was given to
the relative differences in profile (grades and curves)
in each corridor and the extent to which trains would
be required to reduce speed through urban areas.

A further indication of speeds attainable was derived
by checking elapsed times from older timetables when
speeds were generally higher than those prevalent
today.

It is certain, however, that irrespective of the arrival.
and departure times ultimately chosen, the point-to-
point times shown here would be literally impossible
to attain, if the service were to be initiated today. Even
if equipment were available, the present deteriorated
condition of track on these segments would preclude
runningtimes such as those suggested here.

Furthermore, the upgrading of all of these segments
will require at least 3 to 7 years. Equipment needs
will have to be determined, designed and ordered or
existing equipment given major overhauls. New sta-
tions will have to be built and existing ones modernized.
One or more centralized shops for maintenance will
have to be constructed. Detailed marketing and opera-
tional studies must be performed.

All this will require substantial time and effort and
should be accomplished simultaneously with the track
upgrading program so that when the track program is
completed the service can be implemented without the
serious drawbacks presently faced by Amtrak.

Rccommcndca Corridor Rau Routings

Oorridor
Buffalo-Cleveland
Chicago-Cineinnatl
Chlcago-Mllwaukee
Chlcago.St. Luls_ -.-.
Cleveland-Chicago __
Cleveland-Cincnnatl
Detrolt-Buffalo I
Detroit-Chlcago
Detroit-CincinnaU

Indlanapoll-St. Louis.--
New York-Boston_
New York-Buffalo
New York-Wahtngton--_
Phtladelpbla-Plttsburgh --

Pittsburgh-Cleveland
Pittsburgh-IndLanapolli -

Wasblngton-Norfolk/Newport
News

Wasbtngton.Plttaburgh -

Routing
PC.
PC via NankakeeIIndlanapoUs.
3nlwaukee Road.
lcg via Springfield.
PC via Toledo/South Bend.
PC via Colnmbusf/Dayton.
PC via Canada.
PC via NIles/Sackson.
PC-Detroit to Toledo.
13&O-Toledo to Cincinnati via Dayton.
PC.
PC via Providence.
PC via Albany/Syracuse.
PC via Philadelpbia/Baltimore.
PC via Harrisburg.
P&LE, via YoungstowfNUles.
PC via, Columbus/Dayton.

RF&P Washington to Richmond,
C&O Richmond to Newport News.
B&O.

I Also connecting service via Cleveland.
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APPENDIX H

Federal Subsidies to Non-Rail
Transportation

The problems of the railroad industry and especi-
ally the bankrupt railroads in the Region stem from
a host of factors ranging from changes in the indus-
trial mix of the 'ation's economy to internal manage-
mnnt deficiencies. Within this range is a'factor of pub-
lic policy: uneven government assistance to various
modes of transportation.

Government assistance to each mode is made up of a
complex mix of tax benefits, capital grants, regulations
and operating subsidies provided by all levels of goi,-

-ernment. This appendix concentrates on the magni-
±udes of federal assistance to the railroad mode, its
competition and other forms of transportation. These
aids, called subsidies in this analysis, consist of:

* Direct expenditures for right-of-way facilities
which are not repaid by the-user

* Direct operating subsidies to transportation car-
riers

* Grants for equipment
* Interest-free government loans and
" Tax advantages to the maritime industry, not
- available-to all modes.

This appendix describes the extent of. these subsidies
during fiscal year 1972, the most recent year for which
statistics on expenditures generally are available. Loan
guarantee programs are not considered subsidies for

- purposes of this study. A loan guarantee provision is
not a cost to the government unless the beneficiary
defaults. In that event, the loan guarantee may involve
some cost to the taxpayer.

An arbitrary 10 percent estimate has been used as'
the cost. of capital for portions of this appendix. The
government makes similar investments in the form of
cash grants, without considering the interest factor
or other measures of opportunity cost, and as such this
estimate may understate the real opportunity cost of
public capital.

The discussion of public subsidy contained in this
appendix may not constitute a complete analysis on the
subject. While based on a compilation of available data,
that data may not be entirely complete or current. It is
presented here to provide a perspective on government
assistance to transportation modes and to provide a
basis for further analysis and discussion by all inter-
ested parties.

National Transportation Development

Federal transportation grants began in 1823 with the
first land grant to Ohio for a. wagon road which-was fol-
lowed with land grants and financial support for im-
provements of rivers and harbors.

In their formative years, almost all modes of trans-
portation have received some type of federal aid. To



9642

TABLE .- Fcderal and private expenditures for right-of-way facilities for ground and domestic water freight transportation, 1972 1

[Dollars in millions]

Private expenditures, including all user Federal expenditures not covered by
charges for right-of-way facilities user charges for right-of-way facilities

Operating .... ....... .. . -
Mode revenues

Property Percentage Percentage of
Expenditures taxes paid to of O.R. spent for Expenditures total or allocated

State or local right-of-way cost of facilites
government facilities

Railroads, Class I ------------------------------------------- $13,400 2 $2,670 $185 21 None Zero
Rail-compettivemotorcarriers --------.----------------- -- 27,590 31,600 None 6.0 M$323 35
Inland waterway operators....------------------------------ 590 None None Zero 4291 100
Groat Lakes ------------------------------------------------- 205 None None Zero 45 100

I Federal expenditures are for Fiscal Year July 1971 to June 1972; private expendi-
tures are for calendar year 1972.

2 Excluding yard facilities, Class I railroads spent $1,470 million for naintenance
of road track, grade crossing protection and payroll taxes. [USRA Staff analysis]
Annual carrying charge on investment in R-O-W was estimated roughly as $1,200
million by the Association of American Railroads [Grerament Erpenditureffor Hfgh-
way, Waterway and Air Facilities and Prirate Erpenditures for Railroad Facilities
(Washington: May 1974)]

date, total government expenditures, (federal, state
and local) for domestic transportation other than rail

have exceeded $450 billion.' Virtually all this has been
spent within the last half coituly. Of this sum, federal
expenditures for rights-of-way and their improvements
alone are estimated conservatively at more than $100

billion.
Initially, railroads received federal aid for'right-of-

way facilities, primarily in the form of land grants. 2

The railroads repaid the federal government for these
lands through tariff reductions,s averaging 50 percent
for passenger and freight traffic and about 20 percent
for mail. The reduced tariffs on civilian traffic were

eliminated in, 1940 and on military traffic in 1945.

Railroads
Railroads have received limited support from the

federal government in the last. fifty years. The depres-
sion-era Reconstruction Finance Corporation loaned the
railroads about $938 million. Although there were some
defaults, the full amount was repaid with some interest.
More recently, pursuant to a loan guarantee program,
the Interstate Commerce Commission has made pay-

ments on defaulted loans. In 1972 one payment totalled
$29.3 million for a Reading Railroad loan.4

'Association of American Railroads, Government Expentditures for
Highway, Waterway, and Air Facilities and Private Expenditures for'
Railroad Facilities (Washington, D.C. : Association of American Rail-
roads, May, 1974), Table 1.

2Aviation Advisory Service, Government Support of the U.9. Rail -
roads With Particular Effect Upon the Creation and Sustained Via-

bility of a Key Transportation Industry. Prepared for Pan American
World Airways, Inc. (New York, June 6; 1974), pp. 8-10 and Table Ir.
Federal and State land grants were estimated at $429 million. Addi-
tional Federal and State rights-of-way grants were valued at $87. million
when granted to the railroads. Some sources may value the land grants
higher, while others say the land was of no value until the railroad
was built.

3Aviation Advisory Service, Inc., op. it., pp. 8-10 and James C.
Nelson, Railroad Transportation and Public Policy (Washington, D.C.:
Brookings Institution, 1959), p. 69, footnote 2.

ILibrary of Congress Congressional Research Service, Emergency

2 Includes state and local user charges as well as federal taxes, which were approxi.

mately$600million.
'Expenditures shown are cash expenditures and do not Include any Imputed cost

of capital for the project. On the other hand, as stated In footnote 2, above, annual
carrying charges are Important in rail rights-of-way cost and are estimated to run about
$1.2 billion annually. -

Sources: USRA staff analysis. Technical background information available,

Railroads not. only own and maintain their private
rights-of-way, but pay taxes on most of these facilities
as well. Railroads paid $400 million in various local
property taxes in 1972. Of this amount, the Association
of American Railroads estimates that $185 million was

,property taxes levied on the rights-of-way, exclusive of
yards and other local taxes,5 Rail's competitors, other
than pipelines, use publicly owned and maintained
right-of-way facilities, paying only a portion, if any, of
the costs and no taxes.

Expenditures for right-of-way facilities for other
forms of transportation account for over 75 percent, of
all transportation subsidies. Generally speaking, no
charges for cost of capital were included as an element
of cost. Table 1 compares the private expenditures of

TABLE 2.-Ton-mile market shares intercity freight carriers,' 1972

Mode Net ton-mlles Percent of Percent of
(billions) total rail

Class I rail --------------------------- 785 37 100
Motor carriers ------------------------- 470 22,0 0
Inland waterway -------- .....-------- 230 11.1 29
Great Lakes-St. Lawrence -------------- 109 5.2 14

Total --------------------------- 1,600 100

1 Excludes Oil Pipelines and Air Cargo.

Source: Yearbook of Railroad Facts. 1974 edition (Washington, D.C,, Association of
American Railroads, 1974).

Federal Assstaneo to Private Enterprisc: A Selective Examiuation
of thc Federal Government. p. 9. Aviation Advisory Service, Inc., op.
cit., p. 21 and Table V. The Transportation Act of 1058 authorized
ICC to grant up to $500 million In loan guarantees to the rallroad4 for
capital expenditures or maintenance of property. Loans totalling
$242.5 million were guaranteed and disbursed to 14 railroads. ICC
paid $115.3 million in principal and $4.3 million Is interest through
FY 1973 for defaults by eight railroads, but recovered $5.1 million
by the end of 1973. At that time there were $40 million of loans
outstanding. The Regional Rail Reorganization Act of 1973 provides
additional loan guarantees and grants for Northeast bankrupt cdrrlers,

These loan guarantees are similar to the mortgage guarantees
(insurance) available to the maritime industry. At present there are
$368.3 million of mortgages guaranteed for 43 U.S. flag tankers. Addi-
tional agreements provide $385 million In mortgage guarantees for
ships under construction.

5 Association of American Railroads, op, cit., Table 11. Of the $400
million, about $60 million assessed on bankrupt carriers were un-

paid and constituted claims against the bankrupt estates,
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TABLE 3.-Totai federal subsidics to transportalio (czcluding expendiLures from uzer charges) fiscal year 1972
[Dollars In millons

Right-of-way
facilities Equlpment OpraUng Interst Loans SealTot

Mode construction, grants (SCDS) subsidies free lo guarantees Total
operations and ma55Urnsit delaults

nantenance

Motor carrers ..... t ----------------------- .................. .................. . ................................... $325
inland w ate r asys ---------------- :--------- 291 ------------------. .. . . . . . . ... .. - ---- 291
Great Lakes-St. Lawrence Seaway --------- 45.1 $15 .................. o .................................... 6&.1
Oceanshipping --------------------------.. 463.4 .................. $182 ................................... $10 .4
A vitiona--................... .-- 483 ------------------ 67.3 .................. .................. ............... 553.3
Rail traporttion-----ta----- .......- 1 ------------------ ag0 .................. S29.3 245 154.3

(Amtrak) (Reading RR)
M a s st ra n s it -------.......... 250 250 .. . .

Total ------------------------------ ' 1,82.5 265 32.3 6 9.3 2,547.1

IShip construction differential subsidy.
2Costs of a 5-year amortization of rolling stock which expired January 1, 1975.

Taxpayer had to choose between using this 5-year depreclatlon or the investment
tax credit. With the reinstatement of the invistment tax credit, the 5-year amortlea-
tion fellinto disuse.

3This amount approximates the amount of avoidable costs of public passenger

railroads in 1972 to federal expenditures in the same
- year for right-of-way improvements which subsidized

rail's competitors. Table 2 shows the market share of the
same surface transportation modes for that year.

Other subsidies range from operating subsidies to
complex tax "deferral" incentives for the maritime in-
diistry. Table 3 shows all forms of federal subsidies to
transportation in 197, including aids for non-competi-
tive modes.

Motor Carriers

Motor carriers benefit by sharing the public high-
ways instead of owning and maintaining private right-
of-way facilities. In 1940, when there were 3.2 million
miles of roads, only 1.7 million miles were hardsurfaced.
From 1940 to 1972, hardsurfaced ioad mileage, much of
it of vastly improved design, increased more than 2 mil-
lion miles. During that period, motor carriers' share of
the nation's ton-miles increased from 10 to -23 perceit
while rail's dropped from 61 to 38 percent.' In 1972,
Class I and Class II regulated motor carriers spent only
1.9 percent of their revenues for "user charges" in fed-
eral and state taxes while Class I railroads spent almost
21 percent of their revenues on maintenance of right-of-
-way facilities.7

The major improvement has been the Interstate
Highway System, of which 37,500 miles were open by
-the end of 1972 s and about 5,000 miles are now in vari-
ous stages of completion. R~il-competitive trucks ac-
cumulate almost 50 percent of their mileage on Inter-
states, and tie federal government will pay for 90
percent of the estimated $76 billion final cost of the
System.

e American Trucking Association, American Trucking Trends 1973
(Washington : 1974) p. 9.

h bid., p. 24 and USRA staff analysis.
s The value to motor carriers of modern highways such as the

service not covered by revenues from pazeager farea. Prior to the formation of the
National Railroad Pazenar Corporation, the Nation's ralroads were absorbing
the financial loss of providing this public service.

'In contrat, the rail Industry spent $1.47 billion on maintenancq of way In 1972
plus pld $l2billlon for intcrest ondebt onsuch fac litles, atatal cost of$2.67billion.
Sea Table 1.

The Federal Highway Trust Fund was created in
1956 to cover the federal share of construction costs for
all highways on the Federal-Aid SystemsP Motor car-
riers have contributed substantial amounts to the
fmd,20 but there has been considerable debate over the
adequacy of truck payipents to the fund in light of the
high standards of construction required to accommodate
heavy trucks.

Interstate System is illustrated by their yearly growth rate in ton-
miles:

Bfllion of inter-
Year citon-mi by Percent of total

motor cariers

1940 ...... ..... 62.0 1.0
195 ................. 6.9 .5
190 ...................... ------------ 172.9 18E.3
19.. .................................. 223.3 17.5

60 ............-.------.-- ---- -. 285.5 2.7
1967 ................ . ...... 353.5 22.0
197 ........................ .. 470.0 22.9

In 1940, just before the beginning of-World War 1I, motor carriers
handled 10 percent of the domestic ton-miles. By 1950, the motor
carriers had Increased their market share to 16.3 percent, reflecting
social and economic changes in the nation after the war. During the next
five years the growth rate was slow. The mid and late Fifties saw the
Initation of limited access super highways on a massive scale. While
the Interstate System was not well under way until 1960, high-
ways of similar quality, such as the Eastern turnpikes, were opening
by 1950.

By 1 T9 motor carriers competing with rail claimed over 22 percent
of the domestic ton-mile market. In the next five years truckers gained
less than 1 percent of the growing ton-mile market. During the same
30 years the railroads' market share of ton-miles has declined from 67
percent to 38 percent.

0 Since FY 1970, the Department of Transportation has been spending
between $4 and $5 billion annually on highways.

=Motor carriers pay the following federal "user charges": 4 cents
per gallon on all motor fuel ; 10 percent of the manufacturer's wholesale
price on the purchase of new trucks or trailers; 19 cents per pound
on tires and Inner tubes; 5 cents per pound on tread rubber; 8 percent
of the price of parts and accessories;- 6-cents per gallon for lubricating
oil, and $3.00 per thousand pounds for vehicles weighing over 26,000
pounds. In total, these taxes levied on all trucks yield about 40
percent of the Trust Fund receipts. Large rail-competitive trucks
underpay. however, especially in comparison to smaller trucks.

311.



In 1969 the Federal Highway Administration
(FI-IWA) performed a cost allocation study to answer
this question. FHWA chose the "incremental cost"
method to analyze the cost responsibility of various
classes of vehicles. To determine incremental cost, the
FHWA study divided the many elements of highway
design into increments and assigned the costs of those
increments to the vehicles which required them.

For example, the higher the axle weight the pavement
must withstand, the higher the number of increments of
pavement structure necessary and thus the higher the
construction cost. The common automobile needs only
one increment while the loaded axle trucks weighing
72,000 pounds will need the full six increments.

Other examples of highway design iicrements af-
fecting cost are bridges, lane widths, radius of curves
land maximum allowable grade. The cost of each incre-
ment was prorated to'the classes of vehicle requiring it
according to the percentage of use each class represents.

The study results showed that the cost of highway
travel for the heavier weight long haul trucks ranged
from 2.535 cents to 3.399 cents per mile. The same ve-
hicles paid "user charges" from 1.638 cents to 1.781
cents per mile. When the differince between cost and
charges was mdtiplied by the anticipatbd mileage, the
total amounted to a federal construction subsidy of more
.than $250 million per year to the motor carriers,' or
42.2 percent of the federal costs allocated to rail-com-
petitive motor carriers.

Table 4 illustrates the subsidy level for the two most
rail-competitive types of motor carrier-the diesel 5-
axle tractor-semitrailer and the 5-axle semi-trailer and
full trailer. Since there are other classes of trucks which
are rail competitive, this table illustrates only .how the
subsidy was computed.

By 1972 the American Trucking Association estimated
that the iumber of rail-competitive trucks (disesel trac-

TABi3L. 4.-Estimated federai subsidy levels to certain motor vehicle
classes, 1969

Diesel 5 axle tractor Diesel5 (or more) axle
and Isemitraller tractor-semitrailer

and full trailer

Allocated cost responsibility per mile. 2.623 cents --------- 3.399 cents.
"User charges" paid per mile to trust 1.689 cents .--------- 1.781 cents.

fund.
Subsidy per vehicle mile of travel 0.934 cent --------- 1.618 cents.
Estimated total mileage per class 11,216 ------------ 6,080.

(millions).
Subsidy per class (thousands) ------- $104,757 ---------- $98,374.

Source: Department of Transportation, Federal Highway Administration, Ailoca-
lioa of Highway Cost Responsibility and Tax Paymen, op. dit. Table 23, p. 69 and
Table Oa, p. 25.

1 Department of Trangportaton, Federal Highway Administration,
Allocation of Highway Cost Responsibility and Tax Payments, 1969 by
John C. Oehmann and Stanley F. Clelak. May, 1970. Based primarily
of Table ft, p. 25 and Table 23, p. 69. Adjustments were made to
correct mileage errors for diesel 4-axle tractor-semitrailers. [While
the methods used in this study have been the subject of considerable
controversy, It is the latest systematic and complete reference on
the subject.]

tor-trailer combination of 4 or more axles) had ii-
creased to 500,000. At the same time, average annual
mileage per vehicle had increased to almost 70,000 miles
per year' Under the same method used in 1969, the
subsidy now totalled $365 million.

This figure may be higher than the actual subsidy,
since more trucks were sharing the fourth through sixth
increments, thus reducing the implicit subsidy per truck
mile. Other factors, however, tend to work in the op-
posite direction, increasing the cost responsibility of
rail-competitive trucks over the 1969 costs. For example,
as truck mileage and percentage of vehicle traffic in-
creased, so did the incremental cost of constructing and
maintaining the sixth increment. Finally, inflation
would increase the total costs. Thus, while motor car-
riers may be covering a greater portion of costs than
in' 1969, this rail-competitive transportation mode re-
ceived in 1972 a subsidy estimated conservatively at

'$325 million.
The 1969 allocation study made no estimate for the

cost of capital. Since the federal-aid highway system
is financed from payments already made to t:he Federal
Highway Trust Fund, the federal government incurs
no interest.

An estimate can be made of the "opportunity cost"
of the funds invested in highways for the benefit of
rail-competitive motor carriers.

The amount of federal expenditures for highways
allocated to the rail-competitive truckers in 1972 was
approximately $925 million.2 If this sum were invested
elsewhere at 10 percent interest, it could yield a return
of $92.5 million per year. If the $325 million of costs
not covered by motor carriers were available for alterna-
tive investment, it could earn $32.5 million per year.

Since this would be an annually recurring amount
such interest earnings would amount to $325 million
over 10 years, before allowing for compounding. This
latter carrying charge could be regarded as an in-
direct subsidy to the motor carriers. State and local
governments did pay a total of $950 million dollars for
interest on debt related to federal, state and local
roads in 1972.14

This aid to the motor carriers is actually a cross-sub-
sidy from within the Federal Highway Trust Fund,
rather than a direct grant. Taxes designated for the
fund are considered "user charges". WNhenever one pur-
chases fuel, tires or other items taxed for the fund, a
fee is paid. Thus the collection of the user charge is not
directly related to use nor to the cost of specific seg-
ments of federally-aided highways.

. The average was 66,118 for all types of trucks. The rail-competi-
tive truck specializes In long haul and averages substantially more
miles per year.

'
5

Based on statIstlcs provided in American Trucking Association,
American Trucking Trends, (Washington: 1974) and Department
of Transportation, Federal Highway Administration; op. cit.

14Department of Transportation, Federal Highway Administration,
Highway Selected Statistics, 1973 (Washington, 1974). Table 5573-11,
p. 11.



Users of other vehicle classes pay more than. their
share to offset the large truckers' deficit. Residents using
primarily state or local roads (that are not classified
on the'Federal-aid Highway System) contribute to the
Federal Highway Trust Fund even though such funds
may not be returned to those local facilities but spent
on Federal-aid highways, predominantly the costly In-
terstatesystem.

The federal subsidy represents only the federaf-hare
of capital (construction) costs. In 1972, federal, state
and local governments spent $23 billion for highways.
Of this amount, state governments accounted for $15.5
billion. Maintenance and traffic services cost state gov-
ernments $2.3 billion and all levels ofgovernment a total
of $5.4 billion~is

Data is sketchy concerning what portion of state and
local expenditures, especially those for maintenance,
should be attributed to heavy trucks. One-quarter of
the maintenance costs is caused by factors other than
traffic volume, primarily weathering. Charles River As-
sociates estimated that maintenance expenditures would
decrease by 19 percent if there were a 25 percent reduc-
tion in intercity truck traffic.o Ini a study done for the
Association of American Railroads, Battelle Columbus
Laboratories allocated 17.8 percent of maintenance costs
to truck's.17

Once a share of costs has been allocated to the-rail-
competitive trucks, there remains the question of
whether the "user charges" levied on these trucks recov-
ers all federal, state and local expenditures. The 1969
study offers-some insight in answering this question.

This study allocates to the typical diesel five-axle
tractor-semitrailer [an average] yearly cost-responsi-
bility of $3,821.81 to cover its share of federal, state,
and local government expenditures' Since the same
class of vehicle was allocated $2,011 1 as its share of
Federal costs, its share of state and local expenditures
was $1,810 in 1969. The same vehicle paid State and

Department of Tiansportation, Federal Highway Administration,
Highway Selected Statistics 1978. "Total receipts, and Disbursements
for Highways, All Units of Government," p. 11.

I "Charles River Associates Incorporated, Competition betcteen Ro l
and Truck in Intercity Freight Transportation, prepared for the U.S.
Department of Transportation, December. 1069, p. 70.
. "7Batte11e Columbus Laboratories, A Study of the Environmental
Impact of Projected Increases in Intercity Freight Traffic, prepared
for the Association of American Railroads, as cited In American Truck-
ing Association, An Analysis of "A Sttdy -of the Environmental Im-.
pact of Projected Increases in Intercity Freight Traffic, January, 1973.
_p. 14. The ATA objects to this estimate, partially on groundq that
the estimate is based on use of the Interstate System only, for which
trucks bear a higher share of responsibility for costs. However, while
trucks do use the\Interstate System substantially more than other
types of highways, the Interstate System was designed to withstand
the extra weight of trucks. Although the construction costs were more
due to trueks' Increased size and weight, the portion of maintenance
costs attributed to trucks may be less than the portion of maintenance
costs on other roads which were not designed to meet heavy truck
weights.

2 'Department of Transportation, FHWA, Allocation of' Highway
Cost Re ponsibility and Tax Payments 1969, Table 19, p. 59.

" Ibid., Table 23, p. 69.
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local taxes ranging from a low of $1,038 to a high of
$3,670 in 19680

The state, and local taxes in the median state that
year were $1,485, or $325 less than the fully allocated -
share of state and local costs. Although motor carriers
were paying more than their share of allocatecl costs in
a few states, many states were subsidizing rail-competi-
tive motor carriers.

Northeastern states appear to be in the middle range
of user charges. Table 5 shows the typical registration
fees and fuel taies paid by the large trucks in the 17
states of the Northeast region and their rank among
states, based on the registration fee, one of the more
variable portions of state user charges.

TA-LR 5.-Prinlpal State Highwcay User Oharges 17-State
Region, 1972

State &axb vehicle Fee rank in US. otor furi taxrgl
reglstratlranko

Delaware. .................. 343 10 S
M1srahuctts ... .0. 12 .075
DstrictofColumbla ....... 13 '.08
RhodoIsland .............. 410 14 .08
NowHampshm ........... 432 15 .a-'
Maryland .. .............. 55 16 249 -
adiana .................... 4S6 0 .08

. .... 519 24 .10
N wrey ................ 544 25 2.08
Connecticut - ........... -55 -2 .10
Pennsylvania .............. . U0 2- .--
M3rchigan ............ 1o 2B .07
WstVirinia ....... 5 29 .85
Oo h .................. .- - 30 .07
Maine--- .......-......-...... C0 31 2.0
V'irginia ----- ------ .--- -CI 33 2.11

.unos........ ...... 1,4r12.3 50 .073
Vermont---------.... 1, 1 3.00

i'ncreased In 1973 to $.09.
xTax increasne I 972.
3 No fuel.tax on d fuel nel. Retallatcry-lghway Use Permit of $20 fee plus $10

for each entry Into state. Levied only on vehcles from states which levy- a highway
tax on use fee on Vermont vehiles.

Source: U.S. Department of Transprtatlon, Federal Highway Administration,
l&rhay &ttelcs 19M, (Washington U.S. Government Printing Office). Table

MF-I, p. 10; Table MF-o4, pp. 19-19; and Table MV-103, pp. 48-51.

Inland Waterways
Of the various types of water transportation, the

mode most competitive to rail is the shallow draft
vessel on the Inland Waterway System, typically an
unmanned, non self-propelled barge. -1 As many as 40

/'3Tbid, Table 20, p. 77 and pp. 75-79. The state user payments do
not Include property taxes, which are placed in general funds rather
than highway uands. Since railroads also pay similar property taxes
on both right-of-way and rolling stock, It Is hardly logical to con-
sider a property tax a "user charge" for motor carriers. Most states
charge relatively low user charges but higher property taxes, thus
at times subsidizing highway costs from taxes paid by non-users, in-
eluding railroads. In a few cases, states may be using high user
charges to help supplement general revenue or offset low property
taxes. There are rmtriclUns, however, as to how these "user taxes" may
be spent.

= A large barge can load as much as forty times the tonnage of
an average boxcar.
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barges are moved in a tow propelled by one or more
towboats. The almost 1800 barge towing operators, in-
eluding private companies, have increased their market
share of intercity freight from 2.8 percent in 1942 to
11 percent in 1972.

Inland Waterway operators specialize in moving bulk
cargoes which are heavy, have a low value per unit
of weight and can be loaded and unloaded mechani-
cally.2 2 Barge freight is most competitive to the railroad
markets in steel products, grain, petroleum, chemicals
and coal. The Inland Waterway operators move 20 per-
cent of the nation's annual coaV output.23 More than
50 percent of the barge coal traffic is centered in the
Pittsburgh area where the northeast bankrupt rail car-
riers have rights-of-ways.

The system consists of more than 25,000 miles of wa-
terways navigable by shallow draft vessels. The 38
states served by this system contain 95 percent of the
country's population. Although most of the waterways
have been improved substantially for navigation, or
even artificially created, there are no lock fees, canal fees
or other "user charges" of any type for use of these
waters.

2 4

The Army Corps of Engineers (COE) is responsible
for the construction, operation and maintenance ot the
facilities.25 It now is reconstructing and enlarging many
of the older locks to accommodate longer tows per lock-
age, thus increasing the efficiency of bargeoperators&

and lowering their costs.
After construction, ICOE maintains the channels

through almost continuous dredging, some of which is
necessitated by the mo.vement of the vesselsthemselves.
Personnel are available 24 hours a day to operate the
locks and dams.

In addition, the U.S. Coast Guard is responsible for
aids to navigation (channel markers, lighthouses, fog-
horns), search and rescue operations, comimercial ves-
sel inspection for safety, policing of the harbors and
protection of the maritime environment (cleaning up
oil spills). Again, this is all without charge to the
user.

Examples include coal, sand, crushed stone, grain, limestone and
lumber. Specialized tank barges can carry pressurized or refrigerated
chemicals. Barges also transport petroleum products, machinery and
both the raw material and finished products of the steel and aluminum
industry.

"B ig Load Aloat-U.S. Inland Water Resources (Washington:
American Waterway Operators, Inc., 1965), p. 27.

24 The only tolls charged'by the United States for use of any water-
way are lock fees on the St. Lawrence Seaway and the Panama Canal.

23Virtually all of the routes have required initial dredging to
achieve adequate and uniform depths along channel bottoms. Standard
depth is nine feet. Additionally, dams are necessary in many in.
stances to assure a relatively constant year-round depth. Locks are
frequently needed to compensate for differences In water levels. Finally,
many man-made canals connect improved natural waterways.

4 One trip per tow boat through a lock takes about 30 minutes,
while a tow broken into two segments takes about an hour and a half.
Operating costs of a tow boat are close to $100 per hour. [Ibid. p. 41.]
Afore recent information indicates that operating a tow boat may
range as high as $200 per hour. [Department of Transportation,
Uscr Charges on the Inland Waterway gystem. (Washington, lanuary,
1971). unpublished, p. -li.]

From the first federal investment in the early 19tlh
century to the present, it is estimated that almost
.$4 billion have been spent or new construction projects
on inland or intra-coastal waterways."
Inland waterway navigational costs are often hid-

den in other COE projects. For a task force study of
potential user charges done in 1969, COE estimated
that as much as 13.7 percent of the construction cost of
mult-purpose projects could properly be allocable to
navigation improvement, while 25 percent of the opera-
tions and maintenance for flood control projects were
related to navigation.

Technical staff in the Department of Transportation
and COE provided the estimates shown in Table 6 of
the total federal expenditures for Inland Waterways
in 1972. The cost of capital is not included in these
figures.

The value of this federal subsidy is large. Tile major
advantage of barge over rail is its low cost. Some author-
ities have maintained that, if the towing industry paid
the full cost of the waterways, the water mode would
no longer ,be the 'low cost carrier. Recent unpublished
government studies on the question of user charges pro-.

TABL 6.-PFederal funding of barge operators in fiscal year 197.

[Dollars in millions]

Army Corps of Engineers (COB):
Waterway navigation:

New construction 1  ...........................
Operations and maintenance 2  

--............

U.S. Coast Guard (USOG) :
USC aids to -navigation program -----------------
USCO search and rescue program 3 -----------------
USCG commercial vessel safety program -----------
USCG marine environmental protection program -..

Tennessee Valley Authority:
Inland waterway navigation operations and mainte-

.173
so

14
17

3
0

nance -------------------------------------- 3

Total ------------------------------------ 206
1 This figure may not include all allocable costs of multi-purpose and

flood control projects.
2 This number has been adjusted to Include allocable portions of other

projects.
a Search and Rescue is largest segment of USCO budget. Not known

What portion is related to recreational cost but recreational vessels do
alter the sum.

Source: USRA staff interviews with technical personnel In Depart-
ment of Transportation and Army Corps of Engineers.

-7This, estimate was given to DOT by the Army Coips of Engineers
In 1970 COE estimated that as of June 1969 It had spent $3 billion
of new construction on waterways. This estimate Included the allocable
costs from flood control and multi-purpore projects. Using an assuniel
economic life of 50 years for the projects covered by the $3 billion
[User Charges on the Inland Waterways, op. cit., 1-12, 13 and Table
I-5.] and an" average Interest rate of 4% percent. CO1 estimated "tie
total interest and amortization requirements at $160 million annually".
This includes only COE construction expenditures.

A report prepared for the Senate Commerce Committee (No. 91-700)
estimated that $8.9 billion has been spent on coastal and inland water.
ways from 1947 to 1970. More than navigational.related expenses were
included. [Ibid., p. 1-12, footnote.]
AAR has estimated that a total of $5.7 billion has been spent on

Inland Waterways, including operations and maintenance. [Agsocla-
tion of American Railroads, op. cit., Table 7.]
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jetted that recovering only maintenance and operations
cost -would divert approximately 15 percent of the traf-
fic from Inland Waterways.

Part of this tonnage would mQve by rail or pipelines
while some of it would cease moving. Recovering these
expenditures from the remaining 85 percent of the
traffic would require an average of .6 of a mill per ton-
mile user charge, an increase of 19 percent.28 In most
instances the entire user charge would be passed on to
the shipper, though in some cases the barge operator
would absorb part of the cost.

The actual range of federal cost per major segment
of the Inland Waterway system was from a low of .1
of a mill'per ton-mile for the lower Mississippi River
to a higl of 35 mills per ton-mile for the Kentucky
River District. Within the 17 state Northeast Region,
the range was from a low of .4 of a mill for the Ohio
River District to a high of 15.1 mills for the Allegheny
River District.29

Table 7 indicates the level of toll charge.necessary to
recover operations and maintenance costs on major
waterways in the Northeast for 1968. If a segment toll
to recover operations and maintenance costs were levied
on 'the tonnage moving on the Allegheny system to
Pittsburgh, most traffic would shift to rail transport. 0

In 1972 that would have meant 80.5 million ton-miles
shifted from barge to rail in Pennsylvania. ,,

TABLE 7.-Tolls required to recover costs of operations
and maintenance -f Northeast Inland Waterways, 1968

O Iperations and Recovcrg
Tons Ton-miles mantenance tanper

River district (thouthou- cost (dollars In TE
srads) sds) thousands) (mills)

Allegheny .............. 4,5 57,063 [86 15.1
Monongahela ...----------- 38,999 1,702,310 1,863 1.1
Ohio River ------------- 120,203 27,324;903 11,047 .4
fllnolsWaterway ---------- 25,633 6,029,188 3,535 .6
Miss~ssippI-North of St.

Louis ------------------- 46,175 7,643,440 0,0 .791
Kanawba River ----------- 14,108 750,367 6G7 .0
Tames River --------------- 5,5613 34. 534 1.6

Source: U.S. Department of Trnsportation "User Charts on InlandWaterwar"
Washington, lanuary 1971. Table I-2.

Table 8 shows the ton-miles moved- by each of these
Northeast waterways during 197ff.

The National Waterxiays Conference, Inc. (NWC)
'estimated that a user fee designed to collect an annual
sum of $150 million would eliminate one-third of the
traffic on the waterways. This is about one-half the total
federal expenditures for capital projects, operations and
maintenance in 1972.

r2In particular, Department of Transportation, User Charges, op. cit.,

p. m-1, also IV-3.
2bid., Table M11-2.

ITbid., p. IV-9.
ZaData for barge traffic from 1972 Inland 'Waterborne Commerce

Statistics. (Washington: American Waterway Operators, Inc., October,
1973), p. 16.

TABLE 8.--Tons moving oa the Inland Watertcay System in the
northeaat region, 1972

PI thousands]

River district Tons Ton-Miles

Allgheny ....................................... 25,498 180,447
Monaela. ........ .......................... 33,624 1,527,039
Ohio R iver --.-.-.-.--------------------- .-.- .----- 2 7 32,06,467

ncls Waerway ..................... 43,70 8,30,420
311!dppl-odhof8LLoul............. 4(0,745 ,11, 615,13
Xanawha River ...................... 4,101 815,333
TamesU .er ..................................... 36,555 408,542

3 Includes both Improved and open channel poztons.
2 Iclude 29.000 tons and lO$1.000 ton-mllcm oceangoing.
3 Includes ZOWC.00 and unknown tonmlrascostwiso and lakewiko.
I Includes 329,000 tons and 1S3, 0 ton-mlL3 oceangoing.
& Includes 745O0 tons and unknown ton-mlis oceangoing.

Source: 171 Ilanra Watcre Cbmmerce & Udis. (Washington, D.C.: American
Waterway Operatr, Inc., October, 1973).

In supporting its projection, NWC estimated that
such a fee would raise cost one mill per ton-mile, or
2 -50 percent for 150 billion ton-miles of waterways
traffic. Most of such increases would be reflected in
higher rates. NWC also suggested that, for high-cost
low-volume segments, as much as 50 percent of the mile-
age would have to be closed.32 While some of this ton-
nage would cease iiioving and some would move by pipe-
line, a major portion of the tonnage in question would
move by rail.

Attempting to recover capital costs as well as opera-
tions and maintenance costs from shallow draft vessels
only would raise average barge rates from 2.9 mills per
ton-mile to an average of 4.54 mills per ton-mile, or an
increase of 57 percent. This rate is only 1.5 mills less
per ton-mile than rail's unit coal train rate (in 1972 dol-
lar value). Since water is much slower and seldom point-
to-point, such a slight price differential would eliminate
most of the barge operator's advantage of low cost.

Waterways could lose as much as 50 percent of the
present trafficP Much of the retained traffic would be
that on the lower Mississippi River, which has a high
volume of traffic and low operation costs. User charges
per ton-mile on this segment, therefore, would be low.
A disportionate amount of the waterway's lost traffic
would be in the Northeast Region served by the bank-
rupt railroads.

Thus, the federal government's aid to waterways has
resulted in the northeast railroads' loss of a major share
of the approximately $400 million of operating revenues
of the Region's barge operators.

OThe Impact of Waterway Ueer Oharage--An InduerJ-A-Idat
Asesment, National Waterways Conference, Inc., Washington, D.C.,
1008 as cited In Department of Transportation, User Charges or Inland
Wat&naya, op. cit., pp. IV-l-2.

=Department of Transportatlon, User Charges on Inland Waterways
(op. cit.), p. IV-3, 4 and Table IV-I. If deep draft shipping using
the waterways paid the tolls, the average Increase would be 1.29 mills
per ton.nmle or an increase of 45 percent. In the Northeast Region there
Is little deep draft shipping, so the higher average would be needed to
recover full costs If segment tolls were used.
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Great Lakes-St. Lawrence Seaway
The Great Lakes-Saint Lawrence Seaway System is

the third competitor to the midwest-northeast railroads.
Modern freight transportation on the lakes began in
1855 with the opening of the first Soo lock, although
Chicago to Buffalo traffic predated the locks. The first
century of Great Lakes freight movement was as often
an internodal complement to rail as it was a competitor.

The opening of the St. Lawrence Seaway 34 in 1959
changed the pattern of Great Lakes freight traffic by
giving ocean vessels direct access to Great Lakes ports.
Although tonnage moved on the Great Lakes has been
declining, an increasing alnount of tonnage moves
through the Seaway. In 1972 almost 54 million tons of
cargo .locked through" the American portion of the
Seaway. 15

Of that, 30 percent was overseas shipments with the
origin or destination being a United States Great Lakes
port,. Without the Seaway, virtually all of that freight
would have moved by northeastern or Canadian rail to
an ocean port. Another 29 percent of the tonnage was
freight moving between the United States and Can-
ada; 5 much of this market otherwise might have moved
by rail. Ironically, virtually all of the international ton-
nage is moved by foreign flag vessels.

The St. Lawrence Seaway Development Corporation
(SLSDC) 31 manages the United States portion, con-
sisting of 110 miles of the St. Lawrence River and
the Eisenhower and Snell locks. SLSDC charges the
only tolls levied on an American inland or coastal
waterway. Toll receipts thus far are sufficient to cover
all operations and maintenance costs and contribute
funds for retirement of construction debt, but hot
enough to pay interest.

SLSDC borrowed $133.8 million directly from the
U.S. Treasury for construction and major repairs. s By
1970, after 11 years of operation, interest deferrals
raised the debt to $155 million. The Merchant Marine
Act of 1970 forgave SLSDC's $23 million in interest
deferrals and eliminated all future interest payments9
Forgiven interest on bonded debt amounts to $4 million
aliually. If the interest deferrals are included, the
total interest subsidy rises to $6.5 million annually.

The St. Lawrence Seaway necessitated major reno-
vations in Great Lakes facilities to accommodate deeper
draft ocean vessels. As with other waterways, the Great
Lakes harbors, channels and locks are construicted,

2The St. Lawrence Seaway is a joint project of the United States
and Canada.

31 Department of Transportation, St. Lawrence Seaway Develop-
ment Corporation, 1972 Annual Report, p. 3.

W Ibid., 1971 Annual Report, p. 6.
MAs noted by SLSDC in its 1972 Annual Report, SLSDC, though a

federal agency, is really a member of the price-competitive transporta-
tion business.

a3 Ibid., 1969 Annual Report, p. 19. The SLSDC still has the authority
to borrow an additional $0.2 million.

GO Ibid., 1970 Annual Report, pp. 6 and 19. SLSOC paid $37.7 million
in interest prior to 1970.

operated and maintained by COE. Navigational aids
are provided by the U.S. Coast Guard.

Between 1800 and 1970 the COE spent $291 million
on harbor construction and $380 million on locks and
channels. 40 The bulk of these expenditures has been
since World War II, either in anticipation of or in
response to the St. Lawrence Seaway.41 Between 1969
and 1971, COE spent $25 million for harbor renovation.
Although COE construction costs decreased to $5.1
million in 1972, operations and maintenance costs
reached an annual $20 million.42

The Merchint Marine Act of 1970 also gave the Great
Lakes the status of being the fourth U.S. sea coast. Such
status qualified Great Lakes for the ship construction
differential subsidy (SCDS)."

The eligibility of the Great Lakes for the SODS
prompted a rush of orders for new ships. Between late
197.1 and early 1914, five new ships costing $67 million
were constructed44 At the then-prevailing SODS rate,
the federal government paid over $30 million in 2
years---or about $15 million for 1972.

Two Great Lakes shipbuilding yards have a backlog
of orders through 1980. The SODS on these existing
orders could range as high as $142.5 million over the
next six years or an annual average of $24 million. Some
of these new ships will carry triple the tonnage of older
vessels and need no additional crew. To remain com-
petitive, other shippers will undoubtedly modernize
their fleets. Thus, SCDS could reach $50 million an-
nually by the end of the seventies.

The new ships, built with federal money, are all rail-
competitive, especially the jumbo-sized 1,000-foot ves-
sel. Howard Andrews, vice-president for marine serv-
ices, Hanna Mining Company, has been quoted as say-
ing, "Even if shipping rates go up, the new ships will
have an economic advantage over rail except perhaps
for the short haul." 45

The Merchant Marine Act of 1970 also qualified
Great Lakes operators for the 10 deferrals available to

40 Great Lakes Basin Commission, Great Lakes Basin Framework

Study, Appendix C. Unpublished. Table CO-17. Includes the $125.4
million construction loan for the St. Lawrence Seaway.

"For instance, the Indiana Harbor, reopened in 1971, was deepened
and enlarged to accommodate ocean vessels at a cost of $5 million.
Annual maintenance cost of this harbor is $222,000 as of 1972. Similar
expenditures occurred for the Soe locks. While the federal government
has spent a total of 150.4 million for construction of these locs, $47.5
million of these expenditures were for the last two reconstructions of
locks which were rebuilt to handle ocean-going vessels.

12 Department of the Army, Corps of Engineers, 1972 Annual Report,
Chief of Engineers on Civil 'Works Activities, Vol. II. Presumably,
by* 1972 most of the renovations to accommodate ocean-going vessels
were completed.

43The ship construction differential pays the difference In cost bttween
an American-built and a foreign-built vessel. Federal law requires all
ships engaged in purely domestic trade to be built and registered In
the United States. Great Lakes shipping firms did not have the option
of buying and operating vessels under a foreign flag. Even without this
cabotage law, the Great Lakes style vessel could not have been purchased
overseas, since most vessels are too long to be handled by the Seaway
locks.

""The New Great Lakes Fleet," BUsiness Wek, May 19, 1974, p. 40.
iIbid., p. 40.



merclaiit marine operators. These Great Lakes vessels
in service between Canada and U.S. Great Lakes ports
qualifiead for the operating differential subsidy. The
tax deferral benefits and the operating differential sub-

sidy are described in the "Ocean Shipping" pqrtion of
tls appendix.

'Direct federal expenditures contributed $60 million

in Subsidies to Great Lakes shippers during fiscal 1972.
TPable 9, following, illustrates how these funds were
allocated:

TABLE 9.-Federal expenditures on the Greal Lakes and lfic

,St. Lawrence Seaway System, fis'al year 1972

[In millions of dollars]

Army U.S. Maritime
Project - Corps of Coast Admin- Total

Engineers Guard istration

New construction ---------------- 5.1 ....................................
0perationand maintenance_ ..... 20. 0 ---------------------- 2 5.1
Navigation aids safety and

poicing ------------------------ ----- 2.------- ------- 20.0
Ship construction differential --.------------.----------- . 15.0

Total_.- ....-------

1 Estimated roughly at slightly less than 10 percent of US C O budget for all Coastal
Harbors and Channels. However a-large portion of USCG expenditures are for
search and rescue operations, of which a major component Is recreational crafl

After adding the federal interest -ayments on the
bonds for the St. Lawrence Seaway, the total federal
aid to Great Lakes trade in 1972 was between $65 and
$70 XlMn.

Aviation Subsidies

Since the Air Commerce Act of 1926, substantial fed-
eral aid has been given to the aviation, industry. The
federal government through the Federal Aviation Ad-
ministration (FAA) operates the National Airport
and Airway System 4e and manages the federal grants-
in-aid to airportsY1 The Airport and Airways Develop-
ment and Revenue Act of 1970 established the Airport
and Airways Trust Fuld to finance improvements in
the system.48 Generally the Trust Fund covers capital
expenditures, but the operations and maintenance costs
are covered by general revenues.

'5 ManagemeAt of the Airways Systems involves a network of elec-
tronlcaUy complex facilities and equipment. FAA has 400 "control
towers" which direct air traffic during landings and take-offs. The control
towers cooperate with 20 "enroute" control centers. The "enronte cen-
ters provide air traffic control for the users of Flight Instrument Rule
and navigational aids to all categories of aircraft. Other flight services,
such as weather information and the filing of flight plans, are provided.

47 The federal government provides matching '50-50 grants" to local
sponsors for the development of airports. FAA also owns Washington
National and Dulles -International Airports. In 1972 the federal
government granted $280 million for the development of airports.

' Until 1970 all of these programs were funded entirely from general
revenues. Although an excise tax was levied on passenger tickets, there
was no "linkage" of these revenues to the cost of operating the Airways.
A tax also was levied on non-jet fuel. which after 1956 was earmarked
for the Federal Highway Trust Fund. Between 1926 and 1970. the
Federal Government spent approximately $9 billion on the Airways
System and another'$2.9 billion on grants-In-aid for airports.
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The Department of Transportation developed a
-"cost base" of the Airports and Airways System which
covers the period from 1966 to 1975. During this time
federal expenditures (past and anticipated) for capi-
tal improvements plus operations and maintenance

.totaled $10.8 billion. After allowing for the effects of
amortizing capital costs over ten years, the government
expenditures for aviation during the ten years amounit-
ed to $11.7 billion.

Under tids "cost base," annual federal expenditures
from 1971 to 1975 ranged from $1,135 million to $1,820
million, while user charges recovered from $654 mil-
lion in 1971 to $976 million in 1975. Thus the annual
payments frdm general revenues to aviation ranges
from $482 million to a. hi~h of $852 million. For fiscal
year 1972 the federal government spent approximately
$1,280 million on aviation. Of this sum, $706 million
came from the Airport and Airways Trust Fund. The
remaining $577 million came from general revenues 49

The cost responsibility was allocated to each class of
users of the Airports and Airways. The air carriers
were assigned responsibility for 52.8 percent of the costs
for fiscal year 1972, while general aviation was respon-
sible for 27.8 percent of the cost base. In apportioning
aviation cost responsibilities among the users, the De-
partment Of Transportation study allocated 19.5 per-
cent to the public sector to cover civil government and
military use of the Airivay System. If the federal
government is responsible for this portion of the costs
of the Airway System o which in fiscal year 1972 to-
talled $250 million, then the subsidy to the aviation
industry was $327 million.

Of tile $766 million recovered from taxes for the Air-
port and Airway Trust Fund, $633 million came from
the air carriers and only $73 million came from general
aviation. The study assigned the air carriers responsi-
bility for $676 million and general aviation $354°million.
Thus, air carriers paid 93.6 percent of their allocated
share of costs, but general aviation paid only 20.6 per-
cent of its share of costsP'

In the mid-1940's, the Civil Aeronautics Board
(CAB) authorized a group of local service carriers to
give scheduled air service to smaller or isolated com-
munities. Such carriers were given direct federal sub-
sidies by CAB. From 1953 to 1970, at which time there
were still nine local carriers receiving direct subsidies,
the government paid local service carriers approximate-

0 Department of Transportation. Airport and Airways Cost Allocoatfon
Study, Part r, Report to Congress. Washington, September 2G. 19T3.
Table 5 and Table 11.

O Other federal government studies done on costs or allocation of cost
responsiblities used for this study did not assign portions of the cost
to the public sector.

M Department of Transportation, Airport and Airway Cost Alocat o
Study, op. cit. Table 11. In fiscal year 1973 air carriers paid $0' 0
million Into the Trust Fund or 95.5 percent of their allocated share of
costs. By fiscal year 1974 this group was projected to pay $792 miion
In taxes or 97.2 percent of allocated costs.
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ly $1 billion.52 In 1972 CAB paid more than $67.3 mil-
lion of direct subsidies to air carriers. Most of this was
to the nine local carriers, though some Alaskan carriers
also received subsidies.53

There are additional Federal expenditures for pro-
grams indirectly related to the operation of the Airway
System. Most of these costs would be avoidable except
for the aviation industry. These expenditures are for
search and rescue operations, aviation safety and safety
regulation, private use of the Department of Defense
"joint use" facilities and a small portion of aeronautical
research. The cost of CAB regulatory activities is ex-
cluded. The Federal expenditures for these "ancillary"
or supporting programs were at least $190 million for
fiscal year 1971. Thus, after adjusting costs for inflation,
the federal government spent almost $200 million for
these programs in 1972.54

Total federal expenditures for aviation in fiscal 1972
exceeded $1.5 billion. Of that amount, $555 million rep-
resented expenditures not covered by payments into the
Airport and Airways Trust Fund and in excess of
public sector costs. Table 10 illustrates how this amount
was allocated.

TABLE 1O.-Federal expenditures for commercial aviation
(In Excess of Payments from Trust Fund and After Allocation of Costs to U.S.

Government Operations, Fiscal Year 1972)

[Dollars In millions]

Airport Operating Ancillary I
and airway to region programs Total

system carriers

ircarriers .............. $45 $67.3 $105.6 $217.9
3eneralavlatod --------- 282 -------------- 55.4 337.4

Total -------------- 327 67.3 161.0 555.3

I The total cost responsibility was allocated among air carriers, general aviation, and
,he public at the same percentage used for allocating Airport and Airway System's
'ost.

One other potential subsidy looms on the horizon. A
provision of the Federal Aviation Act of 1958 author-'
izes CAB to subsidize a carrier in trouble if such carrier
has been managed efficiently and honestly. To date only
nominal grants have been madeunder this provision, but
Pan American Airlines recently applied for a subsidy
3f $10.2 million per month. Though the request has been
rejected, the precarious financial situation of some car-
riers soon may make this a significant item.

Dcean Shipping

Since the country's early days, the federal govern-
nent has been improving harbors, policing free access
nd providing navigational aids. During fiscal year

12 Prior to 1953 the subsidy was Included In the amount paid by the
,overnment for carrying mail.

W U.S. Congress, Joint Ecohomic Committee, Federal Subsidy Pro-
iraima, 93d Congress, 2d Session, October, 1974, p. 107.

R"Department of Transportation, Airport and Airway Cost Alloca-
ton Study, op. cit.

1972, Army Corps of Engineers spent almost $97 mil-
lion on new construction related to coastal harbors and
channels and an additional $137 million for operating
and maintaining the coastal waterways. During the
same year, the Coast Guard spent approximately $230
million 55 for navigational aids, vessel safety, marine en-
vironment protection and search and rescue.

Beyond the costs related to the construction and main-
tenance of a "right-of-way," the federal government has
given aid to our maritime industry unavailable to other
transportation modes. By far the most significant help
is the "operating differential subsidy," ", begun with the
Merchant Marine Act of 1936. Since then over $3.5 bil-
lion have been given to the American maritime indus-
try. In 1972, U.S. operators received direct payments
totaling $182 millionrl

The tax deferral subsidy is less tangible. Basically, a
ship owner may deposit a portion of his earnings in a
"reserve" fund for future capital expenses. Taxes on
the monies in the capital reserve fund are deferred in-
definitely. Though the actual tax amount must be paid
at some future date, there is no time limitation for the
tax payment and no interest charged on the tax defer-
ral.a At the end of 1970, $649.3 million in tax deferred
earnings were invested either in equipment or in an
operators' reserve fund. The Joint Economic Commit-
tee has estimated the deferred tax payments as costing
the federal government about $10 million per year,
though it could be as much as $50 million per year by
fiscal year 1975.59

Table 11, following, lists the subsidies of dirpct bone-
fit to American based shippers. The ship construction
differential subsidy, often viewed its a subsidy to the
maritime industry, has been excluded from this study.
American ship operators engaged in foreign trade can
buy equivalent quality vessels from foreign ship yards
at a lower price. This subsidy, then, is aid to American
shipbuilding yards.

W The $230 million is an arbitrary number representing over 90 per-
cent of USCG total expenditures on Its "4" coasts. Based on COB ex-
penditures, the Great Lakes seem to represent some Where between 4
percent and 12 percent of total expenditures for deep draft navigation.
Over half of the USCG funds are for search and rescue operations, of
which a significant portion Is related to recreational craft, but there
Is no reasonable way to allocate s & r funds between commercial and
recreational efforts.

WThe operating differential subsidy Is to encourage U.S. shipping
firms to provide regularly scheduled service over 27 International trade
routes. The subsidies compensate for the higher costs of using American
crew and operating an American owned flag vessel. Prior to 1970 this
subsidy was limited only to "cargo liners" following scheduled service,
but now the subsidy Is available for bulk vessels which go "wherever
there Is business.

G7 U.S. Congress, Joint Economic Committee. Federal Subsidy Pro-
grams. Op. Cit., p. 107.

n The description'of the tax deferral subsidy Is over-simplified here.
For a fuller understanding of the mechanism, of net Income, capital
gains, future reductions of operating costs credited to reserve, deprecla-
tion and so on, see Gerald R. Jantscher. "Federal Aids to the Mfarltlme
Industries," in U.S. Congress. Joint Economic Committee, The eco-
nomics of Federal Subsidy Programs, Part 0, 93d Congress, lst
Session, pp. 785-795, February 26, 1973.

ODbid., p. 794 and U.S. Congress, 93d Congress, 2d Session, op. cit.,
p. 108.



T.ur 1L.-Federal expenditures for maritime aid,
fiscaZ year 1972

[In millions of dollars]

Army Corps of Engineers
Construction ------------------------------ 90.80
Operations and maintenance ------- 130.60

U.S. Coast Guard-navigational aids, and policing ac-
tivities ---- --- 230.00

U.S. Maritime -Administration--Operating differential
subsidy 182.00

Internal Revenue Service-deferred tax payments.... 10. 00

Total 655.40

Likewise, cabotage laws, designed to assue that
trade between American ports is limited to domestic
operators, has been excluded. Since a ship engaged in
domestic trade must be built in America, it is again an
aid to American shipbuilders. In practice, cabotage re-
qui~ements have tended to make domestic coastal trade
prohibitively expensive.

Mass Transportation

Since the end of World War II, operating costs of
mass transportation' firms have been increasing more
rapidly than revenues. By the'mid-1960's decreasing
ridership plus increased operating expense created'a
vicious cycle: service cuts plus fare increases leading
to more lost patronage yielding still more service cut-
backs and with higher fares, etc. Between 1959 and 1970,
235 private bus firms went bankrupt.

To counterbalance this trend, the federal government
initiated a capital grant 'program in 1965. The first
year's budget was small-only $60 million. These grants
to urban governments provided two-thirds of the cost
of a project with local government funding the other
one-third. Projects included the purchase of private bus
companies by public agencies, extending or building
new rapid-rail lines and the purchase of new equipment

for bus and rapid rail operations. Total capital grants
amounted to $735 million between 1965 and 1970.

The Urban Mass Transportation Act of 1970 gave
the' Urban Mass Transportation Administration
(U-MATA) authority to obligate $10 billion from 1970 to
1982. To date, $3 billion of capital grants have been ob-
ligated to-160 cities. Some funds may find their way
into railroads to help offset the deficit of commuter op-
erations. At present there are 16 commuter rail lines
predominantly operated on taxed, privately owned
rights-of-way. Because commuter rail operations were
caught in the aforementioned cycle, some states or urban
areas have initiated various contracts with the private
railroads -to provide equipment or increased service.
Even so, this aid will not be sufficient to cover the fully
allocated costs of present commuter rail operations.

Since the Urban Mass Transit program is relatively
new, expenditures so far have been slight, but they are
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increasing rapidlyco For fiscal year 1972 UNLTA had
authority to commit $600 million and actually spent
$510 million.

The program has been limited to capital grants, since
1973 on an 80/20 basis, but the Mass Transportation
Assistance Act of 1974 provides a total of $11.8 billion
for operating subsidies and capital grants over the next
six years. In fiscal year 1975'$300 million will be avail-
able on a 50/50 matching grant for operating subsidy.
By fiscal year 1980, $900 million will be distributed ac-
cording to a formula which considers relative popula-
tion and density.

Additional highway program funds from both the
Highway Trust Fund and from general funds may be
used for urban bus and rail mass transit under limited
conditions. For several years highway funds also have
been available for various highway public transporta-
tion capital projects, such as parking facilities for
transit,
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APPENDIX

Selected Sources
This Appendix is divided into two sections. -The first is a

seledted list of previously published books and public documents
used as general background material in the preparation of the
Preliminary System Plan. The second section provides a list of
reports prepared for JSRA by outside consultants specifically
for use in preparing the Preliminary and Final System Plans.
Because these reports are .new additions to the literature of
transportation planning, each report is described briefly. These
reports represent only part of the intormatlon available to the
Association; they do not necessarily represent the views, policy,
nor final conclusions of the Association. In a few instances, final
consultant reports have not been received us of this printing,
but -their work product has been analyzed in preparing the
Preliminary System Plan.

The consultant reports which are identified by an accession
number, e.g. PB 239020, may be purchased through the Na-
tional Technical Information Service. Requests for copies should
identify' the accession number and indicate the number of copies
desired. Please enclose a check or money order made out to the
National Technical Information" Service and uddressed as
follows: National Technical Information Service, 5285 Port
Royal Road, Springfield, Virginia 22161.

Copies can be ordered by individual volume number or by
complete set number. All documents may also be ordered from
the National Technical Information Service on microfiche for a
price of $225 each.
; Copies of the literature and reports listed below may also be
reviewed in room 2103, United States Railway Association, 2100
Second Street, S.W., Washington, D.C.

Previous Publications
America's Sound Transportation Review Organization. The

Ainerian Railroad Industry. A Prospecius. Washington. D.O.
1970. 1

Association of American Railroads, Bureau of Railway Eco-
nomics, Statistics of Raiways of Class I, Washington, D.C.:
Serial.

Association of American Railroads. Yearbook of Railroad.Facts.
Washington, D. 0.: 1074 Edition.

Chief Engineer's Advisory Group, Report to the Department of
Transportation. Roadway Maintenance and Relabfi tation
Plan-Penn Oentral Transportation Company, December 11,
1074.

Handy Railroad. Atlas of the United Statis. New York: Rand
McNally and Co., 1973.

Joy, Stewart. The Train That Ran Away. London: Ian Allan,
1973.

Kahn, Alfred E. The Economics of Regulation: Principles and
Institutions. Volumes 1 and 2. New York: John Wiley ,&
Sons, Inc., 1970.

Kennedy, John F., President of the United States of America.
"Message Relative to the Transportation System of ur
Nation," The White House, April 5,1262.

Locklin, Philip E. Economics of Transportation. Homewood,
Illinois: Richard D. Irwin, 1960.

Meyer, John R., Merton J. Peck, John Stenason, and Charles
Zwlck. The Economics of Competition in. the Transportation
Industries. Cambridge, Massachusetts: Harvard University
Press, 1904.

Nelson, James C. Railroad Transportation and Public Policy.
Washington, D. C.: The Brookings Institution, April, 1959.

The Official Guide of the Railways and Steam Navigat ion. Lines
of the United States. New York: National Railway Publica-
tion Company, serial.

The Officlal Railway Equipment Reqister, yoL 90, No. 3. New
York: National Railway Publication Company, 1975.

Special Court, Regional Rail Reorganization Act; Decision of
September 30, 1974; Nos. 74-6 to 74--12.



9654

Task Force on Railroad Productivity, Final RepOrt to the Na-
tional Commission on Productivity and The Council of Eco-
nomic Advisers. Improving Railroad Productivity, November,
1973.

United States of America, et al. v. Connecticut General Insur-
ance Corporation, et al., Regional* Rail Reorganization Act
Cases; United States Supreme Court, Slip Opinion of De-
cember 16, 1974.

U. S. Congress. House. An Act to authorize and direct the main-
tenance of adequate and efflcient rail service in the Midwest
and Northeast region of the United States, and for other
purposes, Pub. L. 93-236, 93d Cong., 1974, H. R. 9142.

U.S. Congress. House. Committee on Interstate and Foreign
Commerce. The Regional Rail Reorganization Act of 1973.
H. Rept. No. 93-620. To accompany H.R. 9142. Washington:
1973: 93d Cong. 1st sess.

U.S. Congress. House. Regional Rail Reorganization Act of 1978.
Conference Report No. 93-744. 93d Cong., 1st sess., 1973. To
accompany H.R. 9142.

U.S. Congress. Senate. Committee on -Commerce. National
Transportation Policy. S. Rept. 445, 87th Cong., 1st sess., 1961.

U.S. Congress. Senate. Committee on Commerce. The Penn Cen-
tral and Other Railroads. Committee Print, 92d Cong., 2d
sess., 1972.

U.S. Congress. Senate. Committee on Conference. Conference
Report No. 93-664. Regfotal Rail Reorganization Act of 1973.
To accompany H.R. 9142.93d Cong., 1st sess., 1973.

U.S. Congress. Senate. Regional iafil Reorganization Act of 1973.
Committee on Commerce. Committee Rept. No. 93-601. 93d
Cong., 1st sess., 1973. To accompany H.R. 9142.

U.S. Department of Transportation. Rail Service in the Mid-
west and Northeast Region, Vol. I and Vol. II parts,1 and 2,
1974.

U.S. Department of Transportation. 1972 National Transporta-
tion Report. Washington, D.C.: 1972.

U.S. Department of Transportation. Northeastern Railroad
Problem. March, 1973.

U.S. Department of Transportation. Proceedings. Symposium on
Economic and Public Factors Influencing Light Density Rail
Line Operations. Colorado: 1973.

U.S. Interstate Commerce Commission, Bureau of Transport
Economics and Statistics, Transport Statistics in the United
States (before t954 entitled Statistics of Railways in the
United States), 1946-1966.

U.S. Interstate Commerce Commission, Rail Services Planning
Office. Evaluation of the Secretary of Transportation's Rail
Services Report. 1974.

U.S. Interstat Commerce Commission, Rail Services Planning
Office. The Public Response to the Secretary of Transporta-
tions Rail Services Report. Volumes I and II, 1974.

Consultant Reports to USRA
Inventory and Assessment Project for Rail Service in Midwest

and Northeast Region, Bechtel Incorporated, 50 Beale Street,
San Francisco.

Bechtel Incorporated and five associate contractors, whose
reports are described below, conducted a general inventory of
the fixed plant of the railroads in reorganization. These con-
tractors examined the general physical condition of the plant,
identified the rehabilitation work necessary to bring the rail

system to a specified condition, and estimated the costs for such
rehabilitation. In addition, the accuracy of the existing railroad
records was reviewed. The total inventory is serving as a basis
for developing a rehabilitation work plan.

Bechtel Inc. also served as the Technical Direction Contractor
to coordinate the activities of the associate contractors.

The railroads in reorganization were divided into six sections,
each to be inventoried by a contractor, as follows:

Bechtel Inco porated, inventoried the eastern region of the
Penn Central system, located in parts of New York, New lersey,
Pennsylvania and Maryland; the Metropolitan Region, located
in New York and Connecticut; and the Pennsylvania-Reading
Seashore Line.

Dalton-Dalton-Little-Newport, 7315 Wisconsin Avenue,
Bethesda, Maryland, inventoried the central division of the
Penn Central, located in parts of Ohio, Pennsylvania, Now
York and West Virginia.

DeLeuw,' lather and Co., 1030 15th Street, N.W., Suite 808,
Washington, D.C., inventoried the Cleveland division, Canada
division and the northeastern region of the Penn Central, located
in parts of New York, Connecticut, Massachusetts and Ontario,
Canada;

Morrison-Knudson Co., 319 Broadway, Boise, Idaho, inven-
toried the southern region of the Penn Central;

STy, Inc., Griffith Towers Bldg., King and Charlotte Street,
Pottstown, Pennsylvania, inventoried the facilities of the Read-
ing, Lehigh Valley, Lehigh Hudson River and the Central of
New Jersey;. Sverdrup d Parcel and Associates, Inc., 800 North 12th Boule-
vard, St Louis, Missouri, inventoried the western and northern
regions of the Penn Central and the Ann Arbor.

An Environmental Assessment of the Potential Effecots of the
Railroad System Plan, Battelle Columbus Laboratories, 505 King
Avenue, Columbus, Ohio.

This study assesses the environmental effects of the railroad
system plan for the region. The study includes an overview of
the potential environmental problems, an environmental assess-
ment of the railroad system's effects and recommendations of
subjects for continuous assessments. This study will be com-
pleted in May, 1975 and will be referenced in the Final System
Plan.

An Economic Model for the Railroad Industry, Chase Econo-
metrics Associates, Inc., Bala Cynwyd, Pa., December 1974
(NTIS Accession No. PB239020, $5.75).

This study analyze§ unit price developments affecting the rail.
industry on an annual basis to 1985. The contractor generates
long run-national macroeconomic and regional economic fore-
casts and develops econometric equations to forecast railroad
unit costs.

Analysis of Community Impacts Resulting From Loss of Rail
Service, Consad Research Corporation, 121 North Highland Ave-
nue, Pittsburgh, Pennsylvania, October 1974. (NTIS Accession
Numbers: Volume I-PB239034, $5.25; Volume II PB239035,
$5.75; Volume III PB239036, $5.25; Volume IV PB239037, $5.25;
(Complete Set PB239033-set, $18.00).

This four-volume study describes a method for estimating the
community impacts of the loss of railroad freight service. The
study documents methodology developed for estimating com-
munity impact' and presents the results of applications of the
-methodology to twenty communities. Included In the study Is a
guidebook designed for state and community use in estimating
impacts on potentially affected communities.

Criteria for Line Retention, Consad Research Corporation,
121 North Highland Avenue, Pittsburgh, Pennsylvania, Febru-
ary 1975. (NTIS Accession No. PB239041, $10.00.)

This study develops economic criteria for Identifying the
viability of line segments under analysis In USRA planning.
The study identifies applicable costing techniques and developed
supporting rationale for each criterion selected. Consideration
was given to approaches to forecasting branch line revenues,
revenue allocation criteria and alternative means of evaluating
overhead traffic divertible to other rail lines if uneconomic lines
are not retained.
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Controlled Transfer as a Restructuring Mechanism Econom-
ics and Science Planning, Inc., 1200 18th St. N.W., Washington,
D.C., January 1975. (NTIS Accession No. PB 23918, $7.00.)

This study develops the economic, social and environmental
consequences of reorganizing the railroads by controlled trans-
fers. The study explores the consequences of a controlled trans-
fer reorganization to establishment of a single Consolidated
Rail Corporation. The legislative and regulatory changes nec-
-essary, the problems of timing, manner of bidding and condi-
tions of sale are also explored. Included In the study 4Lre recom-
mended combinations of potential bankrupt rail properties and
solvents.

Study of CriticaZ Maintenance Problems and Analysis of Cap1-
tal Expe,pditure Proposals, Thomas K. Dyer, Inc., 1972 Massa-
chusetts Avenue, Lexington, Mass.

This study identifies maintenance needs and costs on key
rail facilities and lines and analyzes major capital expenditure
proposals. The contractor assisted in the preparation of an
economic overview of maintenance-of-way program planning.

Trackage Rights Costing Study, Thomas K. Dyer, Inc., 1762
Massachusetts Avenue, Lexington, Mass.

This study identifies and quantifies the full economic Impact
of trackage rights agreements upon the participants. The study
covered savings realized by tenant and/or owning railroad,
costs incurred from handling tenant traffic and development of
methods of assessing charges. From these findings the con-
tractor developed a set of standard costs and appropriate
charges for main line train operations. This study will be com-
pleted in May, 1975 and will be referenced in the Final System
Plai.

Study of Rail Passenger Service in the Northeast and Mid-
west Region, Harbridge House, N. Arlington Street, Boston.
Massachusetts.

This study assesses the scope, quality and needs of rail pan-
senger service in the Northeast and Midwest region. The con-
tractor analyzes the movement of passengers in the regions
and identifies short-to-medium distance corridors which would
benefit substantially from improved high speed service. TISRA
did not request a final report of this study,

USRA Yard (lassification Planning Project, R. L. Hines As-
sociates, Inc., 1030 15th Street, NW., Washington, D.C., Janu-
ary 1975. (NTIS Accession No. PB239031, $3.75)
This study analyzes selected yard operations, Including han-

dling of inbound/out-bound trains,* interchange and transfers,
line planning procedures and operating and managerial con-
trols. The contractor developed the maximum throughput of
road train cars for each of several terminals and yards premised
upon "reasonable" upgrade and expansion of existing facilities.

Analysis of Railroad Operated Ferry and Lighterage Opera-
tions, A. T. Kearney, Inc., 100 South Wacker Drive, Chicago,

'Illinois, January, 1975 tNTIS Accession No. PB 239029, $7.50)
This study presents a preliminary analysis of the.marine

operations of the railroads in reorganization and examines al-
" ternative approaches to meeting the transportation needs of

the shippers now served. The study deals with the Ann Arbor
Railroad car ferry on Lake Michigan; the Penn Central car-
float from Cape Charles, Virginia to Norfolk, Virginia; and the
Lehigh.Valley and Penn Central earfloat operations from New
Jersey to Brooklyn. In addition, the contractor analyzed lighter-
age service in New York Harbor.

Long Range, Pricing Philosophy for the Consolidated Rail
Corporation, A. T. Kearney, 100 South Wacker Drive, Chicago,
Illinois.

This study proposes an interim pricing strategy and an ap-
propriate long-range pricing philosophy for the Consolidated
Rail Corporation. The contractor reviewed various theories
of pricing economics and' the impact of regulatory economics

on the development of pricing strategy; conducted cost and
marketing analyses; measured the price s.nsitvity of com-
modity and origin destination groups and developed traffie/
revenue estimates. Additionally, the contractor developed a traf-
li/revenue simulator to test the Impact of various price in-

creases In a variety of configurations.
Community Impacts of Abandonment of Railroad Serice,

Public Interest Economics Center, 1714 Massachusetts Avenue,
N.W., Washington, D.C., December 1974. (NTIS Accession No.
.PB 239030, $7.50)

This study provides an overview and analysis of the problem
of track abandonment, including its economic and social impact
and the development of a basic model relating rail abandon-
ment to income and employment levels in affected communities.
The study was developed from nationally available data using
the county as the community structu

An Economic Orervio of the Clonsolidated Rail Corporation.
Ileeble Associates, P.O. Box 1430, Havemeyer Place, Green-
wch, Connecticut, August 1974. (NTIS Accession No. PB 239025,
$4.5)

This economic overview study Identifies the principal problems
to be overcome by ConRall If It Is to become a self-sustaining
operation, and the opportunities to improve rail service end
earnings. The study deals with specific marketing, operating and
Investment problems that need to be resolved and makes recom-
mendations for-achieving profitability.

An Interim Pricing Strategy for ConRail, Reebie Associates,
P.O. Box 1436, 12 Havemeyer Place, Greenwich, Connecticut,
January 1975. (NTIS Accession No. PB 239040, $3.2.)

This study proposes a pricing philosophy for the Consolidated
Rail Corporation. The study analyzes the merits of the various
types of short term price Increases in terms of generaiate in-
creases, commodity increases, terminal surcharges and region
surcharges. An estimate of the traffic diversion under each
arrangement Is presented and the net profit for each alternative
calculated. *

A Study and Plan-onRail Bi-Moda? and Interfoal Opera-
tons, Reeble Associates, P.O. Box 1436, 12 Havemeyer Place,
Greenwich, Connecticut, January 1975. (NMIS Accession No.
Volume I-PB 239038, $5.2; Volume Ir-PB 239039, $4.25.)

This study reviews the intermodel problems of today and de-
fines prospects for the future. The study covers the historical
development of Intermodal operations and Identifies economic
and organizational problems and opportunities. From these find-
Ings, the contractor developed short and long range alternative
plans based upon recommended changes and adoption of certain
operating concepts.

Freight Transportation, Future Modat Competitiveness, Ree-
bie Associates. P.O. Box 1436, 12 Havemeyer Plaeq, Greenwich,
Connecticut, February 1975. (NTIS AccessIon No. PB 239219,

This study examines rail, truck and barge transportation in
the Region In light of current and projected future programs
of various governmental bodies and changing technology. The
study reviews current and future government programs and
analyzes their influence. Simllarly, changes in technology were
reviewed and an analysis made of the impact of these changes
on productivity. After quantifying the effect of these changes,
the contractor developed a cost model for alternative operating
configurations. The contractor's study also includes a market
share analysis and Identification of opportunities for securing
additional rail traffic through Improved service.

A Study of Economica of Interrall and IntermodaZ Competf-
tlion in the Region, Simat, Helilesen & Eichner, Inc. 345 Boyls-
ton Street, Newton Center, Massachusetts, February, 1975.

This study analyzes the economics of railroad competition in
the Region and its relationship to freight transportation, by
trucks and barges. The contractor reviews the literature on
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the economics of competition and prepares an analysis of the
presumed benefits of competition. A seminar with shippers was
conducted and an analysis of their views, on competition was
prepared. The contractor also evaluated the competitive ef-
fects of different possible ways of organizing rail service in the
Region.

Economio Study of Alternative Modes for Rail Traffic and
Their Costs, Wilbur Smith & Assoclates 1100 Connecticut Ave-
nue, Washington, D.C. (NTIS Accession No. PB 239032, $8.50)

This is an economic study of alternative modes for rail traf-
fic and their relative costs, including the social and environ-
mental costs. The study summarizes the problem, of diverting
rail traffic to alternative modes, discusses the prospects for sub-
stituting different modes while preserving competition and de-
scribes the principal factors affecting comparative costs of the
several modes of transportation.

Study of Blocking and Train Operatiomq"Planning, Stanford
Research Institute, 333 Ravenswood Avenue, Menlo Park, Cali-
fornia.

This study of blocking and train operations planning in-
cludes development of detailed integrated yard, train and main
line operational plans. For various potential networks, the
contractor develops a blocking and over-the-road tTain operat-
ing plan; a description of significant capacity and/or operat-
ing constraints; the results of eac h plan (service, operating
statistics and operating cost) ; recommended facilities changes
(their cost, expected benefits and -time to implement); and
commentary on the relative strengths and weaknesses of the
plan. There is no written report; the work product is in the

form of computer printouts.
Freight Car Planning for Con-Rail, Strong, Wishart & As-

sociates, Inc., 50 California Street, San Francisco, California,

January, 1975 (NTIS Accession No. Volume I-PB 239027,
$5.25; Volume II-PB 239028, $7.00)

This study examines methods of Improving equipment utili-
zation within various network configurations and estimates the
magnitude and impact of the potential improvement. Included
in the study is an examination of whether additional freight
cars are needed and whether car repair or building capacity
should be increased. The contractor defines alternative strat-
egies for meeting car rqqutrement needs and makes recom-
mendations on effective options.

Appraising the Viability of GonRail, Strong, Wishart & As-
sociates, Inc., 50 California Street, San Francisco, California,
August, 1974 (NTIS Accession No. PB 239026, $5.75)

This study identifies the principal operating, marketing and
investment problems to be overcome for ConRail to Improve
rail service and earnings. A financial planning model is used
to project operating and financial results for ConRail under
varying network assumptions and operating plans being tested.
The study further describes a detailed approach to planning
ConRail operations with a view toward achieving ConRail fi-
nancial self-sufficiency.

Forecast of Trafflc and Revenue 1974-1980, Temple, Barker
& Sloane, Inc., 15 Walnut Street, Wellesley Hills, Moasachu-
setts, October 1974. (NTIS Accession No. Volume I-PB 239022,
$6.25; Volume II-PB 239023, $8.50; Volume III-PB 23904,
$5.75; complete set-.PB 239021--set, $18.00)

This study analyzes present and projected traffic and revenues
in the Region from 1974 to 1980 and through 1985. The con-
tractor developed two forecasts-the first based on the present
level of physical plant and the second based on the volumes
of tonnage and revenues that could be realized If capital were
invested to upgrade facilities and service significantly.' -
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The Preliminary System Plan has been divided into two volumes.
Volume I contains the full presentation, of the Preliminary System Plan
except for detail on several issues. relating to USRA's local-service, light-
density line analysis. Volume II deals exclusively with the light-density
line issue, and the material in Volume I pertaining to light-density lines
is repeated in this volume.

Volume HI is composed of Parts 5 and 6 of the full report. Part 5
includes the following:

Chaptei 16, The- Problem of Light-Density Lines

This chapter discusses the light-density line issue in detail, with
particular emphasis on the potential impact upon shippers and com-
munities in the Region. In part, this chapter includes text found in
Chapter 7.

Chapter 17, Light-Density Line Study Procedure

This hapter defines the method used to compare the costs of providing
safe and efficient rail service with the actual revenues from existing or
projected traffic over each branch line.

Chapter 18, Railroad Marine Operations

This chapter explains the methods used to analyze car-ferry op-
erations which, in essence, were considered as light-density branch lines
and subject to the same analytic procedures.

Part 6 includes the following:

Appendix J, Community Impact of'Rail Service Abandonment
The Public .Interest Economics Center, under contract to USRA,

considered the relationship of curtailed rail service to ob losses and
associated increases in unemployment and community benefit costs in
the Region. This Appendix summarizes the way these -economic effects
were analyzed at the individual county level.

Appendix K, Line-by-Line Analysis and Recommendations

This Appendix presents information gathered from railroads,
-shippers, Public officials and the general public which was the basis
for recommendations for inclusion of specific light-density line segments
in the ConRail system.
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16
The Problem of
Light-Density Lines

A review of the history of rail service in the Regioyishows that in
early years the rail industry was dominated bnj local, short-haul traffic.
In more recent years, however, as local and regional characteristics began
to shift, the rail system lost valuable traffic to alternative modes, j rimarily
trucks. Ultimately, some rail lines which at one time were self-sustaining
could no longer generate sufficient traffic and produce adequate revenues
to contribute financially to the system.

The 98rd Congress, in composing the Regional Rail Reorganization
Act of 1973, endorsed a two-pronged approach to restructuring the bank-
rupt system: create a financially self-sufficient, for-profit, private corpo-
ration (Title III) and maintain essential, but unprofitable, services
through a program of rail service continuation subsidies (Title IV)-

It was apparent-during Rail Services Planning Office public hear-
ings in 1974 that the abandonment of light-density, unprofitable branch
lines would have detrimental impacts. The magnitude of such impacts is
difficult to measure-especially if the measurement is prospective rather
thdn historical. Based on preliminary analysis, the Association believes
that subsidization can ease some of these effects. The total subsidy figure
(both federal and local share combined) wnl not exceed the funding
authorized in the Act for the first two years. of ConRail's operation.

1 A major portion of this chapter also appears as Chapter 7in Volume .
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This chapter discusses the light-density issue in detail, including

the potential impact upon shippers and communities in the Region. USRA

has attempted to provide the data and the tools necessary for communities

to assess the effects of discontinuance of rail service or diversion to alter-

nate modes. The chapter also presents he alternatives for states, local

jurisdictions and private industry to consider in dealing with light-

density lines.

Of all the issues raised since Congression'al enactment
of the Regional Rail Reorganization Act of 1973, none
has been the subject of more discussion and debate than
the futilre of the light-density or branch-rail lines.

The Department of Transportation Report was issued
on Febr'uary 1, 1974. It labeled 15,575 miles of the 61,000
miles of track it studied as potentially excess. Since that
time, the testimony of the public at the RSPO hearings
and the January 10, 1975, RSPO comments on the Re-
port focused on the light-density line issue. What is the
problem, and what are its dimensions? What is the solu-
tion in the Preliminary System Plan, within tlhe limits
of the Act?

Light-Density Lines in Perspective
At the time of the original rail construction in the

Region, trackage networks of individual railroad com-
panies were small-designed to meet the ieal or antici-
pated requirements of a limited area. Track connections
were built almost at random between communities to
facilitate the flow of goods and to permit competition
with other railroads. There was no overall regional
design to the rail network. Local service and local
traffic flows dominated the business.

The Nation's population, .industry and commerce
were concentrated in the area bounded by the Missis-
sippi River on the west and the Ohio River' on the south,
and consequently the rail system was far more compre-
hensive in the Midwest and the Northeast than in the
rest of the country.

Even before the maximum system size was attained
in 1916, the composition of rail services was changink.
As natural resources'in an area were exhausted, or as
production locations shifted, or as anticipated demands
for certain ervices failed to materialize, the need for
rail service changed. Thus, even -though there was
growth in the overall rail system, service was being
withdrawn from some areas.

The industry's rapid unplanned expansion and over-
extension created many lines which never were econothi-
cal, but of far more significihce 'to unprofitable opera-
tions have been the technoloical developmient of alter-
nate modes of 'transportation, the shifts in production

and distribution technologies or locations and shifts
in the final demand for goods and services. Often these
factors moved together.

Development of the motor-carrier industry, for ex-
ample, reflected improvements in the basic technology
of that form of transportation (including the construc-
tion of modern highways), and produced shifts in loca-
tion of economic activity to suburban areas and rapid
growth of light manufacturers and services relative to
heavy manufactures and mining (see Chapter 1).
Similarly, pipeline operations achieved large increases
in technological efficiency during the shift from coal to
petroleum fuels and produced the relocation of much
economic activity from the Northeast to the Gulf states.

A major factor was the extensive development of in-
land waterways which diverted from rail services a
large volume of bulk products. As -a consequence of
these changes, traffic which had been carried almost. en-
tirely by the rail industry was captured by competitive
modes, causing readjustment problems for the North-
east ahd Midwest Region in particular. These funda-
mental, structural changes are continuing today.

The rise of the trucking mode is of greatest impor-
tance with respect to intermodal competition and .de-
mand shifts and their impact on light-density lines.
As the railroads themselves had once been a revolution-
ary force in facilitating the development of previously
inaccessible areas, the development of modern highways
and the motor-carrier industry has revolutioiized the
transportation patterns in the Region. The improve-
ment of "farm to market" roads and the highway net-
work generally made agriculture and small manufac-
turing less dependent upon small rural communities and
their rail lines serving them.

Traffic originating from these commumities became
more suitable to trucking than rail service; often rail
lines in agricultural areas were left with no traffic
other than once-a-year movements of crops. Highway
improvements also promoted a vast increase in privato
auto ownership !nd resulted in the virtual disappear-
ance of local rail passenger servico.

Improved highways and 'the rise of the motor-car-
rier industry permitted decentralization of much



urban-based commerce. Heavy manufacturiiig and ship-
ping activities had clustered around rail facilities lo-
cated in the central city, but the development of effi-
cient motor carriers and modern highways accelerated
migration of industrial .activity and population from
city centers to the suburbs and from the Northeast and
Midwest to the South and West. These relocations often
reduced the distance which commodities had to move,
thereby enhancing the ability of motor carriers to com-
pete effectively for the traffic.

Redundant rail capacity has resulted, too, from
changes within the rail industry itself. One factor was
direct increases in capacity brought about by such im-
provements as centralized traffic-control systems, auto-
mated yards, larger freight cars and more powerful
locomotives. Another factor-is that reorganizations of
the industry-in particular, railroad mergers and
.traffic reroutings--made some trackage unnecessary.

The industry has sought lower unit costs through bet-
ter utilization of equipment and economies of scale.
Mergers were undertaken to attain the traffic leVels
and system size thought necessary to realize these econ-
omies. Mergers, pafticularly when they involved par-
allel rail carriers, presented opportunities to down-
grade or retire one of two main lines, plus internally
redundant feeder and branch line systems that were an
amalgamation bf the lines of the merged entities. Traf-
fic rerouting and service restructuring often eliminated
the economic justification for what had been main and
secondary lines.

In sum, the'Region's rail system has long faced a
transition problem of substantial proportions. Rail lines
which at one time were self-supporting have been left
with inadequate traffic and revenue. Many such lines
remain today, still draining the financial and competi-
tive strength of rail carriers.

Railroads Try* To Adjust

Railroads have engaged in a number of practices to
adjust to the redundant capacity which developed from
the processes of the past and which continue today.
These efforts include service reduction, deferral of
maintenance, internal cross subsidies and the abandon-
ment of lines.
.Reduction of service is an almost automatic--albeit

usually lagged-response to a decline in traffic. Train
service typically is scheduled; those schedules are
adjusted after traffic declines are noted and identified
as permanent. The -effectiveness of this approach is
tempered by two factors. .First, service reductions may
have the effect of forcing some of the remaining traffic
to motor carriage, thereby further eroding the financial
condition of the line. Second, limited service reductions
often result in only minor savings.

DeferraZ of roadway maintemance also tends to be an
automatic but lagged response to a decline in traffic,
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especially when The carrier's earnings are low. Reduc-
tion in roadway maintenance levels reduces operating
expenses in the near term, with little or no impact on
revenues in the short run. This process can be called
gradual disinvestment.

Railroad profits closely follow general trends in the
economy. Since internally generated cash flow is almost
the only source of funds for maintenance-of-way, it is
general industry practice to defer maintenance during
periods of low earnings and to try to catch up when
earnings are high,. When maintenance is deferred, for
long periods and when the level of catch-up mainte-
nance fails to equal accumulated deferrals, the basic
plant deteriorates, and the ability to provide service is
reduced with a consequent adverse effect on revenues.
The cycle tends to be self-generating and, if continued
long enough, facilities deteriorate until safe operation is
impossible without improvements to the plant.,

By definition, wherever a continuing service fails to
cover its costs, an intrnaZ cross subsidy results (see
Chapter 2). Deficits produced by such services are off-
set by higher rate levels on other services or by erosion
of shareholders' equity. Cross subsidies can be justified
only where the service being supported is likely to
revive and return to profitability in the near term.-
Prolonged cross subsidy benefits neither the carrier nor,
obviously, other shippers who must pay higher rates.

Deferral of roadway maintenance results in an ero-
sion of shareholders' equity and can be maintained
only for a limited period if the inyestment base is to be
maintained. Continued erosion has a dual adverse effect.
First, erosion of the equity inevitably affects the ability
to provide service Continuing erosion has an impact
first on the secondary lines and services and then on the
primary facilities, such as heavy-density main lines.
Second, lower profit levels associated with cross sub-
sidies will raise the carrier's cost of capital and limit
its ability to replenish and revitalize the eroded invest-
ment base.

The final course of action available to a railroad is
abandonment. Since 1920, the Interstate Commerce
Commission has had authority to control the abandon-
ment of rail mileage. The abandonment procedure in-
volves the preparation and submission by the railroad
to the ICC of an application containing information
pertaining to the line and the size of its reported def-
icit and the carrier's financial ability to bear the loss.

The ICC may hold public hearings on the proposal
before weighing the evidence and deciding whether
retention of the line meets the test of "public con-
venience and necessity." Since passage of the National
Environmental Policy Act of 1969, and as a result of
subsequent court cases, the ICC must also prepare an
environmental impact statement on the abandonment
decision (see Chapter 11).



An inadequate and protracted adjustment process
hurts the shippers and communities served as well as
the carriers. Declines in the quality and quantity of
rail service and increased cost and rate levels speed
the process of industry outmigration and limit the
ability to attract new industry. This, in turn, gradually
affects the individual community and its population
and employment base. These effects are considered in
more detail in the latter part of this chapter.

Service Discontinuance in the Past'
The filing of abahidonment applications has been

cyclical, reflecting carrier earrings levels and inability
to continue cross subsidies. The limited abandpnment
activity between 1920 and 1927 reflected satis factory
profit levels and little intermodal competition. Between
1928 and 1941, however, there were a great many aban-
donments due to the decline of traffic during the De-
pression and the effects of motor carrier competition.

Between 1942 and 1953, abandonment 'activity slowed
amidst a surge of freight and passenger traffic. In addi-
tion, in 1942 the Supreme Court upheld the right of the
ICC to include employee protection conditions in aban-
donment authorizations. This changed the rules for
abandonment and reduced the potential cost savings.

Abandonments were at a relatively -high level be-
tween 1954 and 1969, reflecting the advent of the Inter-
state Highway System and several economic down-
turns du'ing the period. Since 1969, there has been an
increase in abandonment applications as a consequence
of the continued diversion of traffic to competing modes
and the industry's depressed earnings level.

Between 1920 and 1970, railroads filed 4,473 abandon-
ment applications involving 73,555 miles. In the major--
ity of instances, the abandonment petition was ap-
proved. Carriers have become sophisticated in predict-
ing which applications will be approved-hence the
high success rate.

If a carrier is uncertain of the outcome, it usually will
choose to continue the line in operation but reduce main-
tenance expenses, impairing service which in time may
be reduced to the point of de facto abandonment. When
a line finally reaches the. abandonment process, it
usually affects little traffic directly and the cost of reha-
bilitating facilities makes the abandonment decision a
clear-cut one.

The abandonment process has been less than ade-
quate. Until the ICC adopted new procedures, includ-
ing the so-c.alled "34-car rule," hearings and review
of pullic convenience factors were undertaken sepa-
rately for each application. Each line was considered
in isolation from other uneconomic trackage operated
by the carrier or by all carriers in a given area. There
was little or no interactive planning among the various
railroads and with the affected commimities iii a geo-

graphic area. For this reason, continuation of the piece-
meal abandonment process could well result in the loss
of more service than is neessary.

Of eqial importance, however, to a full understand-
ing of the problem is that gradual extension through-
out the Region of that process of de facto abandon-
ment mentioned above. This has happened to far too
many shippers and communities-often almost with-
out their notice. No shipper or community is well sevwed
by a continuation of such a practice, and it is the Asso-
ciation's desire-as hereinafter developed-not only to
halt such a practice but gradually to improve rail serv-
ice on those branch lines which do pass the test of
economic viability as promptly as the availability of
material will allow.

USRA and Light-Density Lines

The light-density line issue presented USRA with a
significant chaUllenge. The 1974 DOT report dealt with
solvent as well as bankrupt carriers, but the Associa-
tion's planning is limited to the light-density lines of
the "railroads in reorganization" under the Act. The
DOT report found 15,575 miles of the 61,000 miles of
track it studied as "potentially excess." USRA found
9,600 miles of track of the bankrupt railroads as appro-
priate for study. Of that amount, about 3,400 miles have
been recommended for inclusion in ConRail. The re-
maining 6,200 miles of track are available for subsidy
under Title IV of the Act. USRA evaluated such light-
density lines in light of its congressional mandate to
provide "adequate service" through an "economically
viable" rail system.

The debate in Congress on tie Act and the committee
reports are replete with references to the "for profit"
operating company (ConRail) to be created under the
Act. Subsequent Special Court and Supreme Court deci-
sions have made clear USRA's responsibility to follow
this directive of the Congress, while pursuing as well
the other goals set forth in the Act. Clearly it must plan
for an economically viable ConRail. Failure to do so
would leave Congress and the Nation exactly whero
they were in 1973-with bankrupt carriers.

Some have asserted'that the light-density line problem
is the critical issue for the .bankrupt carriers; others
contend that- the problem is insignificant. While other
areas exist where the impact on net income is as great. as
that caused by light-density lines, the deficits from
branches are nevertheless significant; estimated losses
are at least $38 million a year. A lower deficit can be
assumed only by accepting the premise that services
should continue over facilities which are so debilitated
that they fail to meet safety standards for 10 m.p.h.
operation, a preniise which, can only result in their
ultimate abandonment when the plant. becomes totally
inoperable. The estimated costs to ConRail are predi-
cated on maintenance sufficient to maintain safe opera-

330 "
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tions at 10 miles an hour. The implications of such
losses on ConRail viability are significant.

The inclusion of all light-density lines in the ConRail
System would require a, "cyoss subsidization" of the
service provided on those lines that do not generate
revenues adequate to cover costs. Cross subsidy is the
process through which money-losing services are con-
tinued in operation by using profits from other service.
X hen the railroads were, in effect, a monopoly insofar
as transportation of freight and people were concerned,
this wa§ a valid cbncept. The monopoly power was ac-
cepted in part because it provided subsidized services at
no cost to the government.

The basic factors which have adversely affected the
profitability of the rail industry are discussed else-
where, (see Chapter 1)'. They have reduced the eco-
nomic base that allowed the railroads to provide inter-
nal subsidies to deficit services. Railroad companies
through lower profits and shippers, through higher
rates have carried the brunt of the cross subsidy load.

The cross'subsidy concept has lost its validity in the
railroad industry. Once defensible and rational, cross
subsidies now, including those *for branch lines, are
threatening the existence and reducing' the quality of
service in the railroad system. Accordingly, the Asso-
ciation explicitly rejected the cross-subsidization con-
cept, determining that, in the context of the Act, to do
otherwise would be inimical to the goals of the Act.

A correlation between light-density lines and the via-
bility of the restructured system is made by the Con-
gress and the courts. The House Interstate and Foreign
Commerce Committee report on the Act states: "The
Committee recognized the necessity for 'slimming down'
the system allowing Northeast systems to throw off the

,excess trackage in an effort to become profitable."
(House Report 93-620 p. 28). There are numerous ref-
erences in the congressional debate on the Act concern-
ing the need to reduce the size of the system (both
-duplicative lines and uneconomic light-density lines)
if the mandate, of a financially self-sustaining rail
system is to be achieved. The'Supreme Court viewed
the problem this way: "Congress concluded that solu-
tion for the -crisis required reorganization of the rail-
roads, stripped of excess facilities, into a siiigle viable
system operated by a private, for-profit corporation."
(Emphasis added) (Regional Rail Reorganization Act,
slip-opinion, December 16,1974, pp. 3-4.)

In discussing the Tucker Act remedy, the Special
Court noted that Court of Claims judgment could be
"nonexistent and-... need not be large" if the Associa-
tion follows a "sufficiently hard-nosed course [in deal-
ing with unprofitabl services] and Congress allows a
sound plan to become effective." (Special Court
Regional Rail Reorganization Act of 1973, slip opinion,
September 30, 1974, ft.. 98 p. 92).

In view of the legislative history and the subsequent
court interpretations of congressional action, there can
be little doubt that USRA must present a plan that
requires economic self-sufficiency of the light-density
lines to be included in the ConRail system.

Reconciling the Goals of the' Act

It is important to note that. the eight goals of
the Act apply to the entire Federal System Plan.
It would bea gross distortion to attempt to apply them
individually to any single aspect of the Plan oi, carried
to an extreme, to each individual light-density line.

Some of the goals themselves are in conflid., and it is
impossible to give them all equal weight. Adjustment
and accommodation being inevitable, USRA has sought
to balance the Act's objectives and goals. What became
clear in the process was the fact that, unless a viable
system is achieved, the other goals of the Act could
not be achieved.

Congress apparently recognized the primacy of the
goal of economic self-sufficiency, particularly with re-
gard tb light-density lines. The House Interstate and
Foreign Commerce Committee report on the Act stated:
"It recogized the need for safeguard for small areas,
to be able to continue essential service which is not eco-
nomical for the carrier. This was recognized as -. social
cost to be borne by the government." (House Report 93-
620, pp. 28-29). To provide tle necessary public sup-
port, Congress included the "Rail Service Confinuation
Subsidies" authorized by- Section 402 of the Act.

.Light-Density Line Alternatives

Even though Congress, the DOT report, and railroad
experts all assumed .that the regional rail system was
over-extended withl excess capacity and that profitabil-
ity was inexorably tiel to the elimination of uneconomic
service, USRA didtest that assumption.

It is the Association's judgment that the light-density
lines are a significant part of the total industry problem
in the Region. The overcapacity of the system, the over-
lapping service areas of the bankrupt carriers, the ex-
tremely poor physical condition of the light-density
lines, the amount of money and material needed to
upgrade the track, the operating deficits on the light-
density lines-all made clear the impossibility of
building a restructured system with service continuing
on all branch lines.

After reaching the conclusion that the goals of the
Act could not be met by including all light-density
lines in the restructured system, the Association then
had to decide which branch lines to recommend for
inclusion in ConRail. To exclude every line that, failed
to show a profit would have eliminated lines that could
become financially self-sustaining with small revenue
increases and relatively short-term traffic growth. I'ru-
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dent business management compels inclusion of such
lines in the ConRail system.

Also rejected was the alternative of transferring all
unprofitable lines to solvent railroads in the Region. Not
ruled out, however, was the transfer of individual lines
in which a solvent carrier may be interested. The Asso-
ciation will provide any interested solvent carrier with
all of the data in its possession to assist in the evalua-
tion of the transfer of individual lines from bankrupt
to solvent carriers. It must be emphasized, however,
that such actions by solvent carriers are voluntary and
cannot be mandated by the Association.

The Act, its history and the interpretative judgments
of the courts left the Association with only one realistic
alternative. That is including financially self-sustain-
ing lines or those likely to become so in the near term in
ConRail and making tho other lines available for the
rail continuation subsidies authorized by Title IV of the
Act. In addition, Title IV makes loans available to
public bodibs for purchasing and rehabilitating lines
that are required, in their judgment, for social and eco-
nomic purposes.

Rail Service Continuation Subsidy Program

As noted above, the Interstate and Foreign Commerce
Committee Report on the Regional Rail Reorganization
Act of 1973 stated:

The Committee recognized the necessity for slimming down
the system-allowing the Northeast system to throw off the
excess track in an effort to become profitable. It recognized
the need for safeguards for small areas, to be able 'to continue
essential service which is not economical to the carrier. This
was recognized as a social cost to be borne by the govern-
ment. (House Report 93-620, pp. 28-29.)

Title IV provides the means by which essential serv-
ices may be continued through governmental assumption
of the social costs.

Rail service continuation subsidies can be used to
cover the "costs of operating adequate and efficient rail
service, including where necessary improvement and
maintenance of track and related facilities"' (Section
402(j) )., The federal government share of the subsidy
for any light-density line is 70 percent, with state and/-
or local government or shippes putting up the remain-
ing 30 percent of the cost.

The Act (Section 401(a)) states that rail service
continuation subsidies should be used where "the cost
to the taxpayers of rail service continuation subsidies
would be less than the cost of abandonment of rail serv-
ice in terms of lost jobs, energy shortages and degrada-
tion of the environment."

Of the nearly 9,600 estimated miles of active lines
under study, it appears that 3,400 miles will be recom-
mended for inclusion in the restructured system. This
means that about 6,200 miles are available for partici-
pation in the rail service continuation subsidy program.

The Act authorizes $90 million for each of 2 years

to meet the federal share of the 70 percent subsidy cost.
Of this amount, $45 million is apportioned to the eligible
states and $45 million .s allocated to the Secretary of
Transportation to be distributed at his discretion.

It appears now, however, that the total cost. of con-
tinuing service for the first year on all of the light-'
density lines not included in ConRail will not exceed $38
million. It could be lower. This means that the federal
share would not exceed $27 million, with the states' share
for the' entire Region standing at $11 million.

Under the Act, the Rail Services Plannihg Olice
(RSPO) has the responsibility as outlined in Section
205 (d) (4) to:

... assist State and local and regional transportation au-
thorities in making determinations whether to provide rail
service continuation subsidies to maintain In operation par.
ticular rail properties by establishing criteria for determining
whether particular rail properties are suitable for rail service
continuation subsidies. Such criteria should include the fol-
lowing considerations: Rail properties are sultabl If the cost
of the required subsidy per year to the taxpayers Is less thani
th-e cost pf termination of rail service over such properties
measured by increased fuel consumption and operational cost
for alternative modes of transportation; the cost to the gross
national product in terms of reduced output of goods and
services; the'cost of relocating or assisting through unem.
ployment, retraining, and welfare benefits to Individuals and
firms adversely affected thereby, and the cost to time environ,
ment measured by damage caused by increased pollution.

The rail service continuation subsidy program is to
be administered by the Department of Transportation.
In order to become eligible, a state must undertake to
meet the requirements Congress set forth in Section
402(c) of the Act. They are:

(1) The State has established a State plan for rail trans-
portation and local rail services which Is administered or
coordinated by a designated State agency, and such plan pro.
vides for the equitable distribution, of such subsidies among
State, local, and regional transportation authorities;

(2) the State agency has the authority and administrative
jurisdiction to develop, promote, supervise, and support safe,
adequate, and efficient rail services; employs or will employ,
directly or indirectly, sufficient trained or qualified personnel;
and maintains or will maintain adequate programs of Investi-
gation, research, promotion, and development with provision
for public participation;

(3) the State provides satisfactory assurance that such
fiscal control and fund accounting procedures will be adopted
as may be necessary to assure proper disbursement of, and
accounting for, Federal funds paid under this Title to the
State ; and'

(4) the State complies with the regulations of the Secretary
issued under this Section.

Under this Act, ihe Association does not have a role
in determining which lines should be subsidized. Indeed,
the- needed planning and decision making process is
clearly in the hands of the state. Nevertheless, the As-
sociation has taken certain steps which may provide
assistance to the state and local governments.

A handbook has been prepared for use by state and
local agencies which describes detailed procedures
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which can be used to estimate the elffects of the removal
of a branch line on the community so as to help it reach
a conclusion as to whether a line should be subsidized.

Impact on Communities and Shippers

The -potential effects of the Final System Plan are
both regional or system-Wide and local. The Association
is specifically directed to consider both.

The Association believes it is the responsibility of the
states to undertake or coordinate the analyses of poten-
tially adverse local impacts. To facilitate the most com-
plete consideration of these potential impacts, one of the
responsibilities of the RSPO is to solicit, evaluate and
make available the views of the public,as well as those
of state and federal officials.

Consideration of all but one of the regional impacts is
contained in other chapters of this Plan. This chapter
responds to Section 206 (a) (8) of the Act,, which re-
quires that the Final System Plan be formulated in such
a way as to minimize "job losses and associated incieases
in unemployment and comniunity benefit costs in areas
in the Regionpresently served by rail service."

- The Region represents a significant portion of the
Nation's economic activity, containing approximately
38 percent of. the employment, 55 percent of the per-
sonal income and 48 perce't of the population of' the
Nation. There couldbe a significant adverse local, indus-
try-wide or regional impact from reductions in the size
of -the rail system. However, four factors serve to dimin-
ish the pqtential widespread impacts.

First, the planning process is directed toward the
revitalization of the system as well as its restructuring,
and many users will benefit greatly from improvements
in rail service. --

Second, the restructured system will represent a size-
able portion of the Region's rail system-a system that
will continue to be extremely comprehensive even if
none of the excluded lines are subsidized. Virtually all
areas of the Region will continue to, have access to rail
service.

Tird, the ubiquity of highways and the ready avail-
ability of private, contract and common motor carriage
serve further .to diminish the potential impacts of reduc-
tions in the size of the rail system in any given area.
Depending on the costN to the shipper, motor carriers
could provide the entire transportation service or a por-
tion of it, with the joint use in some cases of rail or water
carriers,

Fourth, almost by definition the adverse economic of-
fects of abandomnents tend to be minimal except for
quite specific local communities and shippers that are
involved directly. Lines identified for either subsidy or
abandonment are by definition lines with very low
traffic volume.

The formulas used by the Association almost auto-
inatically include those lines i .ConRail whose volume

of rail traffie is significant. If a line does not qualify
for inclusion in ConRail or, for service by an adjacent
profitable carrier, its volume of traffic is sufficiently low
that the radius of adverse impact from abandonment
is very limited.

Any adverse effects of the discontinuance of service
along certain rail lines will flow into the area's economy
through the impact on the specific shippers that use
them. The actual magnitude of the impacts will de-
pend on the effect of increased production costs on the
firm's market and profit and on the effectiveness- of
management in its attempts to minimize potential ad-
verse effects. These factors depend, in turn, on the rela-
tive importance of transportation costs to total costs,
the availability and substitutability of other modes
and the firm's ability to pass cost increases forward
through price increases. All these factors vary from
area to area and shipper to shipper.

Analysis of the potential area impacts from a reduc-
tion in the size of the rail system was undertaken by
the Association with the assistance of the Public In-
terest Economic Center. The scope of the analysis,
which is discussed at greater length in Appendix J, was
dictated by two factors.

First, the analysis had to be completed prior to the
development of specific recommendations concerning
each line whieh is a candidate for inclusion in the re-
structured system. Therefore, the analysis had to con-
sider the potential adverse social and economic impacts
resulting from the discontinuance of service over the
lines declared potentially excess by the Department of
Transportation in the Secretary's Report of February
1,1974, not the lines studied by the Association.

Analysis based on these lines significantly over-
states the potential impact. A total of 15,600 miles of
track of both solvent and bankiuipt railroads in the
Region was declared potentially excess in the Secre-
tarys Report while the Preliminary System Plan, cov-
ering only the bankript carriers, would make 6,200
miles of road eligible for rail service continuation
subsidies.

The second factor affecting the scope of the analysis
is the magnitude of the potential adverse effects. The
lines declared potentially excess have, by, definition, very
low usage levels. As a consequence, estimates of the
potential effects at the regional and stat level likely
would be overwhelmed by the magnitude of the con-
tinuing activity. To obtain usable estimates, the analy-
sis of economic impact was undertaken at the county
level, and 510 counties in the Region were studied.

A more definitive analysis of the economic impact
on local communities that might result from a discon-
tinuance of rail services or from a substantially im-
proved rail service would have.been preferable How-
evei, a more sophisticated and individualized analysis
proved to be impossible because of time and budgetary
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constraints. The information and evaluation derived
from the RSPO hearings will be taken into account
carefully as the Finial System Plan is developed.

The elements subjected to analysis were the poten-
tial reductions in employment and income and the po-
tential increase in transportation costs. The basic in-
puts were the employment and payroll data for the
several relevant types of productive activity. Certain
types of activity were excluded from the analysis be-
cause they do not make significant direct use of rail
transportation. The excluded activities included fish-
eries, public utilities (except electricity and gas sup-
pliers), service industries (except wholesale and retail
trade), financial services and personal services such as
amusement, medical and legal services.

For the remaining activities, it was assumed that,
if the county would lose any rail lines, all plants in
the county, whether they -actually use this service or
not, would be affected directly. This assumption, which
overstates the potential impact, is made.necessary by
the aggregate nature.of the data. '

The actual calculation proceeded in two steps. Each
industry in a county was treated initially as if all plants
used the national average rail service for inbound and
outbound movements. These results were then reduced
by the ratio of the traffic generated on potentially excess
lines to the total traffic for the 11.S. DOT zone contain-
ing the involved county.

In computing the increased costs of alternative trans-
portation, the difference between estimated rail and
common motor carriers costs was used. The two most
important alternatives excluded by this approach are
private carriage and trailer-on-flat car or container-on-
flat car service. Because increased transportation costs
are the most significant impact identified by the analy-
sis, inclusion of these two services probably would have
reduced the impact.

Results of the Community. Impact Analysis

The results of the analysis are summarized in Figures
1-3. They indicate that the potential overall impact

.from the termination of rail service on all of the po-
tentially excess lines of the DOT report represents a
very small proportion of the counties' existing economic
bases. Figure 1 indicates that in only 15 of the 451 coun-
ties did the estimated decrease in industrial employment
exceed 1 percent. Figure 2 shows that the potential
reduction in county income is less than 1 percent in 80
percent of the counties. Figure 3 indicates that the
potential increase in transportation costs as a percent
of income is less than, 1 percent in 99 percent of the
counties studied. In only 32 of the 510 counties studied
do any of the projected impacts exceed 2 percent.

In short, even the most pessimistic estimates of the
adverse impacts on the Region and areas within the
Region indicate that the effect of the suggested reduc-

FIGuRE 1.-Potential reduction in county employment
after discontinuance of light-density line rail freight
service

POTENTIAL REDUCTION IN COUNTY EMPLOYMENT

24.8%

1.4% 1.9%

0.0 TO 0.15 TO 0.50 TO 0.75 TO
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1.5% 2.0%
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THAN
2.0%

PERCENT REDUCTION

Source: Public Interest Economics Ctnter, Community Impacts of
Railroad Service.

tion in the size of the rail system would be negligible.
In contrast, the expected benefits to the users of the
remaining restructured system will far outweigh an-
ticipated adverse impacts.

Fiomm 2.-Potential reduction in county income after

discontinuance of light-density line rail freight
service

POTENTIAL REDUCTION IN COUNTY INCOME
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Source: Public Interest Economics Center, Community Inspacts of
Railroad Service.
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FiGuRE 3.-Potential increase in transportation cost, as
percent of coutnty personal income, after discontinu-
ante of light-density line rat7 freight seruice

POTENTIAL INCREASE IN TRANSPORTATION COST AS
PERCENT OF COUNTY PERSONAL INCOME

79.9980 r-

2.8% 0.9% 0.4% 0.2% 0.4%

0.0TO 0.15TO 0.50 TO 0.75 TO 1.0TO 1.5T0 MORE
0:15% 0.50% 0.75% 1.0% 1.5% 2.0% THAN

PERCENT IMPACT 2.0%

Source: Public Interest. Economics Center, Community Impacta of
Railroad Serviee.

Service by Other Carriers

The Final System Plan wiR contain recommenda-
lions for continuation of service on light-density lines
by alternative railroad carriers. Undoubtedly, ther4 are
lines that will not be financially feasible in the re-
structured system but would be self-sufficient if oper-
ated as part of another railroad. There are two cir-
cumstances in which alternative carrier service could
achieve self-sufficiency.

First, other railroads operating in the vicinity of the
line might, by a combination of geographic 'circum-
stances and markets, be able to provide service profita-
bly. The Association will provide all available data
and information, to facilitate analysis by the involved
carrier(s) for those lines where alternative service may
be feasible. The assumption of such service by an adja-
cent profitable carrier is wholly voluntary and could
depend on whether the railroad could gain by assump-
tion of service.

Second, alternative railroad service might achieve
self-sufficiency if operated by a short-line or Class II
railroad. Short-line railroads generally have lower costs
than the larger systems, principally due to lower pay
scales and closer managerial attention than exists on a
typical branch line.

While there is a valid role to be played by the short-
line railroad, it should be recognized clearly, however,
that such roles are liinited. Unless there are valid rea-

sons to expect the normal economics of short-line opera-
tions to occur, as mentioned above, they may not be a
good solution. Not all short lines are profitable. A short-
line railroad which can survive only by inequitable
revenue divisions or other indirect subsidies should not
be encouraged, either directly or through subsidies.

The Association's primary interest is in maintaining
as much service as possible. It will do its utmost to
facilitate continuation of service on lines not included
in the restructured system, whether it be by doing
what it can to help states evaluate the subsidy option
or malkng possible acquisition by solvent carriers.

Railroad Marine Operations

The marine services of the bankrupt railroads in the
Region, which are discussed fully in Chapter 18, are not
profitable. The large investments in new marine equip-
ment, which are long overdue, could reduce operating
costs substantially but not eliminate deficits attributa-
ble to these segments of the railroads in reorggamiza-
tion.

Two of the five marine operations in the Region are
potential medium-density routes and, except for the
New York Harbor,'are routings for through freight
that could move entirely by rail. The Lake Michigan
car ferries serve traffic which would otherwise move
through the Chicago gateway; the Ghesapeake Bay
float is an alternative to the Alexandria, Va. gateway
and serves oversize loads; the New York Harbor car-
float provides the most direct route to Long Island from
the South and West.

The 'Association has concluded that investment in
railroad marine operations would be-a mistake. Promo-
tion of aU-rail routings is preferable where this is pos-
sible. All-rail land movements are considerably more
energy-efficient, for example.

Alternative car float and lighterage services are of-
fered in the New York Harbor by two Brooklyn
terminal companies. There is a possibility that the
Chesapeake Bay car-float operation might be taken over
by a solvent carrier, such as Southern or Richnond;
Fredericksburg & Potomac Line, while extending its
operations into the Wilmington area. This possibility is
addressed in Appendix D.

The decision of the Association to treat marine opera-
tions in the same manner as light-density lines is based
on the assumption that it is a rail service for which funds
provided under the Act would be available. Itis assumed
also that the capital costs of new or rehabilitated float
equipment would qualify under the provisions of Title
IV, as in the case of light-density line rehabilitation.
The Association recommends that the U.S. Department
of Transportation and the RSPO considerthe merits of
subsidizing marine operations.
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How Lines Were Selected for Study

Light-density lines studied in this process were:

* Those lines of bankrupt carriers identified by the
DOT report as potentially excess,

* Those identified by bankrupt carriers for possible
abandonment,

* Those identified by USRA and its consultants as
requiring study.

The Association also studied lines which had been
abandoned formally under ICC hearinks in order to
develop a completely accurate definition of the systems
of the bankrupt carriers at this time.

Altogether, the Association identified 844 light-
density line segments and 11,800 route miles for study.
(This does not include any light-density lines of the
Erie Lackawanna.) Of these; 540 segments constituting
9,600 miles of service are currently in operation, and 176
line seginents constituting 1,200 miles have already been
abandoned under ICC procedures. Finally, 128 seg-
ments covering 1,000 miles are not currently .being
served, although these have not been formally
abandoned.

As these lines were identified-for analysis, the appro-
priate state agency was notified by the Association and
the reasons for the line's inclusion discussed.

Information Collected
Each branch line selected for study was identified to

determine its exact location. Specific data concerning
costs of serving the line as well as the revenue it gen-
erated were provided by, the railroads serving the seg-
ment, individual shippers, concerned citizens and state
and federal agencies. Information also was developed
at the hearings sponsored by the Rail Services Planning
Office in the spring of 1974. The testimony included
general comments concerning the report of the DOT,
comments concerning the methods employed and com-
ments pertinent to individual zones or line segments.
The various state and federal agencies involved in the
planning process also supplied useful information and
technical assistance to the Association.

When analyzing each branch line as USRA did, the
key questions to be asked are: What are the costs of
continuing service? Will there be sufficient line-gener-
ated revenue to coverthese costs? What is the near-term
traffic growth potential of the lines? Are there recover-
able fossil fuel deposits on the line?

Becahse the use of generalized rather than individ-
ualized data was a major criticism of the DOT report,
USRA devised a data collection *ystem that individual-
ized all information for each separate light-density line.

A detailed questionnaire was developed. The first sec-
tion covered the physical characteristics of the line it-
self, including: length; counties serviced; rail, tie and
ballast type and condition; grade crossing location(s) ;
type and location of any structures; type of signal sys-

tem; siding and yard track locations and length; num-
ber'of ties and miles of rail required to meet FRA Track
Class I and II standards; operating restrictions; avail-
able alternative rail service; and right-of-way width.

The second section of the questionnaire covered char-
acteristics of the freight service provided over each line.
The information collected in this section included typo
of train service involved, annual service frequency, typo
and number of locomotive(s) used, crew size and the
end points of the service.

The third section gathered information concerning
each shipper on the line, including name, location, bill-
ing station number, access to alternative transportation
and the number and type of owned and assigned cars, if
any.

The procedure used by the carriers in completing the
forms typically involved onsite inspection of the line,
discussions with train masters and superintendents and
review of in-house records. When the completed ques-
tionnaires were returned, they were copied and pro-
vided to each of the affected states, FRA and the RSPO.
In addition, the data were reviewed for completeness
and accuracy and, where necessary, questioned data were
discussed with the carrier.

Rail traffic data for 1973 were obtained from the way-
bill abstract file maintained by each carrier. The ab-
stract file contains, for each station, the carloads and
tons of each, commodity shipped and received and the
revenue received by the carrier. These data were
checked, -validated and made accessible on magnetic
tapes. These data also were made available to each state
in the Region to facilitate its planning processes.

In July 1974, a technical task force comprised of
representatives of the several states, the Rail Services
Planning Office and the U.S. Department of Transpor-
tation was established for the purpose of facilitating the
exchange of ideas. Meetings of this task force have
dealt with the data and information used in the analysis,
proposed analytical procedures and recommendations.
In addition, contacts were initiated with such federal
agencies as the Departments of Defense, Transporta-
tion, Commerce and Interior to facilitate their dirent
involvement in the planning process.

Throughout the planning period, a major effort was
made to add to the data base as additional material was
received fromshippers, shipper groups and community
organization concerning the .lines under analysis. As
these data and information were received, it was re-
viewed and placed in files created for each line being
studied to enable continuing access and consideration
throughout the planning process.

Determining Branch Line Viability

There are many ways to approach the analysis of rail
line viability. The three primary approaches are those
of the ICC, British Rail and the Canadian Transport
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Commission. The procidure gdnerally accepted by the
ICC involves the use of the fifty (50) percent rule.

This approach has not been adopted because there
appears to be no basis for the assumption that off-branch
costs are 50 percent of the pro-rated revenue. Verifica-
tion of this rule would r'equire development of detailed
off-branch costs which, once developed, should be used
directly instead of being converted to an inflexible and
often inaccurate allocation ratio.

The British approach to analysis of line viability was
reviewed. The lack of detailed explanation, the different
institutional setting and the lack of comparability be-
tween the transportation infrastructures in the two
countries precluded adoption of the British approach.

The procedures followed by the Canadian Transport
Commission seemed most appropriate, and the Associa-
tion developed a program similar to it in many respects.
-The National Transportation Act of 1967 established,
under the control of the Canadian Transport Commis-
sion (CTC), a program of branch line subsidies similar
to that contained in the Act. The carrier must submit
an abandonment application-to the Commission. If the
Commission determines that the service should be con-
tinued, a subsidy is provided to the carrier.

The contents of the -abandonment application are
prebcribed by the Commission. Cost information is pre-
pared in accordance with procedures proposed by the
carrier and accepted (as modified) by the regulatory
body. Under this procedure, the deficit reported in the
"application becomes the basis for the subsidy, subject to
adjustment based on actual operating experience and

" verification of the reported costs by the OTC.
- The viability analysis involves a comparison of the
revenue generated by the traffic on the branch line to
air costs incurred bn-branch, plus the variable cost of
handling the traffic off-branch. In the costing proce-
dures developed for use before the CTC, each cost ele-
ment had to be proven to be variable in order to be
included in the calculation. The carriers have approxi-
mately 1,200 unit cost factors which enter into the cost
equations.

The on-branch costs include crew wages and fringe
benefits; locomotive ownership, repair and operating
costs; freight car (including caboose) ownership; re-
.pair and operating costs; maintenance of way costs; net
salvage value of the line; the cost of capital;.taxes; and
building ownership and maintenance costs. The off-
branchcosts basically include switching costs, train
costs consisting of the costs of locomotives, crews, ca-
booses, train supplies and freight cars, and mainte-
nance-of-way costs.

The Association's Approach

The general approach adopted by the Association
"parallels that used in Canada. This approach appears
to be-the most accurate and detailed of any reviewed.

The technical procedures adopted by USRA differ sig-
nificantly from those used in Canada, due to insufficient
time for completing all tlhe research necessary for such
a detailed analytical tool. The Association, however,
believes the data that were gathered are accurate enough
for sound analysis of branch line profitability. The pro-
cedure developed by the Association is as follows:

First, lines were isolated which, by their obvious
characteristics, appeared to be submarginal.

Second, the latest data were collected on current traf-
fic and revenues, future traffic possibilities, current con-
dition of the tracks and facilities, cost of rehabilitation,
service characteristics and the name and location of
shippers on each line. Data and information from the
hearings conducted by RSPO were identified by line
segmnent, as was information abotit specific operating
problemg and shipper concerns which was gained in-
formally during the year.

Specific costs which could be attributed to eachbranch
line were developed, and an estimate was made of the
directly variable operating costs which would occur on
the mainline in consequence of tle traffic moving to and"
from the branch line. This step included analysis of
the costs of upgrading the branch line to FRA Class I
track standard and the costs of maintaining tracks to
this standard over a period of time. Also included were
the costs of capital specifically utilized on the branch
lines and property taxes paid, if available.

Third, -each line was then analyzed to determine
whether revenues currently generated by traffic origi-
nating on or destined to the line were sufficient to cover
"the costs directly attributable to that traffic.

Fourth, if a line did cover its variable costs, including
maintenance, it was recommended for inclusion in the
restructured system.

Fifth, if.the branch line failed this test, an analysis
was conducted to determine if it could cover itsvariable
costs either -with a modest rate increase (10 percent or
less) or with an expected traffic increase.

Sixthl, if the line did not cover such costs, even with
reasonable rate increases and traffic growth, a review
was conducted to determine whether the line had con-
nections to other carriers. Where such potential exists,
the carrier will be provided the data and information
necessary to assess the line's potential viability.

Seventh, if a line met none of the first five criteria, it
was recommended as a candidate for either rail con-
tinuance subsidies or elimination of service.

Therefore,'to be included in the restructured system,
ConRail, a financially self-sufficient line, is one that:

" Is capable of generating sufficient revenue to cover the costs
Incurred on the light-density line itself as well as the costs
of serving branch line generated traffic beyond that branch
line.

" While not currently self-sustaining, can be made viable by
reasonable rate adjustments.

* While not currently self-sustaining, can be made so because
of the Identifiable traffic growth in the near term.



All other lines automatically become available for
pa1t.icipation in the subsidy program (Section 402)
under the Act, with the decision concerning continued
service on these lines depending on state and local c-
tion. If a line is not included in ConRail, and if the
state and local inteiests and shippers fail to provide the
subsidy, the Act permits the discontinuation of service.

Estimating Financial Self-Sufficiency
The criteria used in the Report of the Secretary of

Transportation for the identification of potentially ex-
cess lines are based on research results in "Development
and Evaluation of an Economic Abstraction of Light
Density Rail Lines Operations," a report prepared by
R. L. Banks and Associates for. the Federal Railroad
Administration. These criteria have come under heavy
attack because a single standard (carloads per mile) was
applied to all lines regardless of their individual cost,
service and revenue characteristics.

However, for the purpose of this analysis two tech-
niques applied in the FRA study were adopted. The first
involves a prccedure for estimating the on-branch car
days based on service frequency. The second is a pro-
cediire for developing a weighted average car day and
car mile costs for various types of commodities. These
procedures are discussed in greater detail below.

The New York Department of Transportation has
completed numerous studies of railroad bankruptcy
proceedings and the process initiated by the Act, the
two most relevant being the "Report on Profitability
of New York State Branch Lines" and "Short Line
Railroad Costs in New York State." The results in the
first report are based on cost criteria contained in the
second.

The viability criteria applied by NYDOT are based
on shortline railroad costs for the estimation of on-
branch expenses and off-branch costs-which include only
freight car costs. This approach was not adopted be-
cause shortline costs are not those of Class I railroads.
Shortlines are irrelevant to the problem. Second, off-
branch costs of serving branch line traffic include many
more variable cash costs than car costs. The NYDOT
analysis understates the variable cash costs 6f a Class I
carrier serving a branch line.

The technique used by Indiana in its report, "USRA
Segments in Indiana: State Analysis and Recommenda-
tions," is a mixture of the FRA and the NYDOT ap-
proaches. The preceding discussion of these two proce-
dures therefore also applies to Indiana.

The approach proposed by Pennsylvania involves
the use of a short formula or a long formula, depending
on the availability of data. However, both use a variant
of the ICC "50 percent rule" combined with the use of
broad system average costs. This approach has not been
adopted because of the unsubstantiated allocation in-
volved iu the 50 percent rule and the absence-of demon-

strable relationships between the average costs proposed
for use and the characteristics of the traffic on each line.

The New England Regional Commission proposed
the development of off-branch costs by using the ICC's
"Carload Cost Scales by Territory" or the Rail Form A
costing procedure and of on-branch costs by using a pro-
cedure similar to that developed for the FRA. The off-
branch costing procedure which has been adopted uses
unit cost factors, which are adjusted results of the Rail
Form A costing procedure.

Another source of material concerning line viability
analyses is the RSPO's proceeding for the development
of subsidy standards. These standards were reissued on
January 7, 1975 and no specific consideration could be
gi;en them because completion of the Association's
analysis was necessary by December 1974. The RSPO
standards are similar to those of the Association in
many respects and produce similar results.

The Analytic Procedure

- A detailed description of the analytic procedure can
be found in Chapter 17. The objective of the analysis
briefly -described in this chapter was to estimate the
financial self-sufficiency of each line. Within this con-
straint, the analytical framework has four basic as-
pects-the level of aggregation, time frame, traffic re-
tention and appropriate costing theory.

Assessment of an individual rail line segment's eco-
nomic viability is influenced by the level of aggregation
adopted for the analysis. That is, individual segments
can be regarded as isolated operating entities, as in-
tegral'parts of a carrier's system or as part of the re-
gional or national system. There are significant prob-
lems entailed in pursuing the analysis at the regional
or national rail system level, for two roasons.

The first is the division of revenues among all carriers
involved in the move. The formulas for developing
each carrier's share of the total movement revenue arise
through protracted negotiations among the carriers and
through ICC proceedings. Once developed, the formulas
are difficult to change due to the complexity of the
process.

The most likely course of corrective action would be
selective rate increases or surcharges designed to enable
the movement to contribute to the net income of each
of the involved carriers. Such actions would be carrier-
initiated, based on its own revenue-cost relationships.
The analysis should facilitate the identification of those
situations requiring action instead of assuming that
corrective action has been taken.

The second major problem of the system-wide ap-
proach is data specificity. Accurate analysis requires
that the characteristics of the service and traffic be
relat d to the corresponding unit costs. The system-
wide approach requires data and information concern-
ing the identity, length of haul and unit cost factors
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for each carrier involved in each movement. Such data
are not available. Cost estimates would have to be based
on regional or nationwide averages-averages with an
unknown relationship to the actual dosts of any indi-
vidual railroad. As a result, the potential advantages of
the system-wide approach are overwhelmed by the
analytical difficulties.

Am alternative level of evaluation is the carrier level.
There are several advantages to adopting this frame-
work. It minimizes the problem of revenue allocation;
t;e revenue accounts of the carrier incorporate the ef-
fects of rate structure' and the divisions 6f through
rates. In effect, this approach accepts the present pattern
of revenues and proceeds to an appraisal of the relevant
costs. The revenues derived by an individual carrier
are readily available from the waybill for local move-
ments and'from interline abstracts (the document used
in settling intercarrier revenue divisions) for interline
movements.

Identification of the relevant carrier costs of a move-
ment involving the branch line is more complex. It in-
volves accurate estimation of both the on-branch costs
and the off-branch costs incurred in transporting the
branch line tiaffic. The estimation of off-branch costs
must be based on average variabl6 unit costs. Many
characteristics of each individual movement are avail-
able, however, and the average variable unit costs can
readily~be related to these characteristics. On-branch
cost-estimation can follow a more specific procedure
because of the specificity of the available data and
information, although cost allocation procedures still
must be used.

The third level of analysis considers allocation prob-
lems on both the revenue and cost sides of the analysis.
Since the costs under examination would be those in-
curred only on the branch line, it becomes necessary to
apportion the xevenues in some maimer to the branch
in order to account for off-branch costs implicity.

The development of such a revenue allocation pro-
cedure might be warranted if it then could be matched
against a clear cost picture. Unfortunately, this is not
possible. Available cost data is generally assembled on
a system-wide basis. Consequently, costs must also be
'allocated to the branch. The net result of this process, an
estimated revenue balanced against an estimated cost, is
not likely to produce reliable results.

The analysis should be designed, however, with a view
toward its application. In this case, the objective is spe-
cific evaluation of branch line viability on a case-by-case
basis. This goal is not attained by relying on two esti-
mated quanta, each one probably varying according to
a different pattern. Hence an analysis. carried forward
at the carrierlevel is the most accurate, given currently
available information.

The proper time frame for evaluating a line's via-
bility is both -the past" and future. The past is relevant

because it embodies information concerning such factors
as service levels, traffic trends and deferred mainte- -

nance. The future is relevant because the discounted
present value of revenue and- costs is the proper quanti-
fication of the line's self-sufficiency. However, practical
constraints preclude such an analysis.

Development of historical information for each line
is possile, although costly, but much: of the informa-
tion would be of uncertain value. For example, it is
impossible accurately to develop cause-and-effect rela-
tionships between service declines, deferred mainte-
nance and traffic losses. All of these are reflected in the
existing service level, conditign of the physical plant
and traffic volume.

Prediction of futur6 revenue, traffic, service and cost
levels is even more difficult. Estimates have been devel-
oped for the Association of future traffic and revenue
levels for the restructured system. Reasonably accurate
estimation of traffic trends are possible at the carrier
level due to the level of aggregation. However, the ap-
plication of such estimating procedures to individual
lines and shippers is likely to produce highly inaccurate
results. Cost and revenue projections at the branch line
level suffer from similar deficiencies.

Because of these difficulties, estimates of the viability
for the most recent period for which data are available
represent the only practical approach. This approach
implicitly assmnes that. future revenue and cost levels
will retain their current relationship at constant vol-
umes of traffic. Although rate increases tend to lag cost
increases, over a long period.of time they exhibit a
reasonably constant relationship.

It is also assumed that the traffic level on each branch
line is stable. This assumptioft is optimistic, given the
general downward trend in branch line traffic levels.
For example, a NYYDOT analysis of branch line traffic
levels between 1970 and 1973 revealed traffic declines
on 38 lines and increases on 2- of the 62 lines for which
data were supplied. Thus, the use of 1973 traffic levels
to estimate the levels in future years is more optimistic
than generally is justified.

Traffic retention factors, the proportion of traffic
likely to be retained by the railroad after abandonment.
affect the revenue level used in the analysis. The higher
the retention factor, the lower the revenue lost in the
event service discontinuance. It is the revenue which
would be lost which should be used in the analysis-
Accurate estimation of retention factors is difficult
because they depend on the ability of the traffic to use
intermodal or trans loading services effectively, the
proximity of the shippers to alternative rail service, the
associated costs, shipper satisfaction with rail service
in general and the availability of cost-effective alterna-
tive modes.

Experience on the'Penn Central indicates a general
retention factor of approximately 25 percent, which was
used in the NYDOT studies. Although this retention



factor may be reasonably accurate for the system, there
appears to be no support for its use on any given line.
Due to the difficulties involved in estimating the value
of each of these factors, it has been assumed that all
traffic will be lost to the system. This assumption has
the effect of overstating the probable revenue loss with
discontinuance and therefor- somewhat overstates the
line's financial contribution to the system.

Thbe economic costs relevant to a given analysis (incre-
mental, variable, avbidable and marginal) depend on
the relevant time frame and whether output is increas-
ing, constant or decreasing. The variability of the costs
of production differs with the type and magnitude of
the output changes. For example, consider a situation
where a large increase in traffic requires the construc-
tion of a second track. The cost of constructing that
second track (in addition to the operating costs) is
variable. However, if the traffic level declines after the
second track has been installed, most of the investment
cost of that track does not disappear' and therefore is
not variable (or avoidable).

In theory, because ConRail does not now own any
track or equipment., employ any people or provide any
service, all costs are completely variable. However, most
existing traffic will receive service. 'Therefore, traffic on
the branch, lines under study (approximately 10 percent

of the total carloads) represents service which is incre-
mental to that which certainly will be handled.

Within this framework, all costs which will be in-
curred in the ownership, maintenance and operation of
the brinch line itself are variable and are properly
included in the analysis. The relevant costs of handling
the traffic beyond the branch line itself are those which
will vary with the decline of the traffic.

Theoretidally, inclusion of these costs can be handled
by direct assignment or by allocation. Obviously, the
best approach is to identify each cost incurred in pro-
ducing service. However, due to the existence of joint
and common costs which vary directly with volume and
the fact that railroads produce a multitude of services,
the specific cost of each service cannot be identified sepa-lrately, and the variable costs must be allocated.

In the branch line viability inalysis, the on-branch
services (where only freight or passenger service is pro-
vided) are -identifiable separately. Therefore, th6 costs
can be associated directly with known service units and
levels. For the off-branch movements, the costs of han-
dling the traffic from the branch lines cannot be segre-
gated from those of cars generated elsewhere on the sys-
tem. For these off-branch movements, a cost allocation
procedure is essential. This is described in the following
chapter.

COAL' FIELD SERVICES

The Congress specifically directed the Association to
preserve, to the extent possible, "existing railroad track-
age in areas in which fossil fuel natural resources are
located." (Section 206(a) (4).) The pursuit of this goal
has been a major concern, for evaluation of the traffic
growth potential on individual lines serving areas which
hold fossil fuel reserves has been difficult and complex.

Not all lines servicing areas with these reserves ac-
tually serve or would be recuired to-serve reserves which
are economically recoverable. Further, some reserves
may not by tapped for decades, if ever. Identifying in-
dividual rail lines which should be preserved for fossil
fuel purpose is a difficult task.

Use of the Region's coal reserves primarily depends
on the ability of individual deposits to meet EPA re-
quirements, their mineability, proximity to the market,
expected use (metallurgy vs. steam production) and tha
price and availability of alternative fuels. Assessment
of the extent to which each of these factors affects a
'given coal deposit requires a great quantity of detailed
data and judgments by qualified people.

In an effort to develop line-specific coal production
estimates, contacts have been established with the U.S.
Department of Interior, the National Coal Association
and the Region's coal-producing tates. Recommenda-
tions concerning specific lines largely or solely because

they serve fossil fuel reserves will be included in the
Final System Plan.

Regarding continued service to fossil fuel resources
USRA has adopted the following positions:

1: On lines required to reach economically recover-
able reserves where service is now provided, it will be
continued whether viable or not. Where the line does
not pass USRA viability tests, however,' service will be
maintained on a "on demand" basis and only so long as
no major repairs are required on the line. At such time
as repairs are required the line will fall into the category
listed below.

2. On those lines required to reach economically re-
coverable reserve and where there is not now service, the
Association proposes that such lines be considered for
"rail banking," and that this concept be developed in
conjunction with the Final System Plan.

The lines recommended in the Preliminary System
Plan either for continued service or rail banking are
based on the best available information the Association
could obtain, to date. We will continue to work with
the Federal Energy Administration, Department of
Interior, the National Coal Association and the regions'
coal producing states, to' make a more accurate estima-
tion of where economically recoverable coal reserves
exist.

II . I I II I
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Though it is difficult to reduce costs in the near term,
the system adjusts; yard work declines, car costs are
reduced, train miles are reduced, billing and clerical
costs decline. Plant reductions are less likely to occur;
ICC cost formulas recognize this by assigning low
variability to these cost items.

In the real world, loss of the relatively small percent-
age of traffic that will actually be lost (about 4.57)
will be compensated for by an increase in other traffic
(the Association assumes a 1.41% growth rate). Re-
sources may be temporarily nonproductive the day
traffic is dropped, but will soon be utilized for new
traffic due to normal traffic growth.

Outcome of the Analysis
Results of the analysis of each line's prospects for

attaining financial self-sufficiency, reported in detail
Appendix K to Volume II. Of the 9,600 miles of active
roadway studied, 3,400 miles are recommended for
direct inclusion in the Preliminary System Plan with-
out further study. These lines account for 75 percent
of the traffic and revenue generated 6n the lines studied.
The remaining lines should be studied carefully by the
states to decide which justify continuation of service
through subsidies and those which should be abandoned.

The 6'200 miles not recommended for inclusion in
the !ystem plan can be continued in operation through
service continuation subsidies, as previously discussed.
The required subsidy level should be estimated using
a formula developed by RSPO but the formula was not
received-early enouglh to allow such computation.

The anilytical results summarized here and presented
im full in Appefidix- K to Volume II include detailed
consideration of each line's financial self-sufficiency un-
der the traffic, revenue and estimated cost levels which
prevailed in 1973. Analyses to be completed after prep-
aration of the Preliminary System Plan include the
identification of traffic growth realized, for example,
due to the location of. new shippers on the line and the
development of sound proposals concerning service con-
tinuation by an alternative railroad.

Because only 1973 data are used in the analysis, new
firms could have come into existence, and existing ship-
pers could have permanently increased their use of rail
service since the data were collected. Second, a. line may
realize the necessary traffic growth in the near term
to become self-sufficient. In both cases, the lines involved
would represent prudent business investments and
should be included in the Final System Plan.

More current carrier data will be analyzed to assist in
the identification of traffic growth which already has
been realized. The major sources of the needed informa-
tion are the testimony provided at the ESPO hearings
(inclucling those to be held on the Preliminary System
Plan),'communications received directly from individ-
ual shippers and information provided by such public
agencies as the State Departments of Transportation.

Where the verified information indicates that the traffic
growth will permit self-sufficiency, the line segment will
be recommended for inclusion in the Final System Plan.

An Overview
As stated at the outset of this chapter, no issue gen-

erated more interest and debate during the planning
process for this report than the light-density line issue.
It dominated meetings to discuss the work of the Asso-
ciation held with state and local officials, public interest
groups, shippers, members of Congress and nearly every
group that met with representatives of the Association.

The Association appr6ached this issue with consid-
erable care and preparation, aware in particular of reac-
tions to the Departmnt of Transportation report last
year. Iso doubt there will be honest differences of opin-
ion as to the correctness of approach, analysis, methods,
data and conclusions. However, the Association believes
it did the best job itcould in the time available.

Because the Association dealt only with the light-
density lines of bankrupt carriers and the DOT report
studied solvent as well as bankrupt railroads, it imme-
diately was able to pare down the number of miles of
track where continued service was thought-to be in
jeopardy. The Aociation concluded that of the 9,600
miles of track under study 6,200 miles were not suitable
for inclusion in the restructured system.

It is important to keep in mind that this Plan, al-
though a major step in the restructuring piocess, is only
one step in the process and is now offered for public
comment and evaluation. Upon release of the Prelimi-
nary System Plan, the Rail Services Planning Office
will begin a formal hearing and evaluation procedure as
it did with the DOT Report. Hearings will be held
throughout the 17-state Region. RSPO will announce
the dates and locations of those hearings.

The Association views this part of the process as
vitally important to the successful submissionof aFinal
System Plan to Congress. It may be expecte-d that this
set of hearings.will focus primarily on the light-density
line issue. States, communities, shippers and other in-
terested citizens will present their views on the Plan.

The Association gives its assurance that all of these
comments, particularly the RSPO evaluation due on
April 28, will be given careful consideration. The Asso-
ciation is seeking, through the RSPO hearing, definitive
information and material assistance relevant to individ-
ual branch lines. This is especially important in the case
of light-density lines that have an identifiable capability
for growth in the near term. Alsobeing sought areother
proposals which may result in continued service on
lines that now appear to be uneconomical.

The goal of the Association, limited only by the re-
quirements of the Act, is to provide in the Final System
Plan for the continuation of as fnuch rail service as pos-
sible. In pursuing that goal, we seek whatever guidance
and help may be available.
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Alternative Approaches

There are four courses of action which could be taken
by the Association with respect to light density rail
lines. First, all existing rail lines could be recommended
for inclusion in the Final System Plan. This approach
is least disruptive in the short run. It fails, however, to
recognize that the rail system has a substantial amount
of excess capacity-over-capacity enhanced by the fact
that the bankrupt carriers have overlapping service ter-
ritories. In addition, this course of action would perpet-
uate internal cross subsidies and would thwart the pro-
vision of Title IV which gives explicit recognition to
the role of the public sector in the planning and contin-
uation of rail service.

Another problem associated with the retention. of es-
sentially all trackage is the resulting financial bui'den
on ConRail. This financial burden results from the need
to acquire the properties, to invest in improvements on
most lines and to continue operations. The most critical
financial factor is the upgrading requirements of the
track. The physical condition of the carriers in reorga-
nization temids to be very poor, requiring a sizable in-
vestment in ties, rail and other material to bring their
trackage'into compliance with safe and efficient operat-
ing requirements. The need for these materials on main
lines, primary feeder lines and major yards will restrict
the availhbility of materials for use on branch*'lines.
Thus, attempts to retain all existing lines would meet
with only limited success because service necessarily
would continue to deteriorate, and the materials would
not be available to keep low priority'lines in operating
condition.

The second course of action would be exclusion of
every line which currently is not financially self-suffi-
cient. This approach is the most disruptive alternative
in the short run due to the uncertainty of the availabil-
ity of the subsidy for individual lines. Although it would
reduce ConRail's financial burden, this alternative
would maximize the burden on the public sector. In
addition, a number of lines can be made financially self-
sustaining with small revenue increases and with near-
term traffic growth. These lines represent prudent busi-
ness investments. Because they are capable of contrib-
uting to the carrier's net income over the long run, they
should be continued by the carrier.

The third alternative is transfer of low-density lines
toother railroads in the Region. This approach would
both minimize the burden of these lines oi the restruc-
tured system and reduce the burden on the public sector.
However, this alternative is feasible only where alterna-
tive carriers can provide service, to the shippers at a
reasonable profit. Since such decisions are voluntary,
services not considered capable of generating a profit
would not be assumed by another carrier.

The fourth course of action is shared responsibility
for continuation of service by the-railroad and the pub-

lic sector. Under this approach, the carrier would assume
responsibility for those services which are financially
self-sustaining, including those that probably can be
made viable through rate increases or traffic growth in
the near terni. Those lines that are not self-sustaining
can be retained in service through the provision of sub.
sidies. In addition, loans are available to public bodies
for purchasing and rehabilitating lines to facilitate the
continuation of adequate and efficient service.

The Association has adopted a combination of the
third and fourth alternatives. Where rail service is not
capable of producing a contribution to the net income of
the carrier, it first was evaluated for rate increase and
traffic growth potential which would produce financial
self-sufficiency, and if these are in prospect the line was
retained in the system. Where such growth 'is not fore-
seen, careful consideration is being given to the poten-
tial assumption of the responsibility for the service by
an alternative carrier. If such potential exists, the car-
rier will be given the information necessary to evaluate

'the profit potential of the line.
Finally, where neither of these actions will permit

retention of rail service, the responsibility for continu-
ing that service rests with the public sector. The process
could be one of purchasing the rail line and holding it
for future use, purchasing and rehabilitating the line
and contracting for continued service by ConRail or, in
some cases, supporting operation for an interim period
of time to allow the shippers on the line to adjust their
shipping patterns.
In theory, because ConRail does not now own any

track or equipment, employ any "people or provide any
service, all costs are completely variable. However, most
existing traffic will receive service. Therefore, traffic on
the branch lines under study (approximately 20 percent
of the total carloads) represents service which is in-
,cremental to that which certainly will be handled.

Within this framework, all costs which will be in-
curred in the ownership, maintenance and operation
of the branch line itself are variable and must be in-
cluded in the analysis. The relevant cost of handling
the traffic beyond the branch line itself are those which
will vary with the addition of the traffic. Handling a
20 percent increase in traffic will require additional
yard work, the operation of more trains, the use of
more freight cars and more loss, damage and clerical
(billing) costs. All these costs must be included in the
analysis.

Theoretically, inclusion of these costs can be handled
by direct assignment or by allocation. Obviously, the
best approach is to identify each cost incurred in pro-
ducing a service. However, due to the existence of joint
and common costs which vary directly with volume and
the fact that railroads produce a multitude of services,
the specific cost of each service cannot be identified
separately, and the variable costs must be allocated.



In the branch line viability analysis, the on-branch
services (where only freight or passenger service is pro-
vided) are identifiable separately. Therefore, the costs
can be associated directly with .known service units and
levels: For the off-branch movements, the costs of han-
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dling the traffic from the branch lines cannot be segre-
gated from those of cars generated elsewhere on the
system. For these off-branch movements, a cost ulloca-
tion procedure is essential. This is described in the fol-
lowing chapter.
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17
Light Density Line Study Procedure

Public officials, shippers, and the general public have expressed

concern about the ultimate disposition of light-density lines. This issue
has fostered considerable public comment since the publication of the

Secretary of Transportation's Report in February 1974. USRA has

made every effort to see that the analytic procedure used to assess the

economic potential of branch lines prdvides an accurate iicture of
revenues and future earning capacity and. the cost of providing trans-

portation service for each line.

SThis chapter defines the method used to compare the costs of providing

safe and efficient rail service with the actual revenues from existing or

projected traffic over each branch line. The procedure involves analysis on

a line-by-line, basis of revenues, labor costs, fuel and maintenance ex-

penditures, anticipated rehabilitation and replacement costi and many

other factors essential to a valid assessment of each branch line as a

potential ConRail route. This procedural explanation is helpful in

reviewing USRA's preliminary light-density line recommendations and

eliciting additional information during the public hearings on. the

issue.
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Chapters 7 and 16 explained the problem of light -

density rail lines in the Region and summarized the
Association's decisions with respect to the lines to be
included in the Preliminary System Plan, to be part of
another railroad system or to be eligible for rail service
continuation subsidigs. This chapter describes the ana-
lytical procedure used to determine the economic via-
bility of the light density lines. The purpose of the
analysis was to determine the prospects* for financial
self-sufficiency of continued service on each branch line
selected for concentrated study.

Basic Procedure

The basic procedure involved the identification of the
carloads and revenue generated by each line and the
estimation of the variable costs engendered by the pro-
vision of the involved service. The costs are those of
producing a service which is secondary or by-product
in nature, within a medium-run time frame (i.e., 5-10
years) with only minimal track upgrading and with
operating efficiencies anticipated to be achieved by the
restructured system. Two additional assumptions were
made concerning the existence of passenger service and
through or overhead freight service.

First, where commuter service is now operated over
the line, it would be continued. The analysis of local
freight service was undertaken with the exclusion of
maintenance and ownership (return or net salvage
value) costs on these lines, and where Amtrak service
exists, it was assumed that Amtrak might not continue
to use the line and instead would re-route its trains to
the lines used by through freight trains; therefore all
costs associated with continued service must be borne
by the local freight traffic.

Second, where a line currently has through freight
service and is programed for such service at or near
the time of ConRail activation, local freight service
would continue to be provided to the line. Where such
through freight service is not programed, the local
traffic must support the costs of the line and the-service
received.

The analysis was based on the carriers' 1973 traffic,
revenue and unit costs and assumed efficient operations.
The basic steps were as follows:

1. Establish total branch line-generated revenue.
2. Then subtract in the following order these cost

items:
a. on-branch operating costs,
b. on-branch maintenance costs,
c.,. on-branch return on net salvage value,
d. on-branch overhead costs,
e. off-branch operating costs, and
f. up-grading costs.

Total braneh-generated revenue includes al revenue-
derived from transportation services provided on the

line. In almost all cases, this revenue is the freight
revenue realized by the carrier from traffic originating
or terminating on the branch. A record of actual carrier
revenue is contained in the computerized traffic file
which was accessed directly for the analysis.

On-brancl operating costs consist of locomotive
costs, caboose costs, freight car costs and crow costs,
which are included on the basis of carrier average unit
variable cost per mile, hour or day.

Development of the costs associated with the loco-
motive fleet can follow at least three different ap-
proaches. First, it has been argued, especially by
NYDOT, that the locomotive costs of Class II rail-
roads are most relevant to branch line analyses pri-
marily because of the smaller (lower horsepower) units
used. However, the locomotive fleet of the Class I
carrier tends to be multifunctional, that is, a loco-
motive used on a branch line typically is used (and
often must be able) to provide other services as well.
Therefore, tle fact that a smaller locomotive is ap-
propriate does not dictate the size that is likely to be
used. The average locomotive costs of Class II railroads
are not used because they are not demonstrably ac-
curate or appropriate proxies for the cost of Class I
railroads.

Second, in its -presentation to the RSPO, the AAR
proposed using replacement costs of locomotives as the
appropriate capital element in the locomotive cost
equation. Variable costs are future costs, aiid since the
analysis is directed toward the future costs of con-
tinued service, the AAR proposal merited careful con-
sideration. However, development of such future costs
require§ data and information which could not be
estimated accurately in time for inclusion in the
analysis.

The third approach involves the use of carrier aver-
age total investment, repair and operating costs per
locomotive unit hour. This approach, which allows the
pairing of the cost per unit hour with the hours ex-
panded on each branch line, has been adopted for the
analysis.

The carrier total costs for locomotive repair, retire-
inent depreciation, rent and fuel were extracted from
the Carrier's Annual Report (R-1) to the ICC. These
costs are supplemented by indirect maintenance and
labor costs and a 7.2 percent return on net investment
(from the published per diem rates).

The total locomotive cost was reduced to a unit cost
level by dividing by total locomotive hours. Locomotive
hours in road service are available directly from the
Form R-1. For switching service, however, an average
operating speed of 6 m.p.h. (generally used in ICC cost-
ing procedures) was applied to convert locomotive miles
in switching service (from Form R-1) to locomotive
hours. The resulting total locomotive unit hours is then
associated with total freight locomotive costs to obtain
a cost per unit hour.



9687

The above procedure was completed using the total
locomotive fleet used in freight service. Attempts were
-made to separate the cost of electric from diesel loco-
motives, but the format of Form R-1 precludes slqch a
separatiom A similar impediment exists to the separa-
tion of switching from- road-haul loco -motive costs.

The freight car costing can be approached on the
basis of existing ownership, operating and repair costs
or on the basis of estimated future costs, especially in
the area of capital costs as was proposed by the AAR.
Altlough the analysis was based on the premise of
conti-nued operdtion, freight cars are used and replaced.
The current cost of replacing freight cars is higher than
the historical cost of those cars now in use, and this
trend probably will continue.

Accordingly, estimates of future car costs should be
used. However, sucl an analysis requires accurately
estimatec_ data and future freight car costs which cur-
rently-are unavailable. The available data relate to the
costs associated with the, existing freight car fleet,
and this data was incorporated in the analytical
approach.

Freight car costs are developed on a commodity-
specific basis for both car days and car miles. "Revenue
Contribution to Burden and Other Data By Comnmodity
Class and Territorial Movement," a study completed
for the DOT, contains information pertaining to the
relative proportion of the various car types used to
transport each commodity. By applying the average
car day and car mile costs developed from the AAR's
Car Hire Master List #ri to the mix of freight cars
used to move each commodity, a weighted average car
cost for the commodity is derived.

The on-branch car costs are then developed in two
parts. The mileage element is based on the location of
the station on the line and the use of an assumed 100
percent empty return factor between the shipper's sid-
ing and the junction of the line under study with its
connecting line (generally a secondary or feeder line).

The car day costs are more complex in development.
The cartime spent on'the branch has five components:
time waiting at the local ya-rd, travel time fiom the yard
to the shipper, "free" time at the shipper's siding, time
waiting for the train and travel time from the shipper's
siding to the local yard. The duration of each of these
elements -largely depends on the number of times the
branch'is served each week. It was assumed that the

- time the car is held-by the shipper beyond the free time
is compensated for by demurrage payments, and neither
the costs nor the offsetting revenue were included in the
analysis. The development of elapsed car days proceeded
as follows-

P one-half day switching time at the local yard for
switching the car into and out of the local train
plus the average additional time spent at the yard
waiting for the local train.

* one day travel time for the movement from the
yard to the shipper.

* two days "free" time for the shipper to load or
unload the car.

* time spent at the shipper's siding waiting for the
local train.

* one day for the return move.

The primary inputs for development of freight car
costs are the commodity type(s) and service frequency.
Identification of the commodities generated by each line
is available from the computerized traffic recoffd, and the
service fre4uency is available from the questionnaire
results.

Caboose costs were inchided on a basis which is similar
to the freight-car costs. Though there are no published
per diem rates for cabooses, a caboose has approximately
the same retail'value as an equipped automotive boxcar.
Therefore, the average per diem costs of this car type
were used as a surrogate for caboose costs. The caboose
mileage charge was based on the round trip miles re-
quired to serve each branch. The caboose day costs were
based on the portion of a 12-hour day required to serve
the branch.

The final element of on-branch operating costs is
crew costs. It has been argued that the crew costs of
Class II railroads are most relevant to the analysis of
branch lines, primarily due to the lower wage rates,
smaller crews and the greater flexibility in the work
rules. Because the wages paid by short line carriers do
not reflect the wage costs which will be incurred by the
restructured system, however, they were not used in-
the analysis.

Crew costs are included in the analysis on the basis
of the crew size and the crew time spent on each line.
The costs of four crew sizes have been" developed: two-
man (conductor and engineer), three-muan (conductor,
engineer and brakeman) fouv-man (conductor, engineer
and two brakemen), and five-man (conductor, engineer,
two brakemen and a fireman). Tlfe crew size involved
on each line is available from the questionnaire.

The hourly cost is based on the total costs and serv-
ice time of each type of employee serving on local
and way freight trains as reported to the ICC. The total
employee costs include straight-time pay, overtime pay
constructive allowances, health and welfare benefits and
payroll taxes. The service time is time actually worked
for both straight and overtime compensation, The total
compensation divided by the hours of service yields the
average cost per employee hour. The hourly crew cost
is developed as the sum of the individual hourly costs
of the involved crew members.

Using these cost-development procedures, it is pos-
sible to include a separate cost for overtime worked.
However, there axe two principal reasons for nbt-in-
cluding overtime separately. First, it is not practicable
to divide hours serving the branch into straight time
and overtime. For example, work done on giyen branch
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may have caused the crew to work overtime elsewhere;
this could be viewed as a branch-related expense. Sec-
ond, since the constructive allowances, vacation and
holiday pay primarily are earned as a by-product of
straight time worked, they are properly included' as
straight-time .compensation. The difference between
straight time hourly compensation including these fac-
tors and overtime compensation is negligible.

As an example of the o-branch operating costs, the
average cost per week associated with a 9-mile Penn
Central branch served 52 times per year by a 5-man
crew and generating 4 carloads per week are:

$31. 52 Locomotive costs
78. 83 Crew costs

124.49 Freight car costs
2. 11 Caboose costs

$236.95 Total on-branch operating costs

On-lranch, maintenance costs and on-branch rehabil-
itation or upgrading costs are directly interrelated and
therefore must receive simultaneous treatment. The
maintenance expenditure which must be spent to retain
the integrity of the line depends on its condition. The
alternatives are maintenance of the line in minimum-
safe operating condition (i.e., FRA Track Class' I
standards) or maintenance at a higher standard, which
is conducive to greater operating efficiency. The costs
used Were those associated with upgrading the line to
FRA Class I standards, annualized over 10 (without
interest costs), and the costs of maintaining the line at
that standard.

The current condition of a line is a function of past
maintenance practices. Obviously, most light-density
lines have received little or no maintenance in recent
years. Continued operation requires maintenance ex-
penditures into the indefinite future, however, and the
cost of this required level of maintenance is an issue
in the analysis of a line's self-sufficiency.

The Association prepared detailed estimates of the
cost of totally rehabilitating a branch line and main-
tenance of the line at that standard for a 50-year period
and of the cost of upgrading a line only to meet FRA
Class" I requirements and maintenance at that standard
for a 50-year period. These cost estimates incorporated
the following assumptions:

General:
* Future labor, machine and material costs would

remain at the third quarter 1974 level.
• Costs are on a per-mile basis.
* No bridges or other structuris exist on the line.
• There is one grade crossing per mile.
* There is one turn-out every 2 miles.
• The line must be able to take any car in inter-

change with a minimum weight limit of 263,000-
265,000 pounds per car.

* The line handles less than 1 million gross ton
miles per mile per year.

Total Rehabilitation:
* Construct at a 30 m.p.h. standard.
* Use 107 lb. welded relay rail.
o*Two-thirds of the ties replaced ($26 each for

purchase and laying).
* Machine time, other track materials and direct

labor -(excluding supervision) are included.
* There is demand for the removed rail for relay-

ing.
* Salvaged materials are removed, transported to

market and sold.
Upgrading to FRA Class I:

* Replace 400 ties per mile which assumes the
existence of 240 good ties per mile; Class I stand-
ards require 640 good ties per mile.

• It costs $37 to purchase and insert each tie,
* Ties have a 30-year life.
* Weld 10 rail ends per mile per year; there are

32 "short" rail ends per mile.
* Replace two broken rail lengths per year (costed

at three-fourths of the' price of new rail),

The major issue is whether a line should be upgraded
to Class I standards or totally rehabilitated. To evalu-
ate this option, the annual costs through the 50-year
period for both analyses were discounted at 5 percent
to a 1974 present value. Five percent was used as the
approximate cost of capital in the noninflationary econ-
omy (which reflects the use of constant dollars in prepa-
ration of the estimates). Tables I and 2 present the un-
discounted annual cost, the discounted annual cost and
the total costs for the two procedures.

TABLE L.-Estimated cost of total rehabilitation of light density
line and annual maintenance to retain that standard

Undis- Present Undb- Prennt
Year counted value at Year counted value at

cost 5 percent cost 5 percent

1 --------- $154,614 $154,614 26 ....... $33 $240
2 ......... 833 793 27 ------- 455 123
3__ 785 712 28 ....... 785 210
4 ---------. 455 393 29.----- 455 11o
5 ......... 455 374 30 ....... 455 111
6 ......... 833 653 31 ..... 23,112 5,849
7 ---------- 455 340 32 ----- 5- 100
8 785 558 33 ------ 785 105
9 -.--... 455 303 34 ....... 455 91
10 --------- 455 293 85 ....... 455 87
11 --------- 9,433 5,791 36 ---- - 833 11
12 ........ .. 455 266 87 ....... 455 70
13 ........- 785 437 38 ...... 785 129
14 ------- 455 241 39 ....... 455 71
15 ..... 455 230 40....... 455 G8
16 ........ 833 401 41 ------- 29,307 4,163
17 -------- 455 203 42 ....... 455 02
18 ........ 785 342 43 ------- 785 101
19 --------- 455 189 44 ....... 455 to
20 --------- 455 180 45 -------- 455 53
21 --------- 18,205 6,861 46 ....... 833 03
22 --------- 455 163 47 ....... 455 49
23 --------- 785 268 48 ------- 785 70
24 ........ 455 148 49 ------- 455 44
25 ........ 455 141 50 ...... 4.55 42

Total .... 260,714 180,741
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TA-BL 2.-Estimated cost of upgrading light-density line to FRA
track class I standard and. annual maintenac'e to rdain that
standard

Undis- Present Undis- Prcsent
Year counted yalue at Year counted value at

cost 5percent cost 5 percent

1 ------ $25,314 W2,314 26 -- $3,970 $1,172
2 ----------- 3,50 3,390 27 ------ 3,81 1,091
.----------- 3,560 3,229 28 ------- 3,844 1,030

4 -------- 3,597 3,107 29 ------ 3,81 9M
5 ---------- - 3,560 . 2929 30 ------- 3,954 061
6 ---------- 3,686 2,888 31 ------- 4,117 9
7 ----------- 3,631 2,710 32 ------ 44 VA22
8 ---------- 3,591 2,554 33 ------- 4,147 80
9 ----------- 3,594 2,433 34 ------- 4,258 851
10 ....... 3,631 2,341 35 ------- 4,111 783
.......... 3,757 2,303 36 ------- 4,3M "I5

12 ------ - 3,680 2,152 37 ------- 4,294 741
13 -------- 3,717 2,070 38 ------- 4,184 6M
14 ----- - 3,6S0 1,952 39 4,294 672
15 ------ - 4,158 2,100 40 ------- 4,221 63
16 ----- 4,320 2,078 41 - --- 9,833 1, 400

41238 1,941 42 ....... 4,164 5M
18 4,194 1,830 43 ----- 4,8 M
19 -------- 4,231 - 1,758 44 ------- 4,345 534
20....... 3,740 1,450 45 ------- 3,907 4S7'
21 ------ - 9,239 3,482 40 -..... 4,107 457
22 -.-.---- 3,73 1,340 47 ------- 3,944 418
23 3,807' 1,201 48 ------- 3,944 335
4... 3,844 1,251 49 ---- - 3,907 3

25_ ------- 3,770 1,169 50 ------- 4,054 371

TotaL-... 230,172 97,790

The total undiscounted 50-year costs are $260,714 for
rehabilitation, consisting of $154,614 in year on4 and
an average annual maintenance cost of $2,165, and
$230,172 for upgrading, corisisting of $25,314 in year
one and an average annual maintenance of $4,181.
Despite the much higher maintenance cost under min-
inal upgrading, the total undiscounted cost is 1$30,542
less under this option. The total discounted cost is $186,-
745 for rehabilitation and $97,790 for upgrading. There
is a difference of $88,955 in favor of minimal upgrad-
ing.

Thus, the shortage of materials and manpower which
would delay any major rehabilit . rf branch lines
'does not undermine the viabilityof the line. The costs
are lower -with minimal upgrading. However, where
significant new traffic potential exists or where substan-
tial operating saving could'be realized, major rehabili-
tation may be justified.

Based on these data., total rehabilitation of light-
density lines is not economically justified over minimal
upgrading, considering only the' lower maintenance
cosis. Average annual operating and similar savings
amounting to $4,870 per mile would be required to
equalize the annual costs of the two procedures. Based
on the average hourly cost of a.locomotive and 3-man
crew-($41.91), operating savings resulting from higher
speeds under rehabilitation would require nearly 00
'round trips per year over the line--a level of service
far beyond that of light-densiy line.

The branch line analysis, accordingly, included only
nominal upgrading costs and the cost of nmifitaining

the line at that standard.:The upgrading costs were
based on the number of ties, miles of track, turn-out
repairs and grade-crossing repairs required to bring
the line into compliance with FRA Class I require-
ments. This information is available from the question-
naire results.

The costs of upgrading the line were not all included
in the first year. Instead, these costs were annualized
over a 10-year period. The required investment is the
result of cumulative deferred maintenance and should
not be borne entirely in a single expense period- The
use of a 10-year unnualization period may well be
longer than is justified by the risk of traffic erosion on
light-dfisity lines.

The maintenance costs are included for the branch
line itself and the requisite siding and yard tracks. The
maintenance costs are a function of traffic density (gross
ton miles per mile per year), length and the existence of
such structures as bridges. Inclusion of these factors
was based on information contained in the question-
naire data base. The costs include labor (excluding
supervision, which is included elsewhere), materials
(rail, ties, ballast, etc.) and machinery required to per-
form the work.

The resulting; annual costs per mile for a 9-mile
branch with one-half mile of siding tracks, 10 grade
crossings and 5 turn-outs, requiring 3485 ties and no
rail to meet FRA Class I sfandards are:

$1,952 Per mile upgrading costs (one-tenth of total)
$3,987 Per mile maintenance costs

The return on net salvage "value is included as an
estimate of the opportunity cost to the carrier of con-
tinued operation. For a darrier to purchase a line, it
should expect to realize a return on the required invest-
ment. However, at this time the purchase price of any
given line is unknown. In addition, after purchase, the
relevant cost is the return which could be received by
placing the asset in alternative use. Therefore, the esti-
mated opportunity cost is the return on net salvage
value foregone by continuing the line in service.

Return on net salvage value should be distinguished
from net liquidation vlue since the lhtter considers all
of the economic consequences of abandonment, includ-
ing the effect of abandonments on present commodity
prices.

The gross salvage value includes an estimated resale
value of the steel, reusable ties and land. The salvageable
steel *-as estimated on the basis of rail weighing 100
pounds per yard, yielding 178 tons per track mile, and
61 tons of other steel track materials (tie plates, bars,
etc.) per mile for a total of 239 tons per mile. The gross
salvage value of steel 'was assumed for purposes of this
study to be $125 per ton. The resulting estimated gross
value of tlhe steel is $29,912 per mile.

A resale value for ties was included only for those
ties wich are reusable. An estimate of the number of
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reusable ties is available from the questionnaire. The
resale value of land is based on 7.3 acres per mile (a 60-
foot right-of-way). The cost of salvaging these ma-
terials and transporting them to market also was
estimated.

It must be noted that the data used for estimating
net salvage value represents only a preliminary esti-
mate. Further, the estimates reflect values which may
be generated if a relatively few lines are abandoned, the
balance of-the rail system remains in operation, and the
scrap materials are required for use on the remaining
lines. As better data becomes available, it will be used.
in preparing the Final System Plan.

The rate of return applied to the net salvage value
was 8.3 percent. This is an estimate of the 1975 U.S.
Treasury Bond rate plus 0.3 percent for administrative
costs. It is argued by the AAR that the internal cost
of capital of the restructed system should be used to
value the opportunity cost of the investment.

However, at this time that cost of capital is unknown,
although any private-sector rate would be higher than
the estimate used. Moreover, the net salvage estimated
is not discounted to reflected disposition time.

The inclusion of on-branch property taxes presents
a host of problems. Property taxes represent direct on-
branch costs and are appropriately included in an anal-
ysis of self-sufficiency. The taxing rates vary markedly
between states and among local jurisdictions within
states. For example, Connecticut has no rail property
tax while the tax rate in the District of Columbia is
extremely high. However, the Association has not yet
been able to obtain actual property taxes for each line
nor to develop an accurate estimating procedure. There-
fore, the direct results of the analysis do not reflect the
impact of property taxes.

On-branch overhead costs include only an estimate of
the supervision required for maintenance-of-way and
train-crew employees, required clerical support and the
cost of employee injuries and property damage. Super-
visory expenses include only the estimated costs of first-
and second-line supervision: a track supervisor and his
immediate supervisor in the case of maintenance-of-
way, and a trainmaster or assistant trainmaster and his
immediat supervisor for train crews: -

Interviews with operating personnel indicate that, on
the average, 30 percent of track supervisor's time is de-
voted to branch line maintenance, and 10 track super-
visors report to a track engineer. Thus, 30 percent of
the cost of track supervisor and 10 percent of the cost
of a track engineer are related to branch lines. Further,
it was assumed that a track engineer is responsible for
40 miles of branch l'ne. Therefore, one-fortieth of the
branch-related supervisory costs was assigned to each
branch mile under analysis.

Transportation supervision costs are specified in
terms of crew'hours. Again, interviews indicate that
75 percent of a trainmaster's time is devoted to super-

vision of train movements, and one-sixth of division
superintendent's time is associated with supervision of
those trainmasters under his control. The total super-
vision costs developed on this basis were divided by
local and way freight engineer service hours to obtain
the cost per hour.

The costs associated with injuries to persons, dam-
age to property and clerical support were developed
separately for maintenance-of-way and transportation.
The total of these three expense groups is availablein
the Carriers Annual Report Form R-1. The resulting
cost for maintenance-of-way was attributed to the line
on the basis of direct maintenance costs for the branch
as a proportion of total system direct maintenance
costs. The total cost of the three expenses for trans-
portation was attributed to the line on the basis of the
crew hours expended on the branch as a proportion of
total system crew hours.

The annual on-branch overhead costs for a 9-mile
Penn Central branch line served once a week by a 5-
member crew are:

$1,335 Maintenance-of-way supervision
39 Transportation supervision

474 Maintenance-of-way clerical support and ac-
cidents

158 Transportation clerical support and accidents

2,006 Total annual on-brgnch overhead cost

The et revenue from tragc overhead to the branch
required special treatment. The questionnaires indicate
the volume of overhead traffic for each line, but'over-
head traffic exists on only a few of the lines under anal-
ysis. The analytical complexities arise from two sources.
First, ConRail operations probably will result in the re-
routing of a significant but as yet unknown proportion
of the traffic. In addition, use of a line to provide service
to overhead traffic necessarily will require provision of
local pick-up and delivery service on the line.

Second, the impact of the overhead traffic on a line's
viability is difficult to evaluate lacking such critical in-
formation as the commodities involved, the total length
of haul and the revenue realized by the carrier. With-
out such specific information, the analysis can only be
carried forward on the basis of general averages. Due
to these complexities, the reported results of the viabil-
ity analysis exclude the effects of overhead traffic. How-
ever, the recommendations reflect the required use of
the line for overhead traffic.

The off-branch, operating costs appropriate to the
analysis are the subject of considerable debate. The
analysis incorporates gross ton-mile costs, switching
costs, loss and damage costs, car costs and clerical costs.

NYDOT and the Conference of States argue that
only freight car costs should be included in the off-
branch portion of the analysis, because all existing
trains will continue and all employees will continue in
their capacities regardless of the existence or absence



of the branch-line traffic. This argument has some merit
when considering only one line generating a few cars
per week, although even in this case existing abandon-
ment procedures and analyses recognizes significant off-
branch costs.

However, the framework of the Association's analysis
is very different. The analysis encompasses nearly
10,000 miles of active rail line generating more than 1
million cars per year. The traffic represents more than
3,000 carloads per day which, with 30 loaded cars per
train, represents more than 100 trains per day. In addi-
tion, traiii schedules are being changed, labor require-
ments are being restructured ind yard functions are
being redefined. The addition of 3,000 carloads per day
obviously would require more plant, equipment and
labor than otherwise would be necessary.

It is also argued that, if off-branch costs are to be
incorporated, they should be developed by a costing
procedure other than the ICC's Rail Form A because
the Form A results provide inaccurate information. The
ICC's Rail Form A costing procedure, used since the
1930's, has been subjected to a variety of criticisms.
Although many of the criticisms appear to be substan-
tive, no alternative procedure has been developed, tested
and adopted for widespread use. Hence, the Rail Form
A represents the only tool available -for the estimation
of off-branch variable operating costs.

There are five elements in the analysis of off-branch
costs: gross ton-mile costs, switching costs, loss and
damage costs, car costs, and clerical costs. All but car
costs and loss and damage costs were developed using
the Rail Form A costing procedure. In the development
of these costsrhowever, several input cost accounts were.
excluded because it is believed that they are not relevant.

The gross- ton-mile cost has three elements. The first
is primarily the variable cost of maintenance-of-way.
The second is a locomotive variable unit-mile cost, pro-
rated over the average trailing gross tons per through
train. The third is train-mile variable costs, nlso pro-
rated over the average trailing gross. tons per through
train. The resulting unit costs are applied to the off-
branch gross ton-miles of the branch-generated traffic.

The switching costs are developed on a per-unit basis
for each of 3 types of car-switching service: road train
to industry switch for traffic originated or terminated
on the branch lines and terminated or originated else-
where on the system, 1 interchange switch for interline
traffic (including empty return) and intertrain
switches based on 2 at the local yard plus 1 every 200
miles of line haul.

Clerical costs are the average billing cost per car. The
loss and danage costs are the total of such costs incurred
by commodity allocated on a per-ton basis.

The freight car costs are developed as the weighted
average car costs classified by commodity using the
AAR Car Hire Master List (described above). The
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resulting mile costs are applied to th6 off-branch car
miles, including circuity.and empty return. The car
days are calculated on the basis of: 4 days for terminal
switching, one-half day for each interchange and inter-
train switch, and 1 day for each approximately 500
miles of haul or fraction thereof. These procedures re-
sult in 5.5 car days for a 1,000 mile interchange move
compared to an estimated 7 -days under current
operations.

The off-branch costs for a Penn Central line generat-
ing 200 carloads, 9,400,000 off-branch gross ton-miles,
7 terminal switches, 331 interchange switches and 1,329
intertrain switches are:

$136.60 Average ton.mlle costs per carload
32.70 Average terminal switching costs per car-

load
9.26 Average Interchange. switching costs per car-

load
1.26 Average lntertrain switching costs per car-

load
3.52 Average loss and damage costs per carload

18.70 Average car-day cost per carload
27.80 Average car-mile costs per carload
4.77 Average clerical costs per carload

Because this complex analysis must be applied to more
than 9,000 miles of railroad, it has been computerized.
However, the characteristics of each line are unique,
and therefore each has also been subjected to manual
review and evaluation.

The analytical results which have been summarized
above include detailed consideration of each line's finan-
cial self-sufficiency under traffic, revenue and estimated
cost levels which prevailed in 1973 and an estimation
of realizable rate increases and traffic growth due, for
example, to the location of a new shipper on the line.

A line-by-line evaluation of traffic growth has two
basic elements. First, because the data used in the anal-
ysis related to 1973, new firms could have come into
existence and the existing shippers could have perma-
nently increased their use of rail service. Second, a linE
may realize the necessary traffic growth in the near
term to become self-sufficient. In both-cases, the involved
lines represent prudent business investments and should
be included in the Final System Plan.

Afore current carrier information has been analyzed
to assist in the identification of traffic growth which
already has been realized. The major sources of the
needed information concerning traffic growth are the
testimony provided at the RSPO hearings (including
those to be held on this report), the communications
which are being received directly from individual
shippers, information provided by public agencies such
as the state departments of transportation and informa-
tion provided by the railroads. Where the verified in-
formation indicates that the traffic growth will enable
self-sufficiency, the involved line segment will be rec-
ommended for inclusion the Final System Plan. Where
no specific information was available, the estimated
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region-wide average growth rate has been used to eval-
uate the growth potential.

Conclusion
This technical description of the analytic progress

is essential to a full understanding of the depth of the
light-density line analysis. Revenue and cost items were
identified as precisely as possible and, once the data
were established, the formula was applied. It would be
a mistake to assume, however, that a simple computer
run then established the preliminary conclusion with
respect to any specific line.

Considerable effort was expended to verify data.
Each line was studied again individually to assure
greater accuracy. Rate .adjustments and identifiable
traffic growth patterns were taken into account when
information was available.

No doubt, there will be some disagreement with the
data as well as the formula. The Association feels con-
fident of both but will be attentive to the public response
and evaluation, primarily through the RSPO hearing
process. Comments and evaluations will be carefully
considered during preparation of the Final System
Plan.
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18
Railroad Marine Operations

The Association's analysis of rail service in the Northeast and Mid-

west includes review of car-ferry operations, principally those across

Lake. Michigan, Chesapeake Bay and New York Harbor. Marine

transportation provides a special service to shippers, but it has imposed a

substantial financial burden on the bankrupt carriers. Many existing

facilities and most of the vessels soon will have to be replaced or rehabili-

tated to make tle level of service more safe and efficient: The capital

expenditures needed to complete such a project would be considerable.

This chapter explains the methods used to analyze car-ferry opera-

tions. In essence, these systems were considered as light-density branch

lines and subject to the same analytic procedures. The Association has

concluded that due tj the high cost of modernizing the. existing car-ferry

fleet and facilities, ConRail should not be responsible for maintaining

and improving marine operations. As a result, these lines would become
available for the subsidies authorized in Title IV of the Regional Rail

Reorganization Act of 1973.



9694

Most marine operationm of the bankrupt railroads
in the Region have been declining for many years.
These operations include:

Ann Arbor Railroad-
Lake Michigan Car FerryService

Penn Central-
Cape Charles, Virginia, to Little Creek (Norfolk),

Virginia, Car Float Service
Penn Central, Erie Lackawanna and Lehigh Valley-

New York Harbor Car Float and Lighterage
Services

Reading Company-
Delaware River Car Float Service

Mackinac Transportation Company-
"]ackinac Straits Car Ferry Service

The Ann Arbor service on Lake Michigan, which has
retained a reasonably substantial volume of traffic, es-
sentially is part of a secondary through route in con-
nection with the Green Bay & Western Railway. Simi-
larly, the Cape Charles-Little Creek service is a link
in a through route of secondary importance, plthough
local factors are also involved. Traffic on this marine
route also has held up relatively better than on the
others.

The New York Harbor and Delaware River opera-
tions are essentially local in nature, handling traffic be-
tween rail terminals and waterfront locations not di-
rectly on the lines of the operating companies. The
Mackinac Transportation Company's Mackinac Straits
service forms a bridge between little-used branch lines.

Car-ferry operation is much more expensive than
train operation on a per-mile basis. On a typical car
ferry, 35 men perform the work that 5 men accom-.
plish moving the same amount of traffic over rails. The
cost of maintaining a ship and float bfidges exceeds
the equivalent cost of track and locomotive mainte-
nance, and the ship uses much more fuel than a loco-
motive. The economics of car-ferry operation do not
resemble those of marine transportation in general.
In essence, it is a piggyback service of a very specialized
nature whose sole justification is the avoidance of an
extreme amount of railroad aircuity.

Gains in rail productivity have been made by in-
creasing the size of individual cars, thus requiring less
handling and switching per ton of cargo moved, and
by increasing the number of cars made up into trains,
thus requiring fewer crew and motive units. Bigger
rolling stock and longer trains do not result in equiva-
lent productivity gains for marine operation, however,
because of the absolute limit on the number of rail cars
that can be accommodated and thus the freight tonnage
that can be floated. Moreover, as land freight speeds
increase, water links are put at a further disadvhntage.

The marine services in the Region are at a crucial
juncture because certain vessels need imminent replace-
ment, but they will have to compete for funds with
mainline consolidation and improvemeut, including a

large amount of deferred maintenance. Large invest-
ments in new marine equipment could reduce operating
costs substantially-including fuel, crew, general oper-
ating capacity, maintenance and repair. However, these
investment expenditures to reduce marine operating
costs would be desirable only where the marine service
must of necessity be continued, since new investment
which yields a lower but continuing deficit is less attrac-
tive than abandonment.

Two of the five marine operations in the Region are
potential medium-density routes for freight service and
are presently used for through freight. The Lake Mich-
ig-an car ferries serve traffic which would otherwise move
via the Chicago gateway; the Chesapeake Bay car float
is an alternative to the Potomac Yard (Alexandria,
Va.) gateway and also serves as a route for oversize
loads; car-float interchange at New York Harbor
avoids extreme circuity for freight moving between the
Long Island RR and the PC, LV and EL Railroads.

The revenues derived from waterborne traffic are
generally lower than those which would be earned on
the same traffic moving via an alternative rail route,
since the water route is generally the short route and
rail rates traditionally have been based on average cbsts
and distance, not specific costs. Shippers-recognize these
rate-making benefits and press for continued marine
service. On the other hand, service over the shorter
land-water route can be more expensive to provide than
longer all-land service.

The revenues attributable to a marine -service such
as a car ferry are not easily disentangled from overall
revenues for the movement, and they depend heavily
on the particular commodity and origin-destination
combination. Thus, the analyses of individual marine
operations set out below emiphasize comparative costs
of various land-water and all-land routes as being the
most valid measure of the preferred alternative.

Ann Arbor Car Ferry Service

Currently, three railroads provide car fetry service
acrossthe center of Lake Michigan (see Figure 1) :

6CdO (Chessie System.) between Ludington, Mich.,
and Milwaukee, Manitowoc and Kewaunee, Wis.

An Arbor RR between Frankfort, Mich., and
Kewaunee, Wis.

Grand Trunk WesternI RR between Muskegon,
Mich., and Milwaukee, Wis.

Of the three, the Chessie's is the most extensive opera-
tion, serving three separate- routes from a single port
on the Michigan side of the Lake. The Ann Arbor serv-
ice is second with 30-35 trips per week over its single
remaining route. The GTW service consists of one round
trip 5 days per week, the prime purpose of which is to
provide access to Milwaukee. The Chessie and GTW
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are seriously considering discontinuance of their car"

ferry operations.
The Ann Arbor car-ferry service normally is con-

ducted by 1 vessel, the Viking, which is capable of
handling 26 rail cars. A second ship, the A. K. Atkinson,
is out of service due to the need for extensive repairs.
The Viking is. adequate normally for the amount of
traffic currently handled; when a substitute or auxiliary
vessel is needed, a spare GTW ferry is rented. Two
round trips per day is the normal operation. Formerly
three other car-ferry routes were operated from Frank-
fort by the Ann Arbor, but these were discontfnued due
to declining traffic. On the remaining Franlrfort-
!Kewaunee route, traffic has remained relatively steady.

The principal connection on the Wisconsin side of the
Lake at Kewaunee is the Green Bay & Western R. R.,

which operates ,a single main line without branches
across northern Wisconsin, terminating at Winona,
AMimn., on the west bank of the Mississippi River. This
line relies on the car-ferry connections at Kewaunee for
approximately half its overall traffic. This traffic is
divided between the Ann Arbor and the Chessie in a
ratio of approximately 3:2. Thus, we find the AA and
GB&W, two roads of comparable size and, similar in
some characteristics, each dependent upon the other for
approximately 30 percent of its traffic. However, the
GB&W still makes a small profit and the AA is bank-
rupt. That the AA. is encumbered with the car-ferry
operation probably is one of the principal reasons for
the disparity. Table 1 shows the comparison.

Since most of the traffic using the car ferry is rela-
tively long haul to the AAi it accounted for 51 per-
cent of the 1973 revenue or approximately $5,380,000.
The northern 185-mile section of the AA is nearly de-
void of local traffic and therefore almost wholly related
to the car ferry.

As indicated in Table 2 total traffic averages approxi-
mately 2,500 cars per month, of which 1,600 are loads
and 900 are empty cars. The percentage of loaded cars
is approximately 70 percent eastbound, but total cars
are reasonably close to balance. As the northern. two-
thirds of the Ann Arbor. RR exists mainly for the
ferry connection, it is apparent that the greatest reve-
nue source is also the most acute problem.

Traffic over the Kewaunee-Frankfort route, which
has held steady or increased. slightly during the last 3
years, amounts to about 20,000 annual carloads, with
the TrNking generally used to capacity eastbound. Total

TABLE 1.-oomparlson. of the GB&W and AA operations, 1973

Sarc: RUd opecatfag rcods.

TABLE 2-Ann Arbor Lake Michigan car fcrrj trafflc between Kewaunce and Frankfort, monthly by direction, 1974

MnthAvere_____ ____ _____Monthly nmer of

average cars per
Jan. Feb. Mar. Apr. M; suno wly Aug. Sept. trip

Westward:
Loads ... . 395 440 430 424 7C3 447 4CA 453 357 44 7.2
Empties ------------------------- 654 643 6M3 791 M'3 6CA 04 6M 52 e50 9.7

Total ........----------------- 1,079 1,033 1,123 1,215 1,13 1,111 1.123 1,033 S34 1,094 1M.9

Eastward:
Loads ..------------------------ 1,225 1,094 1,255 1,255 M50 1,00 1,033 1,02 1,02 1,105 17.1
Empties --------- --------------- 200 17 237 205 423 270 2 2 C6 23 24 3.9

Total ----------------------- 1,425 1,281 1.492 1,460 1,270 1,35 1,321 1,318 1,1 1,39 21.0
Ntumber of round trips ..........- 65 60Y 69 67J% C G5 65 CS 67 62 .6 

Source: Ann Arbor tailroad operating records.
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Ann Arbor car-ferry traffic has declined substantially
due to the reduction of vessels and routes served and to
increased car sizes; more than 40,000 average annual
carloads were moved by car ferry during the 1960's, bfit
1973 traffic was 27,000 carloads, and 1974 will show
about 20,000 carloads, based on monthly movements
throigh September. More than half the car-ferry traffic
originates in either Minnesota, Wisconsin or Michigan,
and more than half of traffic terminations are in Wis--
consin, Michigan and Ohio.

Continuation of the Ann Arbor service is strongly
supported by Wisconsin interests because of its assumed
importance (a) for the traffic and revenues of the Green
Bay & Western, (b) in providing a regular flow of
empties westbound, (c) in providing what is viewed by
shippers as better and more reliable transit time rela-
tive-to the Chicago gateway and (d), probably upper-
most in shippers' minds, providing the short-route rate
base for traffic in the Northern Midwest, especially
northern Wisconsin and Minnesota.

As seen in Table 3, total expenses charged to car-ferry
operations for the single vessel in service duiing early
1974 have been approximately $239,000 per month.
This figure is inclusive of vessel depreciation and dock-
side expenses at both Kewaunee and Frankfort. Deleting
$11,000 per month to reflect income earned in passenger
service gives a net marine operating cost of $228,000 per
month, or about. $2.7 million per year. A comparison to
revenues anticipated for 1974 traffic (which total less
than 1973 because Manitowoc service has been aban-
doned) would leave about $1.6 million, over and above
marine costs, to defray rail costs for the northern track-
age and shore facilities.

The two most likely alternatives are (1) upgrade
the car-ferry service via purchase of a new vessel (which

TABLE 3.-Ann Arbor projected marine operating costs, 1974

Category
Operating cost

per month

Boat Operation ------------.------------------ ___ $
Boat Maintenance ---------------....
Miscellaneous Operation
Boat Depreciation ..................
Boat Insurance ......................
Frankfort Station and Dispatch Expense ------------
Frankfort Maintenance of Equipment (Car Inspec-

t i o n ) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
Dock Maintenance and Depreciation -----------------
Kewaunee Station, Joint Costs -------------------
Three Locomotive Units (Maintenance and Deprecia-

t i o n ) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .
Casualty Costs_-
Employee Benefits ...........

99,000
13,200

600
28,700
:, 300
8,000

o, 500
2,200
1,600

11,250
14,300
39. no

Subtotal ------- ------------ ------------- 239,150
Less Passenger Revenue --------------------------- 10,900

Total -----------------------... . .. .----- 228,250

Source: A. T. Kearney, Inc., Analysis of Railroad Oi5erated
Ferry and Lighterage Operations, January 1975.

could serve any ports designated) or (2) abandon tho
car-ferry service and route the traffic all-rail via Chi-
cago. A comparison of these alternatives follows:

TABLE 4.-Comparison of present Lake Michigan car ferry and
major alternatives

AVERAGE PEr CAU OAD

Present Ne'vessl All-rall
service Kewaunco- via Chicago

Franklfort

Marine costs --------------------------- $143. $0 .............
Incremental rail costs I ----------------------------------- _---------3
Total-move costs (major shipments) .-- $643 I5M W3
Fuel consumption (gallons) ------------- 150 144 0

I These costs are the total all-rail route costs lers the rail portion of through-routo
costs incurred in a comparable movement via the car ferry; thus the "Incremental
rail" cost by way of Chicago is comparable to the marine cost by way of Frankfort.

Source: A. T. Kearney, Inc., Analysis of Railroad Operated Ferry and Lighterage
Operations, January 1975.

A new vessel would require incremental investment
of approximately $18 million. Further expenditures
on shore facilities and supporting rail lines are not
included. Both alternatives are superior to present
service in that the cost per carload would be reduced
while less energy was consumed. Foregoing any invest-
ment, it would be possible to save $110 per car by rout-
ing through Chicago, whereas the new vessel would
give lesser savings of approximately $80 per car. The
choice between these two alternatives will depend on
the estimated benefit of increasing the level of traffic
through Chicago versus the willingness of the various
interested parties to provide 'financial support for the
new vessel.

Retention of the marine operation would be slightly
more attractive than portrayed in Table 4 if it were
feasible to shift the service to the Chessie port of Lud-
ington, thereby reducing the distance traveled for both
segments of the move. Although this route would be
difficult to arrange, it may be worthy considering if
service is continued under subsidy.

Table 5, which follows, shows a more detailed cost
relationship of various methods of moving traffic be-
tween selected points.

Tables 6 and 7 are included to show the origins and
destinations of ihe traffic handled. As previously men-
tioned, it will be noted that the states of Michigan,
Wisconsin, Minnesota and Ohio predominate.

Penn Central Chesapeake Bay Car Float
From the standpoint of geography, this servico has

some of the same characteristics the Ann Arbor serv-
ice. It is a link in a secondary through route which
parallels more heavily utilized trunk lines. As the AA
ferry is important to the GB&W, the Cape Charles ferry
is important to the Norfolk Southern Ry., now a sub-
sidiary of the Southern, as it gives that carrier a long
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TABLE 5.-Comparison of carload-cost for total movmn4 selected movements and alternatives, Ann Arbor Lake Michigan ferry

Movement Present; present UPgaded Upgraded Upgraded Chesda All Total
servieo Sevie t erdce servica and con- rail revenue

(r city) pent InraU ed solIdated
trn o ervie

Maxinecost --cost .................................. $143.00 moo0.00 $102.00 $0.00 2.CO 90.00 $32.45
,wasso to Xenosha ................................ -.... 405.49 442.49 514.49 413.49 397.83 425.83 373.412
Green Bay to~etrott ----------------------------........ 456.07 403.07 47.07 379.07 3=30 2n.30 U.70 317
Green Bay to Toledo -- : -----to--- ---...... 514.32 46L32 53.2 437.32 413.04 441.04 453.13 645
Algom to Pittsburgh-------.. .-- 654.27 601.27 (3" n27 M7. 27 ssz M M93 Salo 819
Wisconsin Rapids to ersey City ----- ty-------........... 1,019.16 VA0.18 1, 33.00 002.10 =2141 005.41 91&.43 021
Wyandotte to Milwaukee ............................... 561.70 50.70 50.40 434.70 449.95 477.S5 --.64 8WT
Dearborn to St. Paul -----------------------.---.. . 592.07 39.7 611.07 515.&7 430.14 524.14 510.51 724,
Green Bay to imao-----------------------------....... 4S9.02 430.02 50.0 412.02 '33.21 421. 334.54
Casper to Flat Rock ..........at..................... 1,006.64 053.04 1,025.04 W.6 929.04 35.5 83.31 2,20

Total-: ----------------------------------- -......... 5,789.70 312.70 5, V0. Go 5.074.71 4,014.45 5,144.48 4,7&78 6,406

Average of 9 moves o v es....................... .--. 4.30 59 o 2.29 3.8= F [ 532.77

Source: A- T. Kearney, Inc., AnalVsU ofBalroad Operated Frvandry f w2 i V vg Opect'ons, 3annary 1975.

haul-on traffic s routed. Also, the water'link is at the
extreme end of a lihe with little intermediate traffic,
as is the AA's marine operation at Frankfort, fich.
(See Figure 2.)

Another reason for the Cape Charles link is that it is
.PC's only access to the Norfolk area. Historically this
factor weighed more heavily than at present, since the
absence of the interline traffic would mean a light den-
sity operation indeed. This link is also used to some
extent- for over-dimension shipments which cannot be
handled on the principal trunk lines because of re-
stricted clearances. There is no competing service of

FIGURE 2

a similar nature between the Delmarva Peninsula and
Norfolk. The C&O (Chessie) has limited marine opera-
tions in the Hampton Roads area, serving different lo-
cations.

This operation uses the tugboat and car-float prin-
ciple instead of the car ferry employed on Lake Michi-
gan. Present marine equipment includes two 1,600 HP
diesel-electric tugs known as the Chicago and Philaddel-
phia, both of which were built in 1955. Two barges (car
floats) are also used, only one of which, the Cfaptain
Edward Richardson, is owned by PC. The second barge
is leased from the C&O as necessary. The Richardson
was built in 1948 and has a capacity of 26 average cars,
and the &0 float can accommodate 18 cars. The Rich-
a:dson is leaky and in poor condition, not-withstanding
extensive repairs made in 1973.

The crew requirement of the car-float operation is
12 men per 8-hour shift, roughly equivalent to the car-
ferry operation on Lake Michigan which requires 35
men for a round-the-clock operation. The operation is
conducted on an unscheduled basis, averaging four
round trips every 24 hours.

The Penn Central car float handled about 51,000 cars
in 1972 (data for 1973 are not reliable due to both the "

Richardson and the Delmarva, mainline being out of
service for several months). Of this total, about 30,000
carloads were floated, of which 58 percent were north-
bomd. The traffic for the year ending June, 1974, has
not recovered to the 1972 level and amounted to only
25,000. carloads. At carload levels of 1972, utilization
would not approach maximum engineering capacity
under contindus operation. Also, the service is unreli-
able due to weather and equipment problems. A large
majority of the carloads floated are overhead or bridge
traffic (about 70 percent in 1972), which Penn Central
could interchange on or off the Washington area or far-
ther west in the event of car float abandonment, but
PC would receive a shorter haul.

Mfore than one-half the carloads floated in 1973
(USRA data tapes) showed origination in the four
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TAl LE 6.-Ann Arbor Lake Michigan car ferry data, 1973; by TABLE 7.-Ann Arbor Lake Michigan car ferry data, 1973 by
origin state or- province destination state or province

Total Total A Total
Origin state or province carloads tons Arbor revenue

revenue

Alberta .........................
A labam a .......................
Arkansas .......................
British Columbia ..............
California .......................
C olorado .......................
Connecticut ....................
District of Columbia ........--...
D elaw are ........... ... . .... . .. .
Florida ---------------..----
G eo rg ia .......... . . . . . . . . . . . . . . .
Iowa ........ ---..................
I d a h o .... ... ..... . . . . . . . . . . . . . . . .
Illin o is .......... . . . . . . . . . . . . . . .
I n d ia n a ... . ... . .... . . . . . . . . . . . . . .
Kansas .......................
Kentucky .......................
Louisiana .......................
Massachusetts -..................
M anitoba ......................
Maryland .... - ----...............
M ain e ........... . . . . . . . . . . . . . . . .
Michigan ...................
M innesota ......................
M issou ri .......... . . . . . . . . . . . . . .
Mississippi ......................
Montana ........................
Nebraska ......................
North Carolina ............
North Dakota .................
Now Brunswick ...............
Newfoundland ..................
New Hampshire -----------------
N ow Jersey .....................
N ova Scotia ....................
Nevada -------------------------
N ew Y ork ......................
Ohio ............................
O klahom a ......................
Ontario .........................
Oregon ..........................
Pennsylvania ...................
Q uebec ..............-..........
Rhode Island ...... ; ............
South Carolina --------------
South Dakota ........ --...........
Saskatchew an ...................
Tennessee .......................
T exas. -- - - - --.. ... .. . ... .. ... ..
Utah ...........................
Virginia .........................
Vermont ......................
Washington .....................
Wisconsin .......................
West Virginia ...................
Wyoming -----................

TotalI ....................

176.
15"
3

1,5
349

6
8

42
8

75
784

8
591

30
22i

9,760
727
122

67,213
14,459

194
232

1,857
592

4,872
64,153

288
25,592

756
698
18

868
512

4874
2,418
933

9,618
159,247
126,587

71
50

13,759
564

2,741
7,478
114
482
654

2,370
2,856
131

10, 299
47,897

344
21,604
38,433
19,916
11,012

49
6,257
3,508

169,101
56

184
169

4,788
760

42,946
288,043

722
132,930

27,011 1 1,322,888 1 5,380,093

$33,481
1,745

652
293,435
67,371
1,081
1,173
7,649
1,846
8,105

112,600'
1,093

102,561
4,156
4,268

107
2,569
1,588
5,538
10,507
5,319
40,563

817,356
633,139

295
74

50,759
2,351
5,547

39,819
965

1,817
2,960

14,225
10,954

,698
41,452

359,509
1,053

110,446
172,595
134,733
51,640

88
12,594
16,664
380,907

194
636
541

19,863
3,406

181,963
1,614,39

3,594
188,456

Terminating state or province Total Total IAnn Arbor Total
carloads tons revnue revenue

Alberta---------- -- _
-$293,413 Alabama ------------------------

12,040 Arizona- .................. ._
3,141 British Columbia .............

2,610, 873 California ......................
705, 228 Colorado ....... ................

6,8 Connorado -------------------
6,698 District of Columbia ---------..

30,201 Delaware --..................
13, 924 s'lorido.....................
83,92 61 lGoria--------------------

- 85,617 O]e rgla .................. . . .

1,175,206 Iowa.-.........................
6,725 Idaho ...........................

909,3;8 --nnois -..-----------------
15,745 Indiana. .........................
13,380 Kansas -----------------------

459 Kentucky -----------------------
12,817 Massachusetts .......
0,34 Manitoba .......................

31,872 M aryland ............ I ...........
69, 619 Maine ..........................
21,351 Michigan ......................

224,281 Minnesota ....---...............
2,772,464 Missouri ........................
3,085,073 Montana ......................

-1,175 Nebraska --......................
582 North Carolina ......... _--..-

463, 677 North Dakota .............
14,431 New Brunswick ...........-
51, 04 Newfoundland. . ..........

183,306 New Hampshire ...........
4, 556 New Jersey .....................

14,722 New Mexico ....................
16, On Nova Scotia ...................
-71,005 New York ......................
71,163 O h io ............ ... ... . ... .. .. ..
4,515 O ntario .......................

176,289 Oregon ............-............
1,62,536 Pennsylvania ...................
- 8,762

8,72 Quebec -------------------
404251 Rhode Island ...................

1,548,810 South Carolina .................
714,090 South Dakota. ...................
278,677 Saskatchewan -.................

692 T ennessee ......................
121,798 Texas --------.--------------- _
74,045 Utah ----------------------------

V2,588,43 Virginia- ........................
2,440 Vermont. .................

Washington .....................
4,218 Wisconsin---- -----................

72,718 West Virginia ...................
20,694 y ...........

1,572,057
4,897, 92 Total I --------------------

11,721
925,652

63
30
10
26

271
12

501
33

112
63
34
16

14
76

241
1

200
892
22

392
193

4,970
1,027

4
116

6
36
109

3

10
92

709
4

100
2,297

218
240

1,044
118
74
20
35
23
92
3
5

335
139
213

3,723
81

4

942
1,062
140
966

9,921
264

19,180
1,120
3,059
1,313
1,000

227
204

2,474
8,479
14

13,294
30,354

858
12,06
0,741

218, 80
77,319

90
7,789

183
1,2.54

2,971

380
3,837

30,881
75

103,919
89,848

S345,035

9,097
5,680

75,143
4,372
2,319

M83
1,070

365

4,934
100
182

14,778
5,495
4,037

102,191
2,776

44

8,799
2,444
2,444
0,441

59,230
1,769

73,090
6,325

19, c6
4,310
2,489
2,23Z
2,450

10,318
30,403

92
43, 54

133,564
4,403

72,078
28,5601

1,084,263
417,204

499
28,182
1,291
3,8194

18,702
707

0,117
13,352

142,361
301

2 ,470
413,743

1,373,434
42,712
560,571

351,139
20,043
9,341
2,169
7,002
3,030
9,592

394
1,011

5S,710
23,110
53,922

820,550
14, 405
497

20,9011 1,322,932 1 5,529,438

SSO. 037
23, 230
10,771
01,207

C49,3983
13,404

653,472
20, 8050

110,007
5,084
20,127
9,185

19,80
52,121

154, 307
887

219,205
753,213
30,419
410,430
190, zrq

5, 250, 93
1,732, 269

3,095
104,8O

33, Got
87,040
2,723

29,323
00, 303

818,167
4,00

233,562
3,133,037
5,857,012

250, 303
482,078

2, 091,834
183,033
77,773
19,030
29,057
32,701
83,49
2,38

10,093
391,100
110,184
407, 69

2,944,682
77,045
3,30

27,70,475

....,au_.. af I11M
. • .approximawc w.oul only. DxGw wom n6, possi 0u no & un~ puv.u c ng

28,062,293 culties and possible differences between scheduled routing and actual,
Source: USRA computer run of Ann Arbor fraffic tapes for 1973.

I Approximate totals only. Exact totals not possible due to data processing diflcul-
ties and possible differences between scheduled routing and actual.

Source: Special USRA computer run ofAnn Arbor traffic tapes for 1973. Like the Ann Arbor RR, the lower 90 miles of the
PC Delmarva Branch, south of Salisbury (see map) has

states of North Carolina, Virginia, Delaware and nn very little local traffic and therefore exists primarily be-

sylvania, and these same four states also received more cause of the marine connection. This trackage is in very
than one-half the traffic terminated after being oe poor condition, and the cost of restoring it to s satis-

floated, factory level would be excessive. The funds could be
The state of Maryland had substantial terminating traf- used more productively to improve main-line trackage.

fic, though it did not show many originations. Total expenses charged directly to car-float opera-
Table 8 is a summary of traffic handled during. tions on the Chesapeake in 1972 by Penn Central

1972, demonstrating the dominance of bridge or over- amounted to about $2.9 million for the year, inclusive
head traffic. of vessel -depreciation and yard-dockside expenses. A



USRA contractor estimated that, after accounting for
inflation, this is equivalept to about $3.5 million for
1974. There are no truck or passenger revenues to defray
part ofthese expenses, as in Lake Michigan iperations.
Penn Central has reported gross revenues of about $8.5
million on the traffic floated in 1972 (USRA tapes-show
about $6.8 million for atypical 1973 traffic data), leav-
ing some contribution to defray the nonmarine rail
costs of moving the traffic plus shore facilities. Penn
Central has estimated a deficit overall on the car-float
traffic, based on marine costs plus long-term variable

TABLE 8. -Penn Central traffic and revenue at Norfolk stions
and Interchange, 1972

Clas of traffic Cars Tons PC Gross
revenue revenue

Originated and forwarded- 51,1 . 144,543 *,51,497 $1;034,239
Received and terminated -------- 5,840 333,502 2,815,0 8 3,237,075
Bridge ------------- 19,655 1,026,764 4,841,534 11,973,907

Total ----------------- 7,995 1,504,899 I,603.7on 10,2%,221

Source: Penn Central Transportation Co.

rail costs for the land portion of the haul, which
,amounted to about $1.2 million per year, using 1Q72
data. Table 9 details the marine costs.

TABLE 9.Penn Central Chesapeake Bay car float, annual
operating cost-

1972 1974
Category operating operatng

cost cost I

Marine transportation -------------------------------- 4, 600 $.2,058
Station expense:

Cape Charles--...... ..----------------------------- 33,621 41,53
Norfolk--- ------------------------------ 63,48 78,026

Maintenance of float equpment------------------- 230,95 291,491
Mtenan of wy-----------__ ------------ 77,859 95,766

Maintenance of structures --------------------------- 6,551 84,317
Insurance and depreciation --------------------------- 52,478 64,54,
Yard operation, Cape Charles ------------------------ 331,887 40,221
Yard operation, Little Creek ------------------------. 255.154 313,833
Tolut facility operation and trackage ----------------- 127,413 158,718
Payroll taxes and fringe benefits ---------------------- 312,Mi m, 3
Other expense:

Property tax accruals ----------- .......--------- 31,32 33,52
Car cost (prorated per diem between Norfolk and

Cape Charles) 4----------------------------4820 514,38%
Personal injuries and property damage ---------------- 181,893 223.724
Miscellaneous ---------------------------------------- 2,194 2,69

Total ------------------.------------------ 2,,45 3,4,501

'Inflation factor 1972-74 is L23.
Source: A. T. Kearney,c, Analysb ofRaimd Operate Fary and I.htana Op-

ercta, January 197.

Several alternatives have been considered for the
Chesapeake Bay car float. They are similar to those con-
sidered for the Lake Michigan service. Present service
compares poorly with both (1) an upgraded service op-
erated with a new vessel, most likely a self-propelled
barge with potential for use in container service as well,
and (2) abandonment of the car float in favor of all-rail
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movement through the Potomac Yard (Alexandria,
Va.) gateway. Two different alternatives have been
costed for new vessels: a vessel with a capacity of 30
cars and another vessel which could accommodate 60
cars, both of which were originally investigated'for
Penn Central. A comparison of the unit cost projected
for each of these alternatives follows in Table 10:

TAmLE "10.-Comparison of PC car float and major alternatives

AVZEnA PEE CAEIOAD

New ver s
resent __________All-rall

=evice
23-car 6C.=

rLin c..s------------- $120 M3 $n ........
Incremntal -l ---...... .. . . $
Total- ve costs emer ahp.

mnt) ....................... $54s $8 $457 $48
Fuel consumption (g n1ao). 32 41 31 20

See note to Tblo 4.
2 PhadelphLN-Worfolk only.
Source: A. T. Xessney, Inc., Analgib cf Rci~rccd Opyrafed.Fernt and L4fUara
erwciona, Yanury 1975.

The comparison table shows that all three alternatives
compare favorably with the current car-float service.
The new 30-car vessel and the all-rail movement via
Potomac Yard are estimated to have the same unit costs
of $183-%84, an improvement of about $60 over current
car-float operations, and also better than the current
equipment operating at full capacity (not shown). The
incremental rail costs of $57 for an all-land movement
are almost identical to the projected marine costs and
would require little or noAinvestment, though some pe-
ninsular traffic would be forced to use trucks through the
Bay Bridge Tunnel at a cost estimated to b almost
equivalent to the current car float.

A new 60-car vessel would have more favorable marine
costs than a smaller vessel, reducing marine costs to $31
per carload. However, the larger capacity vessel would
have to attract enough traffic to permit operation at effi-
cient cost levels, since the achievement of reduced unit
cost is almost entirely dependent upon full utilization of.
the new equipment. The total traffic required to use the
proposed vessel to 'capacity amounts to 120,001) cars
yearly, including 69,000 loaded cars, more than double
the volumes experienced in 1972.

Such traffic volumes are perhaps available, but very
good service/marketing would be required to achieve
them even if PC controlled the routing, and it would be
at the expense of Potomac Yard traffic, which requires
no new investment. Uilization of the Potomac Yard
gateway would decline to the extent that traffic is di-
verted. Moreover, the capital investment reqqired for the
vessel alone is estimated to be about $7 million, and the
float bridges, support facilities and Delmarva main line
are all in poor condition.

I H. M. Tiedannn & Co.. Inc., did marine consulting work for PC on
these vessels.



Therefore, purely on economic considerations, this
operation is excluded from the Preliminary System
Plan. This assumes the absence of financial support
from other sources, such as local interests in the affected
states, the Virginia Port Authority, etc. A number of
these interested parties are desirous of continuing this
operation, but it is not known at the present time to what
extent, if any, they may be able or willing to generate
financial assistance. Another alternative which has not
been studied is the possibility of a solvent carrier, for ex-
ample, Southern Ry. or RF & P (see Chapter 4), assum-
ing the operation of the car float and the Delmarva
Line.

Table 11, which follows, is an expansion of the data
contained in Table 19, showing the cost comparison for
total movement between selected points. Tables 12 and
13 summarize the origins and destinations of 1973 traffic.

New York Harbor Marine Operations

New York Harbor rail marine operations are unique
in that both car float and lighterage service are avail-
able from two or more trunk-line rail carriers. These
services have differing origin and destination points,.
depending on the trunk-line carrier and dock railway
or consignee-consignor involved. (See Figure 3.)

Car floating involves the movement of rail cars on
and off floating barges at float bridge facilities which
adjust for tidal variations. The average car float has
2 to 4 tracks with a total capacity of 14-0 forty- and
fifty-foot rail cars. Car floating allows rail carriers and
waterfront customers without land connections or with
circuitous land connections to receive and deliver rail
cars.

FIGURE 3

Lighterage service involves the unloading of a ireight
car's contents and placement of the lading onto an
open or covered lighter (barge, scow, stickboat). Light-
er deliveries can vary in weight from a few hundred
pounds to several tons, and heavy single-umit loads
such as tractors, transforiners and generators are fre-
quently handled in lighterage service.

Historically, lighterage has been provided for com-
modities that move at a tariff considered to be at or
above fully compensatory levels. Thus what would
normally be termed an accessorial service (in addition
to "normal" rail services, such as mechanical protective
service) was, in practice, an extension of the line-haul
carriage and was probably quite profitable even con-
sidering total marine costs incurred.

Before the turn of the century, line-haul rail carriers
operated marine equipment in New York Harbor, pro-
viding car float and lighterage service for domestio
and import-export shipments. During the period 1911-
1(, after the Pennsylvania Railroad gained control of
the New Haven, car-float facilities were enlarged in
anticipation of the opening of the Hell Gate Bridge.
New Haven freight trains began operating to Bay
Ridge after the Hell Gate Bridge was opened, taking
advantage of the shorter car float route between the
New Haven's Bay Ridge Yard and Pennsylvania ter-
minal at Greenville. As recently as 10 years ago, 8
major trunk-line rail carriers were involved in New
York Harbor rail-marine operations.

On January 1, 1969, the New Haven was formally
merged into the Penn Centrql system. This, and the
preceding merger of the New York Central and the
Pennsylvania, significantly altered the freight rout-
ing patterns between New England and areas west of
the Hudson River. Prior to these two mergers, move-
ments from other than the New York Central were
routed New York Harbor via the interchanges at Camp-
bell Hall or Maybrook and over the Poughkeepsie
Bridge. After the mergers, all nondock company rout-
ings were via Selkirk Yard near Albany. In 1969, car-
float operations at Bay Ridge were closed and the track
removed from the Bay Ridge terminal area.

Traditionally, rates to the greater New York area
have been equalized. This equalization was predicated
on the premise that New York City and the eastern New
Jersey shoreline were integral elements of a single eco-
nomic entity. It is only in the last few years that some
large volume bulk commodity rates distinguished be-
tween Brooklyn, N.Y., and Jersey City, N.J.

Thirty years ago, a tremendous amount of intramodal
rail competition existed. This competitive environment
has diminished as mergers and consolidations of car-
riers have occurred. The merger of the New York Cen-
tral, Pennsylvania and N6w Haven Railroads into the
Penn Central in 1968 and 1969, and the cessation of
marine operations by other rail carriers during the
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TtABLE 11.-Comparison of carload cost for total movcemcr seleted momements and alternatives, Penn Central Cheapeake Bay carfloat

MovementP resent Presnt Upgraed Upgrd All tru All ral Totalrevence
service service eric service

(Callcitl') (S-car) (CO=r)

M a eno. t ...... co2s.00 ---.- 0- 5--.0- S .03 S=ifL47 $57. ..2.
.Austinville to Kelar. 52--60 474.60 4M8.60 410.0 577.92 624.52 $28
Camexto Salisbury... 450.17 90.17 41.IZ 30. 17" 419.15 40.15 6
Plymouth to Baltimore. ------------------------......... 472.87 418.7 410.87 33.8T 501. .1.0 480
Seaford to Charlotte ...... .- -................ 4-8. 0 424.03 410.0 3103 U&04 421.2 368
Adelto .Slisbby ----------------------------............ 540.20 4S,20 47820 4,L 0 314.03 0.32 =,2
Augusta to Boson s o .................................... 5.89 9.89 8. 8. 1,424.44 818.2 1,253
Norfolk to Phi ladelphia ................................. 39.3 34.34 3 M7. a4 310.34 243.93 aiaoa 432

Total o t L----...---.....--------- 3,52187 3,444.o7 ,3.07 3,19.07 3,1 53 43.n& 3,71

Ave rs ot7 moves ......... -----................ ......... 54 93 497.01 43L.01 47.01 4.43 4M3.30

1 F;or example: Present service cost of Austinvllle-eiler equals rail cost (408.60) plus marin cost ($120) or 323.60.

Source-A T. Kearney, Inc-, Arsclpts of Railroad Operawe Pam~s and Llgheraoe Ope~ri.ns January 175.

TABLE 12.--Penn Central Chesapeake Bay car float data by origin TABLE 13.-Penn Central Chesapeake Bay. car float data, 1978,
state or province, 1978 by destination state or promnce

Total Total Penn Totl
Origin state or province carloads tons Central revenue

revenue

Alberta.. -----..............
Alba ----m-a..................
Arkansas ...................
British Columbia..... ...........
California .......................
Connecticut ....................
Delaware ......................
Florida ........................
Georgia ....................
Iowa......................
Idaho-----------------
IMin is.....................
Indiana .................

Kansas.... ..............
lKetucky ...... ...-..........

uisiana. .....................

Massachusetts .............-
Maryland .... ... . ---------

Maine .....................
Michigan ....... ............
Minnesota .....................
Missouri .....................
MlssisslppL........--- -----.
Montana................-----
Nebraska..........- -. --
North Carolina ................
Newfoundland .................
New Hampshlre. -----.........
New ersey .......-...... .-"

New Mexico ....................
Nova Scotia .................
New York ..................
Ohio ........... --............
Ontario ........................
oron._ ..--.................
Pennsylvania ................
Prince Edward Island ...........
Quebec ..... -- ...............
Rhode sland. ...............
South Carolina .................
Saskatchewan .................

Tennessee ....................
Texas .......................
Virginia ------ ------- -------
Vermont .................
Washington. ....................
Wisconsin ........ _. .

West Virginia ..................
Wyoming .....................

Totals ....................

2
112
31
12

121
35

1,199
855

1,199
18
7

601'
1,335

10
13

116
82

385

99
161

25
73
8

23
31,6

2
7

463
8
7

592
1,328

53
54

1,065
5

277
25

6M1
75
18
70

5,311
24
17
24
26
3

81
3,443

84
493

4,874
1,282

41,234
48,417
30,137

297
51, 49

109,663
245
489

4,824
1,757

16, 612

10,067
414
754

2,165
331
488

181,093
12
106

15,992
734
270

12,057

1,861
2,274

48916
92

18,699

20,892
4,299

614
3,624

289,604

730
630

214

$530
26,622
13,893
4,545

-3,428
14,445

230,752
201,787
201,705

2,931
385,631
795,400

4,20
4,728

44,455

40,765
10%,050
28488

7,754
10,618
37,93
2,M7
4,160

-431
S 1,471

1,203

246,390
735, -778
40,1M
22,9M9

372,799
1,391

123,

25,81

32,254
3, 344

5.601
7,931
9,781
9,030

Source: USRA computer run of Penn Central traflbc tapes for I97.

Total Total Penn Total
Destination state or province carloads tons Central revenue

revenue

Alabaa .... 46 1,674 514,-3 51746
California...................... 17 492 4,229 32539
Connecticut. ................... 3 . 10 ,537 171,9 223,689
Districl of Columbia .......... 9 122 ,507 2,010
Delaware . ................ 127 103,89 46,287 01,23
Florida........ 343---------- 1 - 3,207 119,535 36307
Georgia ........ . ..... 576 22,396 1M,741 437,267
llinos L ................... 20 736 11,37 1,673
Ind.nn. ......--... .. 142 4,7 97,614 124,784
Kentucky.........--- - - 2 '16 558 1,71
Loulrnn.------------ 23 WS3 7,96 34,947
MraChUett .................. 221 9,500 1AG,24 105z270
Marylnd .......... .... 3,363 .143,023 723,971 1,76K,270
Main. 9 632 2,915 8, 23

41 1,956 22,555 34,1e1
BUsiLppL. ....................... 8 37 2, 1 9,04
North Carolina .... 0l; 63,12 3.9,631 , 1,CC;490
New Han mphl ------------ 7 427 3,3 5,236
Nova Scot, a.......... 1,187 59,077 7.263 53834
New York ............ 29.78 2778 433,2 1

M1 5,144 55,001 &Z,860
Ontaro ..... . .............. 9 343 6,474 9,017
Oregon .............. ....... 3 - 73 915 5,675
Pen-sy--.... 1,423 63,76' 452,26 716,435
Quebec. ....................... 83 4,721 K4,148 73,3SL
Rhoda Bland ........ 73 3,743 40,1M 59,375
South Carolina ................. 236 8,83 ;2,S1 14,563
Tennessee....................--- 113 3,783 24,1V7 74,633
Texas. ....................... 27 627 1,243 4241
Virginia ....................... 7,63 4,3 ,43 3,10 ,661 4,146,290
VermonL. ...................- 9 572 3,275 7,410
Washington ...................... 9 280 4,045 20,M1
WLSonsin ................... . 10 412 2,710 9,015
West Virglcla -............ 30 1,203 7,7e3 20,8

Total................. 2%023 1,040.707 6,801,721 11,273,470

Sourca: USRA computer run of Penn Centraltrailo tapes far 1973.

preceding years modified the environment to an oligop-
olistic one.

The growth of intermodal competition in the last two
decades has also exerted significant influence on the
rail-marine level of competition through the reduction
of total tonnage which rail transportation carriers at-
tract. Many goods, especially those lightered, are rail-
truck competitive. With lower total transittime and less

2,Wo I,04005 6,72,0
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variability in transit time, the motor carrier became a
more formidable competitor for lighterage traffic.

The level of rail-carrier aggressiveness in marketing
'mail-marine services can have an impact, either positive
or negative, on the traffic volume handled. Many per-
sons have expressed opinions that rail carriers not only
do not actively seek this traffic, but in fact actively
discourage it. The following railroads still serve kew
York Harbor:

Penn CentraZ currently operates both car-float and
lighterage service from its Greenville terminal near
Jersey City, N.J.

Erie Lackwanna has the second largest New York.
rail-marine operation in terms of volume. This road
currently offers both car-float and lighterage service
from its New Jersey facilities. It is owned by Dereco,
Inc., a wholly owned subsidiary of the Norfolk &
Western. (USRA's study excludes detail on EL.)
Lehigi VaZley is currently engaged in car-float opera-
tion only, having received ICC authority to abandon
its lighterage operation in 1970.

Staten Island BC&O. Although still in operation, traf-
fic is now minimal.
Present volume of car-float traffic is approximately

50,000 to 55,000 cars per year between the trunk lines
and the terminal carriers in Brooklyn-Brooklyn East-
ern District Terminal and New York Dock Ry. With
one minor exception, these terminal companies have
no all-rail access and are therefore dependent upon the
car-float service. A small amount of traffic is floated to/.
from Long Island R.R, i.e., Erie Lackawanna and Le-
high Valley traffic, but not Penn Central. Penn Central-
floated 20,800 ears and Lehigh Valley floated 14,800 in
1973. In 1974 the Erie Lackawanna floated 18,600
cars. Cost is estimated to average $43 to $60 per car.

PC lighterage traffic for 1973 is estimated at 60,000 to
80,000 tons, with an estimated unit cost of $17 to $22. As
seen in Table 14, this traffic has shrunk drastically in
recent years. The Erie Lackawanna currently estimates
a loss of $28 per ton on lighterage service.

Table 15 shows present railroad-owned marine equip-
ment.

Table 16 shows the traffic carried, revenue divisions in
total and per car, and marine cost as a percent of those
revenue divisions for the Penn Central and Lehigh
Valley in 1973.

The marine costs range from 13 percent to 30 percent
of t'he total average revenue received by the Penn Cen-
tral and Lehigh Valley. Since the rates applicable to
New York Harbor car floating ar equalized for the
area; that is, the rate to New Jersey is the same as the
rate for a car floated to Brooklyn, a carrier that car floats
a car to Brooklyn will have only 70 to 87 percent of its
revenue division remaining to cover nonmarine costs.
If the car had been terminated on the New Jersey shore,
the carrier would incur no marine costs. Either the New

TABLE 14.-New York Harbor rail marine traffic and cost data

Carloads by canersCozt . . ....__ __ __ _

per Total
unit Penn Lehigh Erie Lack- carloads

Central Valley .awanna

Car float:
1962 ------------------------- 070,000
1966 ------------- $20.00 * 371,000
1967 ------------- ------------ 36,000
1973 --------------- 43-60 20,800 14,800 4

Tonnage by carrier Total
tonnage

Lighterage:
1961 ------------------------ 4,30, 000
1962 --------------- 3.00 4

1965 --------------- 7.75 4

1968 --------- ------------ 535,0 *
1969 -------------- 11.50 533,000 
1970 ------------.------------ 461,000 512, 00 1,670,000
1971 --------- ------------ 189,000 * *
1972 ------------ -------------- 80,000
1973 --------- - 17-22 75,000

*Information not tabulated In contract study.
Source: A. T. Kearney, Inc, Analysis of Railroad Operated Ferry and LIgMeraol

Operation., January 1975.

Jersey land termination is an extremely profitable move-
ment, or the land plus car-float movement is an un-
profitable one. All indications point toward the latter
being true.

Contract provisions in effect also favor the terminal
companies on "free" days, demurrage, rate divisions and
responsibility for switching and prompt unloading of
floats. A USRA study estimated that marine costs
amount to 15-20 percent of total freight'revenues.

Figure 4 shows the degree of circuity incurred in
reaching Long Island as a result of curtailed floating
operations. At present Erie Lackawanna and Lehigh
Valley traffic for the Long Island RR is floated via New
York Harbor but all PC traffic is moved via Selkirk.
This is by far the largest interchange with Long Island.
As indicated by the map, traffic to/from the West is not

TABLE 15.-New York Harbor rail marine equipment, 1963 and

1973

Carriers

Erio
Penn Lehigh Lacka-

Central Valley wanna Total

1963 1973 1963 1973 1063 1973 1963 1073

Float bridges ------------------ 2 * 1 1 4

Tugs ------------------------- 3 3 4 1 15 * 57 4+
Carfloats -------------------- 109 9 14 2 33 101 l1+
Lighters ----------- ----- 3 27 24 62 * &01 9 00 24+

Total floating ------- 474 36 80 3 254 803 39+

*Information not tabulated In contract study.

Source: A. T. Kearnoy, Inc., Arsal8s1 of Rallroad Operated Ferry and tgt eraqe
Operatfo, January 1975.



TAaLE 16.-New York Harbor, estimated car-float revenues and
costs, 1978

Carrer

Penn Total

Central Vle

Carloads . ............... ............. 20, 800 14,770 35,5700
Tons (000) ---------------------- ------- 923 650 1,579
Revenue divisIon (000)) ------------. 850 2,990 7,840
Revenue per car r----------- - . 9 $202 $'277
Marinecostsasapercentage ofrevenues. 13.1-18.2 2L3-29.7 15-2L7

Source: A. T. Kearney, Inc., Analy~ds of Raflroad Operated FPenn and Lfhterage
Operatier, lanuary 1975.

hampered in any way; however, the degree of circuity
for southern traffic is quite extreme. This would be im-
proved considerably if it moved via Maybrook and the
Poughkeepsie Bridge. The same would be true, of
course, for traffic to/from southern Connecticut and the
New York City area.

Abandonment of the float bridges at Greenville is an
alternative that has been considered. The all-land route
via Selkirk is very circuitous, and there are no land con-
nections to Brooklyn terminals (except Bush Terminal),
so much of the traffic would probably be lost without
the floating operations. Consolidation of all railroad
car-float connections, presumably at Greenville, would
permit cost reduction in support facilities and more ef-
ficient scheduling and turnaround for the tugs of the
terminal companies (which would be improved further
if EL were included). If the latter savings were passed
along to ConR-ail via better contract terms from the
Brooklyn terminals, then continuing operations of the
float bridges might bewarranted.

The Preliminary System Plan recommends the
abandonment of lighterage service as directly performed
by the railroads, with this service provided by numerous
commercial firms available in the area. Existing car-
float operations are recommended for continuation un-

der contract with the terminal compapies on the condi-
tion that a more satisfactory contractual arrangement
with ConRail can be consummated and all operations
concentrated at one location. If this cannot be accom-
plished, other alternatives must be studied.

Reading Company Delaware River Car Float

The R~eading Company maintains a small car-float
operation on the -Delaware River between Delaware
River Pier, near Wilmington, Del., and Carney's Point,
N.J., and between Delaware River Pier and Thomp-
son's Point, Gibbstown, N.J. This operation consistd of
one crew Monday through Friday. TheDelaare River
Pier--,commohly known as Pigeon's Point-is at the
extreme ehd of the Wilmington Branch, which ex-
tends from Birdsboro, Pa. The southerly portions of
this line below Coatesi'ille, Pa. remains open primarily

9703

for the Delaware River traffic. A small amount of
WVilmington area traffie is also handled. (See Figure 5.)

Floating equipment consists of a, single 1,200 HP
diesel tug, known as the Brandywine, plus I car float
of 26-car capacity and 2 smaller floats, each with a 24-
car capacity. There is a small 6-track yard and float
bridges at Pigeon's Point on the Delaware side, of the
river, and on the New Jersey side there are bridges
at 2 locations: Carney's Point, also known as Deep-
water, and Gibbstown, which is also known as Thomp-
son's Point, approximately 10 miles north of Carney's
Point. At both these locations the du Pont Corp. has
industrial facilities, the sole reason for the floating
operation. However, these plants also have all-land
access by rail, as they are both located on the PRSL.
The principal reason for the car-float operation is to
maintain a competitive route into the -New Jersey
plants for the Reading Company.

Normally, service consists of 2 round trips (Monday
through Friday) between Pigeon's Point and Carney's
Point and a single round trip between Pigeon's Point
and Thompson's Point. A siigle crew is employed for
this operation. Da Pont performs the car handling on
the New Jersey side of the river. On occasion a trip is
made on Saturday or Sunday, but du Pont pays the
entire cost when this is necessary. Traffic for the first
11 months of 1974 averaged 358 cars per month to/
from Carney's Point and 75 per month to/from Thomp-
son's Point. These totals add both directions.

Cost data is incomplete but includes the following
items:

Tugboat crew ..... $23,280/month-. SI58,2S0/year
Yard crew ..........- I,125/week---_- 58,500/year

Recently this service was discontinued temporarily
due to an accident in which an ocean-going vessel struck
the float bridge at Pigeon's Point. 'While'the floating.
operation was out of service, cars were moved into
Thompson's Point and Deepwater via the PRSL.

Since satisfactory service can be provided by less
costly all-rail movement, the Preliminary System Plan
contemplates discontinuance. The present service is
maintained essentially for competitive reasons, which
presumably no longer would exist inder ConRail.

Another consideration is the future of the W'lming-
ton Branch of the Reading Company. This line is in
poor condition generally. The Preliminary System Plan
proposes the abandonment of this trackage, at least
south of Coatesville, with Wilmington area traffic han-
dled by alternate lines; discontinuance of the float oper-
ation would simplify the rationalization of 'Wilming-
ton's traffic.

Mackinac Transportation- Company

This company, of which Penn Central is the majority
owner (with the Soo Line having a minority interest),
operates a car-ferry service between Mackinaw City
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FIGURE 4

CIRCUITY OF APPROACH FROM SOUTH
TO LONG ISLAND VIA SELKIRK

- ROUTE FROM NORTHERN
NEW JERSEY TO LONG
ISLAND VIA SELKIRK

fees** POUGHKEEPSIE BRIDGE LINK



FIGURE $

and St. Ignace, Mich., across the Mackinac Strait, (See
Figure 1.) It connects the Penn Central on the south
side of the Strait with the Soo Line at St. Ignace, a
distance of 8.7 miles. Swithing at each end is ,handled
by the respective railroads. Floating equipment consists
of a single ferry known as the Thief Wawatam, with a
capacity of 21 freight cars. Service is currently oper-
ated on a once-per-week basis.

This was once an operation of some importance--in
1951, for example, 34,786 freight cars were handled.
Before the opening of the Mackinac Bridge.in 1957,
ferry service for highway vehicles and passengers was
also important. By 1969, traffic had dwindled to 4,118
rail cars for the entire year (the only source of traffic)
with an operating ratio of 593.56 percent. In the first
9 months of 1974 only 951 cars. were moved (Table 17).
The reasons for the decline, in addition to the bridge
opening in 1957, include the drastic reduction in in-
dustrial activity in the area and solicitation by compet-
ing lines for routing via Chicago.

T AB= 17.-Macinac Transportaton Oo.
Mackinac Strait car ferry

Total traflc since 1970:
-1971

1972
1973
1974 (9 mos.) I -

I Compared to 1,210 in same period 1973.

Source: ICC Finance Docket No. 26303.

Cars
3,170
2, 03G
1,633

951

Application for complete abandonment was filed in
1970; to date the case has not been completed. Table 18
is the hicome.statement submitted to the ICC covering
1968 through the first 5 months of 1970. It is not con-

9705

TA3Lr 18.-T Th Mackinac Transportaion Co. income statement

1968 IM6 month3
1D70

Opering even. .............. ......... $8,215 $70,418 M1, M5
0pm nop entogcz...- ------- -----. 331,6 418056 SAS,3O

Dpdtrmopeon ----- ----- --- (284439) W(34763) M24322)Taxa ... 21,621 21,T ", 10,2S0

Operatngde1dt.......... (275,2f0) (309. (24602)
Nronoperati Incom:

Contributons Lmothercepnn......... 4.3, "= 34,217 310,968

Total non-peraUng in ....I.. 49S1 . 27 310,68

Total Incmo ........................... 218,0-- 19 .619 16;W6
Other deductlons: 311=11 rientous ____ 181,53 I,325 621

Net lncmo (belaro depreatlon) ................ 3,749 37,294 15,5
Deprciation.-.... 7...-------.........- A749 37,294 15,5W

Source: ICC Finance Docket No. 26303.

templated that this operation will be included in the
Final System Plan.

Conclusions

Use of failds provided in the Act to moderniize marine
operations would prove to be a mistaken reinvigoration
of obsolete facilities and equipment since the economic
justification for th6 investment program is marginal at
best. It is more efficient to channel the millions of in-
vestment dollars required for new vessels toward im-
proved all-rail mainline freight service. Further, the
higher traffic density on mainline routes resulting from
discontinuance of water operations would lend further,
support to improvements in roadbed track and signal-
ling, furthir enhancing service quality.

The Association has therefore concluded, subject to
further review and negotiations with interested parties,
that car-ferry service on Lake Michigan and the Chesa-
peake Bay car float should be excluded from-the Final
System Plan, on the basis of economic factors. The costs
of these marine opirations exceed the cost of available,
all-rail alternatives. Continuation of marine operations
would require investment of approximately $25 mil-
lion in new boats, plus additional expenditure for re-
habilitation of support facilities.

Although estimated carload costs via new vessels
could be improved significantly, all-rail costs for com-
parable movements by land show an even greater poten-
tial for cost reduction. A new large-capacity vessel for
the Chesapeake Bay float could be theoretically as eco-
nomical as all-rail services if the traffic is more than
doubled, but it is naore than likely that any increase in
traffic via the car-ferry route would be in large part at
the expense of all-rail routings.

The decision to exclude the Lake Michigan and
Chesapeake Bay marine links from the Final System
Plan is also based on the fact that all-rail land move-
ments are considerably more energy-efficient, that sig-

----------------
------------------
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nificant future productivity gains would not be attain-
able using the marine services and that marine costs are
more susceptible to fuel and labor- cost inflation.

The New York Harbor marine operations of the Penn
Central and Lehigh Valley also should be excluded
from the Final System Plan because alternative car-
float and lighterage services are offered by two Brook-
lyn terminal companies. Use of the Penn Central's tun-
nel under the Hudson and East Rivers by freight
trains is not feasible for teclmical reasons. Neither Penn
Central nor Lehigh Valley can effectively use even
minimal marine equipment and facilities since rail-
handled traffic his dropped sharply and most marine
expenses must be absorbed by the railroads' regular
tariff, whereas commercial firins could perform break-
bulk handling or small-scale car floating if the fee were
compensatory. Thus, the movemert of car-float traffic
might be continued, although not by ConRail.-

.The Reading marine operations on the Delaware
River should be discontinued, since the present func-
tion of preserving competition would no longer, be
needed and the small volume of traffic could be absorbed
in all-rail movement with onify minimal additional ex-

pense. The Mackinac Transportation Co.'s service on
Lake Michigan would be excluded from the Final Sys-
tem Plan because its traffic has dwindled almost to the
vanishing point. Abandonment 'has been in litigation.

The possibility that the Chesapeake Bay car-float
operation could be taken over by a solvent carrier, such
as Southern or Richmond, Fredericksburg and Potomac
(see Chapter 4) in the course of extending its opera-
tions into the Wilmington area, has not been fully
assessed, since the implications are much broader than
disposition .of the marine operation and its contiguous
rail link on the Delmarva Peninsula.

USRA has concluded that the marine operations
should be treated in the same manner as services on
light density lines: First, it is assumed that subsidy
funds provided under the Act would be available for
marine operations under the 70-30 federal-state shiar-
ing formula. Second, it is assumed that. the capital costs
of new or rehabilitated float equipment would fall under
the provisions of Section 403 of Title IV, as in the
case of light density line rehabilitation, and would not
become a cost to ConRail.
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APPENDIX J

Community Impacts of Rail
Service Abandonment

This appendix briefly recapitulates the major features
of a report prepared in December 1974 for the United
States Railway Association entitled CommunL ty In-
pacts of Aliandonment of Railroad Service. Substantia-
tion of the assertions made in this summary can be
found in the underlying report. -

This report was prepared for the Association under
a contract with the Public Interest Economics Center
(PIE-C) which is responsible for the, validity of the
facts, the-accuracy of the data and the soundness of the
conclusions presented. The report is only one of a num-
ber of sources of information and comments available
to the Association on this subject; consequently, it does
not necessarily, represent the views, policy, nor final
conclusions of the Association. This analysis was pre-
pared independently of the light-density line recom-
mendations of the USRA.

The Problem

Under the Regional Rail Reorganization Act of 1973,
the United States Railroad Association (USRA) has
responsibility for developing a preliminary and .then a
final plan for the rail system to be operated by ConRail
throughout the Northeastern quadrant of the United
States. In pursuing that broad mandate USRA is
specifically charged with responsibility for analyzing

the consequences to individual communities of the loss
of railroad service.

The problem -of identifying community impacts is
predominantly an economic one. The discontinuance of
rail service deprives a community of an economic asset,
an asset that is complementary to the existing stock of
labor, land and capital facilities and equipment. It is
tracing and measuring the consequence of this change
in the production possibilities that comprise the essen-
tial problem.

There are both efficiency and equity dimensions to
the problem. Reduction in- the availability of trans-
portation services typically will decrease the efficiency
with which the economies of the affected conimunities
can operate. At the same time, the costs associated with
adjusting to the absence of rail service will be dis-
tributed unevenly among members of each community,
and between those communities and the rest of the
economy and society.

In broad terms, the objective of the PIE-C study is
to facilitate USRA's performihg its required tasks of
preparing a Prbliminary and Final System Plan for
the ConRail system.

Specifically, PIE-C has developed a community im-
pact model that can be utilized in two different ways.
First, utilizing data available at thanational level (e-g.,
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county data obtained from the Bureau of the Census,
national input-output coefficients, carload data provided
by ICC or DOT, etc.), the model should be useful to
USRA in preparing its Preliminary System Plan. Sec-
ond, with the addition of data from local sources, the
model can be used to assess local and community im-
pacts more accurately and thus can provide for any,
more refined analysis needed by USRA in its prepara-
tion of the Final System Plan.

Finally, since it is desirable that 1iSRA, in prepar-
ing the Final Plan, be able to incorporate information
provided by the individuals and firms in local commu-
nities potentially affected by proposed abandonments,
PIE-C has prepared a form for the collection of the
information needed to revise the initial estimates. The
form will permit ready inclusion of the locally gener-
ated data into the general model to obtain objective
and more specific'assessments of community impacts.
To complete the development and to test the required'
form, PIE-C made field tests and gathered local data
in western Pennsylvania and on the Delmarva Penin-
sula.

Overview

Before proceeding to the introductory discussion of
the PIE-C method, it seems appropriate to provide an.
overview of the nature of the impact of rail aban-
donment.

Abandonment of service will have direct economic
effects in a community, impinging on the.level of 6ut-
put, employment, wages and their rate of increase, the
returns to capital and the returns to land with conse-
quent impacts on capital values, and..%he market for
local supplies and materials. These effects will flow
into the local economy through the plants that use--
or potentially would use-the rail service. The magni-
tude of the effects will depend upon l ow the increase
in transportation cost affects the profit position of the
using plants and upon how their managements move
to minimize the adverse effects. The magnitude of the
threat will depend upon:

* The relative importance of transportation costs in
total costs;

* The availability of other modes of transportation;
* Their substitutability for rail service;
* The relative costs of using rail versus using other

modes;
* The possibility of passing .cost increases forward

through price increases, which in turn depends
largely on;
-whether the plant's outputis sold in a competi-

tive national market, or the somewhat monop-,
olistic local market; and

-whether competing plants are experiencing com-
parable increases in costs;

The possibility of passing the cost increase back-
ward to suppliers, which in turn depends on:

-whether nonlabor inputs are purchased in com-
pstitive or in monopsonistic markets;

-whether labor has good employment alterna-
tives;

- whether labor is strongly unionized;
-whether competitors are facing comparable cost

increases.

All these factors will vary from community to com-
munity and most of them will vary between ,plants in
the same community.

The key fact in this causal linkage is that the of-
fects of abandonment on a community flow through the
individual rail-using plant and through changes in its
prices, output, employment and in its demand for labor
and other factors of production, including locally pur-
chased materials. Hence, the mqdel focuses on the re-
,action of the individual plant or firm to abandonment.

Abandonment of rail service cim lead to the closing
of plants or it can lead to a reduction of profits and/or
output of surviving plants.

For a plant.to survive the increased transportation
costs resulting from rail abandonment, at least one of
two conditions should hold:

* Factors eniployed in that plant have been receiv-
ing economic rents, i.e., they are being paid more
than they could earn elsewhere;

" The increased costs in adjusting from rail to al-
ternative modes of transportation are small rela-
tive to total cost.

There is reason to believe that for the vast majority
of the plants potentially affected by abandonment, at
least the second condition holds. This was found to be
the case in PIE-C's study of abandonments in Mary-
land I and is suggested by studies done by and for EPA
in the analogous case of determining the effect of pol-
lution abatement costs on firms and industlies.2

In the case of railroad abandonents, there is an addi-
tional a priori reason to expect that the impacts on in-
dividual firms and communities will be small. In simple
terms, wherever the railroad is important to the com-
munity, the community is likely to be important to the
railroad, and it is likely to be economical for the rail-
road to continue serving it. This is true, of course, with-
out regard to whether the railroad is operated for profit
or as a nationalized institution.

1 Public Interest Economics Center, Railroad Abandonmcnts it Mary,
land, Final Report (Washington, D.C.: prepared for the Governors
Steering Committee on Railroad Abandonments, 1973).

2 Allen v. Kneese, S. E. Rolfe and J, W. Harned, Mahaging the LEAt ron.
tient (14ew York: Prager, 1971) ; U.S. Environmental Protection Agency,
The Economics of clean Water (Washington, D.C. : Government Printing
Office, 1973) ; Anthony Yezer and Amy Philipson, influence of 1ine ron,
mental ConsideratiOns on Agricultural and Industrial Decisions to Locate
Outside of the Continental United States (Washington, D.C.: prepared
by the Public Interest Economies Center for the Council on Environ.
mental Quality, 1974).



More specifically, if a plant generates or receives a
substantial volume of rail traffic relative to its total costs
or sales, and if alternative modes of transportation are
not readily available at little increase incost, the loss of
rail service to that plant would be highly* disadvanta-
geous. Hence, the firm could afford a relatively large in-
crease in its outlay for rail service rather than to forego
it, except in the event that-the plant were already
marginal.

Of course, ifa plant-is small, the fact that rail service
is important to it does not mean that its traffic is im-
portant to the railroad; however, in many instances,
where a plant is small it is not very important to its
community either. Thus, simply on logical grounds one
can say that rail abandonment can be expected to have
important impact on a community only where the fol-
lowing conditions are fulfilled simultaneously:

* The employment and payroll, or output for'the local
market, of the affected plants is substantial relative
to the economy of the community'

* A significant portion of the costs of operation of
those plants are the costs of rail transport (inbound
or outbound) and

* Mlternative modes of transportation are not avail-
able without substantial increases in the plants'
costs.

As is developed below,-these are sufficient but not nec-
essary conditions. How many communities there are
where these conditions are fulfilled and where, neverthe-
less, there is so little rail traffic as to make the rail lines
that serve them candidates for abandonment is an em-
pirical question, the question addressed in the tudy
reported here. The analysis does, in fact, show that for
the vast majority of the counties affected by the poten-
tial abandonments studied, the economic effect of aban-
donment is extremely small.

It is still possible that where a community would not
suffer significantly in economic terms from rail aban-
donment it would suffer excessive social costs, through,
for example, environmental impact. For many reasons
closely related to those alluded to above, little expected
environmental impact was found.

The basic source of county data used in this study was
the Census Bureau's County Business Pattern data. A
secondary source was the POTC'tape.

Method and Approach

General

As has been indicated already, the main portion of the
study consisted of estimating the economic impacts of
the discontinuance of rail service: Secondary analyses
focus on the energy and environmental impacts.

The approach and method used in the main portion
of the study are fully described. In this summary, it is
intended only to identify the salient features of the

method and to identify and discuss some of its theoret-
ical problems and assumptions.

The basic requirement of a sound and practical study
is to find a means of cutting through the complex and
detailed problems in a way that will provide a. product
of maximum utility to the USRA staff. In the main por-
tin of the study, a model was developed and applied
that estimates local impacts on a. number of key eco-
nomic variables, including 'wages, nonproperty income
and local gross product.

There is no way that estimates of these values can be
made with precision in a general study without exorbi-
tant expenditures of time and resources. PIE-C at-
tempted only to obtain good first cuts and to develop a
-method of re'fining those initial estimates where re-
suilts indicate that doing so would be of value in deter-
mining the appropriateness of retaining a rail segment
in the ConRail system, proilding it with a service con-
tinuation subsidy, or abandoning it.

In light of the fact that, for the reasons outlined in
the preceding section, the economic impacts on indi-
vidual communities can be expected on a priori grounds
to be small, the model and the data have been structured
and selected, wherever there was a choice, to produce
high rather than low estimates of the economic con-
sequences of abandonment. 'By doingthis, PIE-C hoped
that results are adequate to identify all those counties
in which there is any substantial chance that serious
consequences would follow from abandoning the lines
currently under consideration for exclusion from the
ConRail system.

Scope and Data

The areas reviewed 'were identified as those served
by the lines in the DOT report 3 supplemented by ad-
ditional information received from applying the Pehn
Central Transportation Company (PCTC) tape.4 From
these sources were identified a. total of 510 counties that
.have been analyzed in this report. For several reasons
there is no assurance that this covers all the counties
potentially affected.

First, the counties were identified by comparing the
maps in the DOT report with state maps showing coun-
ty lines, an imprecise process. Second, since the date
of that report other lines have been added and some
deleted from the list of candidate counties; PIE-C does
not include Virginia counties in the summaries because
that state is little involved and because of the peculiar
statistical treatment of counties and independent cities;
a small number of counties was omitted inadvertently.

Community has been defined to mean county and the
analysis is designed to estimate impact on individual
counties. The fact that systematic data. are not avail-

3 Secretary of Transportation. Rail Service in the Midrrest crd i rth-
cast Regil, Volume Ii. Part I and Volume Ui. Part 2 (Washington, D.C.:
Dopartment of Transportation, 1974).

& Department of Commerce, Pcnn Central Selected Brunch IZne Freight
Traffic Data (Washington. D.C.: Department of Comnerce, 1974).



able below the county level dictated that no effort be
made to work at the level of individual localities. Had
this been feasible, analysis by locality would have per-
mitted more accurate, more precisely relevant and less
biased analysis.

There is no justification for cumulating county ef-
fects to the state or regional level. The communities
along an abandoned rail line are put at a competitive
disadvantage relative to other communities. - Reduc-
tions in production, employment, incomes and capital
values experienced in those communities will be offset
in large part and, presumably, will be more than offset
by increases in economic activity and values elsewhere.

These improvements are likely to be realized in
nearby counties and certainly largely within the Con-
Rail area. The presumption that economi c activity will
expand elsewhere derives from the fact that the Con-
Rail system should be more efficient than thepresent one.
Hence, to predict that the consolidation of rail service,
if it is done economically, would have total economic
impact in a state or in a region equal to the sum of the
losses estimated for the affected counties would be to-
tally erroneous. Aggregation by line might be instruc-
tive in a general way, but even this would produce an
overestimate of effects, especially if other rail service
were available in any of the counties involved.

The Nature of Impacts

The outputs of our analysis are as shown in Tables
1-7, folloing. There were some theoretical problems in
identifying the significant outputs. They derive from
the question: What is a community? Is a community an
area of land or is it the people who live there? The an-
swers imply very different economic impacts.

If one considers that the community is the people who
live there, the economic cost of abandonment is the loss
of real income to the present residents of the communi-
ties, or more precisely individuals who buy in and sell
their labor and other factor services in the community.
Obviously, in most cases this set includes many resi-
dents of the community but is not congruent with the
set of residents. PIE-C still refers to the set analyzed as
"residents."

The loss in residents' real income has two compo-
nents: the reduction in purchasing power brought about
by higher prices the rail-using firms charge for their
products in the local market, and the loss in income
received as a result of having to accept employment of
labor, capital or materials elsewhere,- or suffering in-
voluntary employment. The loss in income as a result
of having to accept employment elsewhere should in-
clude, for workers, the loss of income during any period
of (transitional) unemployment, the economic value
(negative) of any disadvantages of the new versus the
previous job, the full cost of moving or of a longer trip
to work, as well as any decrease in money wages.

It is critically important that in no case is the loss of
real income to jesidents greater than the total increase
in the cost of production, i.e., the total increase in the
transportation cost. Consequently, the increase in the
transportation cost of the preabandonment level of out-
put is an upper bound estimate of the economic impact
of abandonment on the community-when the commu-
nity is defined as people working, selling other factor
services, and buying in that community.5

If one defines community geographically one gets,
logically, very different results. With that definition
one would be interested in estimating the loss of factor
income produced in the community. This is the sum
of the reductions in wages and other factor income paid
by all directly affected plants, increased by an appro-
priate multiplier.

The loss in factor income generated will, in most
cases, equal or exceed the loss in real income of com-
munity residents. Where product demand is elastic-
the amount demanded is highly sensitive to price--as
would be true for plants selling in regional or national
markets, and where supply has any price elasticity,
the iedliction in factor income is more than the in-
crease in transportation cost. The more price-elastic is
factor supply, the greater is the reduction of output and,
hence, the greater the loss in factor income generated by
the plant. The less. elastic the demand, the less the
decrease in output and in factor incomes generated by
the plant, because consumers absorb more of the burden.

Except where demand for the product is highly in-
elastic-where customers buy nearly a constant quantity
regardless of moderate price changes-the loss in fac-
tor income generated is greater than the increase in
transportation cost.. Hence, in all cases where product
-demand is moderately elastic, an estimate of the reduc-
tion in factor income generated will, itself, be an over-
estiniate of the loss of real income to residents of the
community.'

Future Costs

It might appear at first that it would be important
to estimiate how the abandonment of rail service would
affect future development potential of communities. One
might, for example, consider analyzing county eco-
nomic potential or existing development plans.

.Second, for example, loss of development potential in
one locality implies, all else being equal, that develop-
ment opportunities elsewhere, especially nearby, are en-
hanced. Rail service is essentially a complement to land
and its removal from a particular area is to a degree
analogous to decreasing the effective supply of land and,
hence, increasing the value of the remaining stock of it.

- A demonstration of this proposition Is provided in the report. Xlere,
it may be adequate to point out the intuitively appealing fact that if
loss of real Income were to exceed the increase In transportation cost, it
would be e,)nomically sound for members of the community to pay more
than the increase in cost In order to keep the affected irm opcratfng
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There would be extreme data difficulties in at-
tempting to estimate the future developmental impacts
of abandonment of service. At the national level, data
are totally unavailable; even at the local level, the use-
fulness of future plans is at best questionable.

The capitalized value of the reduction in property-
type income provides an estimate of the loss of future
income from present economic activities. Hence, al-
though it takes no account of new future developments
foreclosed, it does reflect the future costs of discon-
tinuing or curtailing current production.

Limitations of the Study

There are a number of things that this study does not
do and is not intended to do. As has already been indi-
cated, this study is not designed to produce precise re-
sults. It is intenfded only to develop general guides as to
the nature of the local impact of discontinuance df rail
service. k

It makes no recommendation as to whether the lines
that are potentially excess should or should not be aban-
doned. It attempts to strike no balance between the gains
and losses deriving from curtailing and consolidating
the rail network in the Northeast. The study is confined
to examining only the local economic (including
energy) and environmental impacts of discontinuance
of service. It says nothing about the additional effects
of abandonment of rights-of-way.

The bulk of the study is based upon national-level
data. The data contains much that is relevant and useful,
but the data are incomplete. There are many counties in
the sample for -vhich there is no indication that par-
ticular'industries employ identified numbers of workers
or pay out specific dollar amounts in wages (the basic
county inputs). For many industries the various factors
needed to relate local payrolls and employment to
changes in transportation costs and, hence, to changes in
incomes and capital values are only crudely approxi-
mated. There were many problems of consistency be-
tween sets of data. The consequences are uneven ac-
curacy in the results with some errors distributed in
random fashion.

There are a number of areas left aside. PIE-C did not
treat at all the effects of abandonment of rail passenger
service. Most of the candidates for abandonment pro-
vide no passenger service and for them to do so 'would
be grossly inefficient in both economic and environ-
mental terms and probably would involve considerable
distributive inequities. No attempt was made to estimate
the effects on the local tax base or on state or federal
budgets through unemployment compensation or assist-
ance programs.

The logic underlying this omission is that increases in
unemployment along abandoned lines will be largely
offset, and possibly more than offset, by increases in em-
ployment elsewhere, unless there are changes in macro

policies. If there were such changes in macro policy, it
is to them, not to abandonment, that such indiret im-
pacts should be attributed. The estimated capitalized
decline in the nonlabor income provides an implicit esti-
mate of declines in local tax bases.

The study, like any empirical effort, is confined to
the data available for analysis. One consequence of
using 1972 data (the date of most of the basic informa-
tion) is that no account can be taken of the effects of
recent changes in rail traffic. However, basic local
inputs are the employment and payroll data provided
in the CJounty Busiiess Patterns tapes. Hence, only to
the extent that the economic activities in the affected
counties have expanded beyond the 1972 level is there a
significant understatement of results in most cases.
PIE-C made no specific correction for this; there is an
implicit correction in the outputs where a multiplier has
been applied. PIE-C used a multiplier of 1.9, whereas
1.3-1.5 would probably be a more accurate factor.

Owners of real estate in the affected communities,
and their creditors, stand to. bear a disproportionate
share of the burden of abandonment, because land is a
totally immobile factor of production. The output,
"capitalized change in nonlabor income," provides an
estimate of the reduction in property values. As an es-
timate of changes in real estate values, it tends to be
biased upward by virtue of the fact that it includes in-
come on capital goods in addition to real estate; it may
also understate such reduction in value, for the rea-
sons stated above, we make no estimate of the reduc-
tion in real estate values associated with foreclosed
future development.

Some industries are left aside because, by the na-
ture of the economic activity involved, they do not
make significant direct use of rail transportation and,
hence, would not be directly affected by rail abandon-
mentL

The industries excluded for this reason are:

* Fisheries (SIC 09)
* Transportation and other public utilities (SIC 41-

49) except electric and gas utilities (SIC 491, 492,
493)

* Service industries except wholesale and retail trade
" Financial services (SIC 6 ... )
* Personal business, repair and hotel services as well

as motion pictures and amusement (SIC7-...)
a Medical and legal services (SIC 8...)

In addition, ordinance was omitted because PIE-C
found it impossible to perform the necessary crosswalk,
between the 1972 and 1967 SIC codes.

There are a number of additional omissions and as-
sumptions. In computing the costs of alternative trans-
portation for the induStries in each county, PIFC used
common-carrier truck as the only alternative whose
costs shoi;ld be estimated at all. This leaves out the pos-



sibilities of private carriage which would be available
to some larger shippers. It also leaves out a great array
of truck alternatives that would be possible in the event
that truck regulation should be rationalized in the near
future.

Perhaps the most important omission is, however, the
use of trailer-on-flat-car (TOFC) and container-on-
flat-car (COFO). Even for small shippers (or con-
signees), whose traffic moves over long distances, this
is a potentially less costly method of shipment than
pure truck transportation. In light of the fact that it
is the estimated increase in transportation costs that
both drives the model in predicting impact and sets an
upper bound on the loss of real income of local residents,
this is potentially a major source of bias in the results.
Such service was left aside because there was no direct
way of estimating the cost difference that would result
if there were a large shift to these alternatives.

The method ofcomputing the ratio of costs of trans-
portation by motor carrier to rail leaves much to be
desired, and apparently introduces downward bias in
our results. The only data PIE-C was able to find that

.were adequately disaggregated by commodity or indus-
try was rail and motor carrier revenue per ton. Since rail
hauls are, on the average, longer than are motor com-
mon-carrier hauls, the ratio of motor carrier to rail
revenues per ton understates the expected increase in
transportation costs per unit of output. The imlact of
this downward bias is reduced by virtue of the fact
that, with one exception, we used a ratio of 1.2 as the
minimum relative increase in costs associated with
abandonment; this value is based on comparisons of
ton-mile costs. The exception is livestock production,
where we obtained an apparently reliable estimate of
1.08.

A major assumption, made necessary by the form of
the available data, is that if a county loses any rail
service all plants in the county, whether they actually
use rail or not, suffer an increase in transportation cost
and consequent reductions in output and factor earnings.

The calculation proceeds in effect in two steps. Each
industry in a county is treated initially as if all plants
in it used the national average rail service for. inbound
and outbound movements. Then the results of these cal-
culations are reduced by a factor (obtained by zone
from the DOT report) that reflects the percent of rail
traffic in the zone currently handled by the potentially
excess lines. This appears to lead to an overstatement
of impacts that is relatively most important where
expected impacts are least.

Our treatment of agricultural production (SIC 01'
and 02) also tends to produce some overestimation of
the impact of rail abandonment on local income. PIE-C
estimates the change in the outbound transportation cost
for crops and livestock on the basis of commodities, not
industries. Consequently, changes in income attributed

to agricultural production may double count changes
in income attributed to agricultural service establish-
ments and food processors. This is particularly impor-
tant in several counties in Maryland where the calcu-
lated impacts are very large.

Finally, the change in value added generated locally
and, hence, in the incomes paid to labor, capital and the
income of local suppliers of materials tends to overstate
the decline in real income of residents in the county for
the reasons developed above.

In light of the assumptions and data. characteristics
described in this section, there is good a pritwi reason to
believe that the results constitute large overstatements
of loss or value added, employment, factor income of
local suppliers and, hence, in the capitalized value of
nonlabor income. Even the estimate of loss in real
income is probably an overestimate.

Results

In this section, PIE-C presents and discusses the
form of the outputs of the computer models, the quanti-
tative results of applying the aggregate model, the re-
sults of the field survey and a comparison of the
calculations based on the field survey data with the
computations based on the national-level data, the con-
clusions as to the effect of abandonment on energy con-
sumption and the environment.

Outputs of the Aggregate Model

Table 1 reproduces the printout for a single county,
for purposes- of illustration. The entire printout has
been made available to UTSRA and is on file at the Pub-
lic Interest Economics Center.

The various portions of the printout have the mean-
ings described below. Working across the first, row of
information is the county name, the "code" which is the
county identifier, "PI-E" which is a program identifier,
the calculated duration of unemployment in the county
in weeks, a "factor?' which represents the fraction of
carloads handled by the potentially excess lines to total
carloads in the zone in which the county is located, and
the anualized mean wage rate based on CBP data.

TABin I.-Typical county printout

Name Code P-E Un-Dnr Factor Waorato

Belknap ------------ 12000 0 0.9 0.4S0 0174.03

Industry: Direct Impact Employment Payroll Value added Nonlabor
income

Initial ---------------- 3,493.32 2,2290.70 4,5477.84 2,3181,27
Change ----------------- 35. 27 -259.40 --410.72 -151.20
Percent change .......... -1.01 -1.10 --0.M90 -0 05

Unemployment transition cost -------------------------------------------- 2-. O
Local purchases ----------------------------------------------------------- a so
CQpltalized change In nonlahor Income ................................... -- 1,0.49



Multiplier. estimate:
Value added ......
Total income ----

Agriculture:
Income change.-...
Multiplier estimate

County impact:

E-rpioymnent ro)--------------------- ---- ---
Income (7@ -------------- ----------........................ . . .

Change in transportation cost t................. -- -...........
(Percent income) c ome------------------------------------------ ...........

The second block of rows .hows initial values, ab-
solute, and percentage'change in employment, payroll,
value added and nonlabor income in the nongricul-
tural firms presumed to be affected by rail abandon-
ment. In eadh case, the aggregate employment, payroll
and so f6rth of each of the industries covered is re-
duced by the "factor" to reflect the general importance
of the potentially excess lines to total rail service in
each County. All dollar figures are in thousands.

Unemployment transition cost is equal to the absolute
change inemployment times the duration of unemploy-
ment times 'the weekly wage rate. 'Loal purchase"
is the predicted absolute change in local purchases,
which for food processing industries is equal to 0.9 times
the difference between sales and value added and which
-for other industries is zero. The capitalized change-in
nonlabor income is the absolute change in that value cap-
italized at a rate of 12 percent. A multiplier of 1.9 was
used to expand the absolute changes in industrial value
added and income generated. "Total income" is equal
to the absolute change in value added plus that in lo-
cal purchases multiplied by 1.9.

There is no way 6f predicting the change - agri-
cultural employment resulting from an increase in
transportation cost; consequently, PIE-C shows only the
change in agricultural income, the direct change and
that change expanded by the multiplier.

The county impact ratios are the, most significant
outputs. They show three key results normalized to re-
flect the size of the local economies in each county.
The county impact on employment is the absolute change
in employment in industry divided by total em-
ployment in the county. The county impact on
incomes is the sum of the absolute change in
industrial and in agricultural income, each expanded
by the multiplier, and.the sum divided by total per-
sonal incoine. "Total personal income" is county in-
come, except where the county is part of a Standard
Metropolitan Statistical Area (SMSA), there the
SMSA income is used as the denominator. This was
necessary because in those instances no\income totals
by county were available. To the extent that it is the
SMSA. rather than the county that is the relevant labor
market, the distortions introduced in this way are prob-
ably not- substantial. Finally, the change in transporta-
tion cost in absolute terms and as a fraction of total
personal income are shown. Because the increase in

---------- ----- ------- - ---------- --------- -
--------------------- --------------------- ------

--- -------------------------------------------------
-----------------------------------------------------
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transportation cost is an overstatement of the losses in
real incomes of the community defined as the residents
of the county, this is an important ratio.

From the PCTC tape it was possible to compute for
each of the counties served only by POTC the cost of
rail transportation'for traffic originating and termi-
nating on lines considered in the DOT report to be
potentially excess, and also the total costs of origi-
nated and terminated traffic. These values were nor-
malized by dividing BRy county personal income and
payrolls as obtained from the CBP data. This provides
only a very crude indicator of the importance of PCTO
service to the affected counties.

Results of the Aggregate Computations

The -most impressive fact about the results of the
calculations is that, relative, to the economies of the
affected.,counties, the impacts of the abandonment of
rail service are extremely small. Some of the predicted
changes are substantial in absolute terms, ranging oc-
casionally into hundreds, of workers who might be
displaced, and up to tens of millions of dollars of in-
come potentially lost. However, not only are these esti-
mates biased upward for the reasons explained above,
but also, absolute numbers are not very good indicators,
for public policy purposes, of the significance of aban-
donments. Further, the size of the impacts is correlated
with the size of the county economies. Consequently,
when the clanges are normalized to reflect the amount
of economic activity in each county, the vast majority
of the impacts is found to be small.

Tables 2, 3 and 4 show the frequency distributions
by state, and for all states, of the percent changes in
county employment and money income generated and
real-income of residents (as reflected in changes in
transportation cost) as a percent of personal incomes.
Tables 5 and 6 show the frequency distributions of

T"iLE 2.-Percenlage change in industrial employment: Frequency

distribution of'counties

ST 1 0-0.15 >.150-. >.5-075 >.75-1.0 >1-1.5 >1.5-2 >2

ME----- 2 1 ....... 1-------------------
NH.- 8 3 2 1 ........ .- 2 ........
VT.... 11 6 5 .--------------------.. ..-........
MA.._ 14 8 4 2
nI_ 2 1 1 ------------ -----..............-
CT. 7 4 3............
NYI' "52 2 18 5
NJ... 20 s 2
PA_.. 43 7 13 1 1
OH_ s0 51 2t 4 1
IN, 1_ 75 80 1s 1 3 2 . I
IL.... 49 40 3 ....-
MI_.. 55 32 16 4 1 2
DE.._ 3 2 1 ...............- ...
MD___ 17 9 -.......- 1 1 2 3
YV .... 13 13 ...... ... .

.... 451 2M 110 20 7 8 3 4

I County data wn1= nomp! co in I county In Nv York and 1 county In Indiana-

Notm: Tho state of Virlnia 1s WI out of this tabb becamn of the dispersed natur
of the few pemtratis of that state by potentially exc= lines.
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absolute changes in industrial employment and in total
income, expanded by the multiplier of 1.9.

Tables 2, 3 and 4 show that in the vast majority of
the counties none of the impacts exceeded 0.5 percent of
employment or income. In only t2 counties do any
changes exceed 2 percent. In only 15 does the expected
decrease in local employment exceed 1 percent of the
labor force. In 91 counties the decrease in income gen-
erated exceeds 1 percent of personal income in the
county or its associated metropolitan area; in only 15
counties is the reduction in real income of residents
computed to exceed 1 percent of such personal income.

Examination of Tables 5 and 6 shows that, even in ab-
solute terms, most of the impacts at the county level
are small. In 77 percent of the cases the predicted dis-

TABLE 3.-Percentage change in income generated: Frequency
distribution of counties

ST 0-0.15 >.15-0.5 >.5-0.75 >.75-1.0 >1-1.5 >LS-2 >2

ME.. 2 .1.----------- - -------.--------- .
NH.... 8- 1 3 1 ------------------- 1 2
VT__. ..... 11 3 1..............
M A . . . . 1 4 9 ----------- 1 2 . . . . . . . . . ' 1 1
RL .... 2 1 1 ---------.---------------------------------
CT.... 7 3 3 --------- --------- ------ ------
NY .... 63 23 8 0 2 7 5 2
NI ----- 20 16 2 2 ------------------ ---------- --- 
PA. ... 43 18 8 8 3 3 1 2
OH .... 80 35 15 9 8 7 4 2

IN --- *75 30 16 8 3 6 3 9
IL-..-- 49 7 9 10 6 12 2 3
bf .- 55 22 15 a 4 4 1 3
DE... 3 1 ----------------------- -- --- 2 .................
MD.. I 1 0 5 2 1 ------------------------- 8
WV .... 13 11 2 --- ---------------------------- ----
X .... 451 182 g0 54 34 40 .19 32

I County data was incomplete In I county in Maryland, and I county In Indiana.

NoTE: The state of Virginia Is left out of this table because of the dispersed nature of
the few penetrations of that state by potentially excess lines.

TABLE 4.-Ratio of reduction in real income to total personal

income (in percent): Frequency distribution of counties

ST 5 0-0.15 >.15-0.5 >.5-0.75 >.75-1.0 >1-1.5 >1.5-2 >2

IE_.... 2 1 1 ..................................................
NH..... 8 5 1 1 1 .......................
VT_.... 11 7 4 .................. - -................ -...........

MfA ---- 14 10 4 -----------.---------....--------..--..............
R I ----- 2 2 ----------- .. ... -- - -- -:........................................

CT.... 7 7 -.............................................................
NY .... 53 37 16 ..................................
N I ..... 20 19 1 -----------..----------..--------.................
PA.... 43 33 9 ------------ 1 .....................
OH .... 80 54 24 1 1 ------------------ 1
IN ..... 70 48 16 8 ----------- -4-----------
IL -.... 49 13 22 10 4 .........................
MI ----- 65 33 15 --------------------- -2
DE .... 3 2 1 ---------.---------------------------------
MD I... 16 8 0 0 0 4 1 3
W V _.... 13 13 7.. .. . . .. . .. . . .. . .. . . .. . . ................

. 452 297 114 20 7 10 1

1 County data was Incomplete in I county In Maryland.

NOTE: The state of Virginia is left out of this table because of the dispersed nature
of the few penetrations of that state by potentially excess lines.

TABLE 5.-Absolute change in employment: Frequency distribution
of counties

ST -1 0-1 >1-20 >20-50 >50-100 >100-200 >200-300 >300

ME----- 2...... l........ ,........ .., .......... 2....o.... ......
NH --------- 8 .............. 3 1 3 .......... 1
VT ---------- 11 1 4 4 2 ...........................
M. --------- 14 2 1 .......... 1 4 1 5
I---------- .2 1----- --.. ---....-........-.........-..-...... 1
CT --------- 7 ...... 1 2 1 ..................... a
NY --------- 53 1 13 13 0 9 0 6
N ---------- 20 1 6 3 2 0 1 1
PA --------- 43 2 10 11 7 6 0 1
O11 --------- 8) 3 39 13 13 0 1 5
IN ---------- 76 17 31 10 8 51 1 4
IL ---------- 49 17 24 a 2 3 .................
•M1 ---------- 65 7 19 10 7 5 6 2
DE --------- 3 ------ ------- ---------- 3 ..... ................
MD --------- 17 ------ 4 4 3 2 1 a
WV --------- 13 3 8 2 ......... ....................

. .--------- 453 54 161 78 50 01 22 31

NoTE: The state of Virginia is left out of this table because of the dispersed nature
of the few penetrations of that state by potentially excess lines.

TABLE 6.-Absolute change in. generatea income ($000)

frequency distribution of counties

ST # 0-100 >100-500 >500-1,000 >IE-3K >0-I >09-10X >101C

ME -------------------------- 1...............
NH ---- 8 ----------------- 3 2 2 1 .......

VT- 11 1 3 2 5 ..........-... .............

MA ----- 14 2 1 ------------ 1 4 .......... 0
11 ---- 2 ..... 1 ..........................................
CT..... 7 ------ 1 1 2 ....................
NY-.... 53 3 8 0 20 5 4
NI ---- 20 2 3 2 5 0 1
PA - 43 3 8 3 14 .8 7.
0H ....- to - 6 26 13 16 11 1
IN -- 70 10 24 10 12 7 2 5
M ---- 49 3 20 11 t .......... 2 2

M ...- 55 7 10 6 13 7 1 0
-E 3--- -3 ---------------............ 1 2 ..... ......

M .... 17 1 3...- ....... 6 3 2 2
WVy.-.. 13 5 6 1 1 ...........................

;: ----- 453 43 120 63 110 s0 21 40

NoTE-'The state of Virginia Is left out of this table because of the dispertd nature
of the few penetrations of that state by potentially excess lin.

placement of workers fell below 100 and only in 12
percent of the counties did it exceed 200. The distribu-
tion of maximum income effects is similarly skewed to
the lower end of the scale.

Significance of Results of the Field Survey

PIE-C undertook field surveys in western Pennsyl-
vania and in the Delmarva Peninsula. The purposes of
the field studies were to determine whether it would be
practical for USRA. to gather data locally for refine-
meit of the application of the aggregate model by
exploiting data accunulated locally, to develop a for-
mat for doing so, to test and calibrate very roughly

/



the results of applying the national data to local situa-
- tions, to prepare local case studies, and to identify any

peculiarities of rail abandonment in areas where coal
W is beir gproduced.

The field surreys were successful in accomplishing all
but the last of these purposes. So far as PIE-C could
ascertain, the counties surveyed in western Pennsylvania
include no potentially excess lines serving any coal oper-
ators. This, of course, suggests that lines serving sub-

- stantial coal producers are not likely to be considered
potentially excess.

PIE-C did develop a questionnaire that has been
tested in -the field and found to be suitable for dis-
tribution to local authorities. By the same token, PIE-C
concluded that gathering such data is practical and is
potentially useful to USRA. Finally, the data collected
in four of the counties surveyed cast some light on the
utility of the model when calculated with national ver-
sus local data. -

In general, the results for the local data look very
much like those obtained with national information. In
all four cases, the use of the national-level data yielded
estimates of change in industrial employment, payroll
snd value added that were generally substantially great-
er than those derived from the local data. More impor-
tant, the impact of abandonment was assessed to be
very small in these counties by both procedures; the
discrepancies were only in the range of smalls. Although
a sample of four counties is too small to provide much
confidence for drawing major conclusions, the analysis

- offers the attractive possibility that where the impact
of abandonment is likely to be more important, the na-
tional model estimates imIpact more accurately than it
does where the impact is expected to be less significant.
In oneinstance, local data permitted an estimate of local
input purchases of some importance that were not cap-
tured by the national-level data.

In general the differences in results can be explained
by two factors: 1) differences in industrial mix; 2) vari-
ations in production process characteristics. In the
aggregate model, as explained above, it is assumed that
the impact of abandonment is spread proportionally
over all firms in the county.

The local data were, however, collected only from
firms believed to be actually using the lines proposed
for abandonment, which in all counties showid a dif-
ferent overall composition from county industry as a
whole. In those counties where the firms on the lines to
be abandoned represented a larger share of the county
total, the impact of this factor declined significantly.
The aggregate model, of course, was based on natioftal
-production characteristics. The "local" model, on the
other hand, incorporated important elements of the in-
dividual firm's production characteristics.
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In general, then, a comparison of the results using the

local and national data lends confidence to the estimates
generatedby the aggregate model.

Energy and Environment

One of the purposes of the study is to determine the
potential effects of abandonment on the consumption of
energy and on the environment. Because thereis no way
to do anything useful with regard to the impact of dif-
ferences in rail and truck on water pollution or noise
pollution, the question reduces to how the substitution
of motor carrier for rail service would affect air pol-
lution. Because diesel locomotives and diesel tractors
burn essentially the same kind of fuel and produce com-
parable kinds of emissions, the environmental effects
can be expected to be closely related to the differences
in energy consumption.

Table 7 shows estimated fuel consumption of motor
carrier versus rail carrier under standardized condi-
tions. For small movements, up to 220 tons (approxi]-
mately 5 carloads), over short hauls, fuel consumption
by rail is greater than fuel consumption by heavy trucks.
For- distances somewhat in excess of 10 miles and for
single train movements in excess of about 116 tons (ap-
proximately 4 carloads), rail service requires less fuel
than the substitute trucks would. In light of the low
density of traffic on the potentially excess lines, most of
the lines apparently would be served by rail in a way
that would consume somewhat more energy than would
motor carrier substitutes. Only in cases where distance
exceeds 15 miles and where more than 4 carloads are
moved at a time does rail service involve a. saving .in
excess of 15 percent comparedto trucks.

TAnLE 7.-Estimated totaL fuel consumed by rail and motor carriers

Net Number of One-Vwa trip distance mincludesg npt  Mode e ai n return trp) (galons)

tons 5 10 15 20

44 RR ........ 1 13.3 21.7 30.1 33.5
MO .......... 2 4.9 9.1 13.4 17.7

E3 RR ........... 2 18.9 27.9 37.0 45.9
MC ......... 4 9.7 182 2.8 33.3

132 RR ........... 3 2L5 34.2 43.9 53.5
MC ........... 6 14. 27.4 40.2 53.o

176 RR ............. 4 30.I 404 50.7 6-0
MC ............- S 19.5 s.5 53.6 70.6

220 RR .......... 5 316 46-.7 57.6 C&S
MC .............. 10 24.3 43.6 67.0 . 3.2

Source: U.S. Department of Transporatfon, ne Eno nmeaII madt Sta.tnaa
on "T~t 2"n'onsptrkitfon krrcremerf Act fIJ07S " 1974, p. q5.

To the extent that trucks employed in rural service are
more likely to obtain a backhaul than are the rail car-
riers, the energy advantage of the railroad is reduced
further; where it exists at all. The indirect energ effects



of substituting trucks for rail on excess lines appear to
be trivial.

Given the fact that rail abandonments will in many
instances conserve energy, and apparently increase its
use substantially only in relatively few cases, there is no
basis for concluding that abandonment of lightly used
rail lines will significantly increase air pollution. In
some oases it can be expected to reduce it.

The essential finding of oitr analysis of energy and
environmental impacts is that they can be predicted
line-by-line only after an extensive local data gather-
ing effort and that there is good reason to believe that
those effects would be small and, hence, that devoting
research resources to trying to quantify them accurately
probably would be wasteful.
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MAP KEY FOR APPENDIX K -

The following symbols are used on the individual maps accompany-
ing the following line analyses:

The line segment under discission

Other lines of the same railroad

.... Lines of other potential ConRail railroads

•*too Solvent railroads

* End-point of line segment under discussion

0 Other towns or junction points
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APPENDIX K
Line by Line Analysis and
Recommendations

CANADA

Within Canada

PC

USRA Terminals
line number

Comber to Leamington
Essex to Amherstburg

International

Welland, Ont. to Black Reak N.Y.

LEAMINGTON BRANCH

USRA Line No. 715

I Penn Central

PC-to Windsor PC to St. ThomasCMC toidand Buffalo.... COMBER

15.6 miles--4 LEAMINGTON
,-...BRAN CH, PC

C&O to Windsor C&O to
: ...- St Thomas

I.I4SO o
LEAMINGTON

The Leamington Branch, formerly part of the New
York Central. RE, extends from Comber (Milepost
0.0) to Leamington, Ont. (Milepost 15.6), a distance
of 15.6 iniles, in Ontario Province, Canada. At Comber,
this line connects with the PC Buffalo-to-Chicago Line
via Canada. A connection is made with the Chesapeake &
Ohio Buffalo-Windsor Line at Leamington. This line
was not shown in the U.S. DOT Report.

Traffic and Operating Information
Stations (with theIr 1073 carloads) served by this line:

Staples 104
A1fl . -- A~ J .U

Leamlngtoa 3,104

Total carloads generated by the line----- 3,303
Average carloads per weee -.. - 63.6
Average carloads per mile--- 212.1
Average carloads per tran .13.2
1973 operating Information:

Number of round trips per year-.... . .250
Estimated time per round trip (hours) 3-5
Locomotive horsepower-.... 1,500
Train crew sze...... 5

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
-vided at the hearings conducted by the Rail Services

Iola
w

3,104



Planning Office as reflected in 'their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received 'by PC -------------------- $481, 344
Average revenue per carload $146

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 224,539
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 21, 663
Cost Incurred beyond the branch line .... 300,488

Total variable (avoidable) cost ---------------- 546, 690

Net contribution (loss) : Total ------------------- (65,346)
Average per carload ---------------------- 20)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1,500 crossties (an average of
96 crossties per mile).

Preliminary Recommendation

It is not recommended that the Leamington Branch
be included in the ConRail System. Continued opera-
tion of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $65,346 or $20 per carload. Recovery of costs
would require approximately a 25 percent increase in
traffic or a 14 percent rate increase over the 1973 levels.
Costs may also be lowered by reducing frequency, al-
though this alone will not make the line viable.

AMHERSTBURG BRANCH

USRA Line No. 716

Penn Central

C&O to Windsor

Essex Terminal
Ry to Windsor

AMHERSTBURG

PC to Windsor

\. ESSEX~ /PC to St.E /Thomas and
.& ossing Buffalo

. AMHERSTBURG
BRANCH, PC

The Amherstburg Branch, formerly part of the New
York Central RR, extends from McGregor (Milepost
7.9) to Amherstburg, Ont. (MNilepost 16.9), a distance of
16.9 miles, in Ontario Province, Canada. The PC line is
out of service from Essex to McGregor (PC runs over
a Chessie line, to serve this segment). Connections are
with the Chesapeake and Ohio Buffalo-Windsor at
C&O Crossing (a point just east of McGregor). The
Essex Terminal Ry. crosses this line at Quarries. This
line was not shown in the U.S. DOT Report.

Traffic and Operating Information
Stations (with tleir 1973 carloads) served by this line:

Amherstburg ------------------------------- --- I, 250
McGregor ------------------------ ---------------- 609

Total carloads generated by the line ------------ 1,325
Average carloads per week ---------------------------- 25.5
Average carloads per mile ------------------------ 147. 2
Average carloads per train --------------------------- 18.3
1973 operating information:

Number of round trips per year ------------------- 100
Estimated time per round trip (hours) ------------- 10.0
Locomotive horsepower ............................. 1,500
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC -------------------------- $ 595, 844
Average -revenue per carload ------------ $450

Variable (avoidable) cost of coninued
service:

Cost incurred on the branch line ------- 145, 972
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 28, 519
Cost incurred beyond the branch line 1_ 273, 052

Total variable (avoidable) cosL.------------ 448,143

Net contribution (loss): total -------------------- 147,701
Average per carload -------------------- 111

1 Excludes the cost of the trackage rights over the Chessle to get to
this line.

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 4,499 crossties (an average
of 500 crossties per mile).

Continued service to this line will be provided by Con-
Rail or by Chessie.
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Recommendation

It is recommended that the Amherstburg Branch be
included in the ConRbil System.

PORTION OF FORT ERIE BRANCH

- USRA Line No. 101a

Penn Central

PC to Montrose and Hiagzra Falls PC to Niagara Falls

CH toWelland %1. _1
C . d . PC to Wellad FORTEIEBRANCI PC j EL to Bison ya dhrd Windsor \ and Detroit " -W'd ad.ni / lj- ....... .

Fort Eie ----- d....... PC to Fro.nder Yar

WELLAND (CP ...... BLACK ROCK
BROOKFIELD) ................. "...

.. . . ..s PC to Boffnlo
CH t Canfiid

This portion of the Fort Erie Branch, formerly part
of the New York Central RR, extends from Black
Rock, N.Y. (Milepost 7.0) to Welland, Ont. (Mlile-
post 13.7), a distance of 14,.6 miles, in Erie County, N.Y.,
and the Province of Ontario. Continuations of this
line extend from Black Rock eastward via Penn Cen-
tral to Buffalo and Albany, and northward to Sus-
pension Bridge and Niagara Falls. At Welland con-
tinuations extend westward via Penn Central to
Detroit, northward via TH&B to Hamilton, and via
Canadian National to St. Catharines, and connection
is made with the PC line from Niagara Falls. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 49).

Traffic and Operating Information

Stations (with their 1973 earloads) served by this line:
-Fort Erie .........---------------------------- 100

Total carloads generated by the line ----------- 100
Average carloads per week --------------------------. L9
Average carloads per mile ... ----------------------- 7.3
Average carloads per train ----------------------- .-- 1. 4
1973 operating information:

Number of round trips per year ----------------- -- 70
Estimated time per round trip (hours) -------------- 4
Locomotive horsepower --------------------- --- 1, 500
Train crew, size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retetlion Decision

Revenue received by PC- 33, 492
Average revenue per carload- ....... $478

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line----___ 109,015
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost Incurred beyond the branch line--.... 10, 978

Total variable (avoidable) cost -...... 119,993.

Net contribution (loss) : totaL... -- (86, 501)
Average per carload- -- (865)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which hasra
maximum safe operating speed of 10 m.p-h.).

This segment is currently used as part of the route
for the Buffalo-Hamilton-Toronto passenger service.
An alternate route is available via Suspension Bridge.
Amtrak's Buffalo-Detroit service via Black Rock is
scheduled to shift to the Suspension Bridge route so
that a stop can be made at Niagara Falls, N.Y.

Preliminary Recommendation

It is not recommended that this portion of the Fort
Erie Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $86,501 or $8865 per carload. Recov-
ery of costs would require approximately an 80-percent
rate increase over the 1973 levels.
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CONNECTICUT

Intrasiate

USRA Terminals
line number

Willimantic to Terminus
Hartford to Wethersfield
Wethersfield to Rocky Hill
North Cromwell to Middletown
Hartford to Griffins
Center Street Branch near Meriden
Waterbury to Bristol
Simsbury to Farmington
New Milford to Canaan
Norwalk to Bethel
Glenbrook to New Canaan
Plainfield to Willimantic
New Haven to Plainville
Plainville to Farmington
Plainfield to Putnam
East Hartford to East Windsor

Interstate

Connecticut to Rhode Island

Groton, Connecticut to Hills Grove, R.I.

Connecticut to Massachusetts

Webster, Mass. to Southbridge, Mass.
Hazardvillej Conn. to East Longmeadow, Mass.
Simsbury, Conn. to Westfield, Mass.
Canaan, Conn. to South Lee, Mass.
Auburn, Mass. to Putnam, Conn.

PORTION OF PLAINFIELD SECONDARY TRACK

USRA Line No. 41

Penn Central

PORTION OF PLAINFIELD
END OF TRACK SECONDARY TRACK, PC

~WILLIMANTIC

\_PC to Plainfield
Central

Vermont Ry

This portion of the Plainfield Secondary Track, for-
merly part of the New Haven RR, extends from Willi-

41
46
47
49
50
52
53/53b
55
60
61
62
674
675
675a
678
685

mantie, Cann. (Milepost 23.3), to Eqzd of TracAk near
illimantic (Milepost 24.1), a distance of 0.6 mile, in

Windham County, Connecticut. The continuation of
this line, also under study in this Report, extends east-
ward from Willimantic to -Plainfield. This line also
connects with the Central Vermont Ry at Willimantic.
This line was described as potentially excess in the U.S.
DOT Report (see Zone 29).

Traffic and Operating Information

Stations (with their 1973 carloads) served
by this line:

Willimantic - --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 134

Total carloads generated by the line -------------- 134
Average carloads per week -------------------------- 2 0
Average carloads per mile --------------------------- 167. 5
Average carloads per train --------------------------- 2. 0
1973 operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) --------------- 1.0
Locomotive horsepower ---------------------------- 1,800
Train crew size ----------------------------------- 4
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as 'reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that the line generated 570 cars in 1973. One shipper
stated that the loss of rail service would force a fifty
percent cut in payroll.

Information for Line Retention Decision

Revenue received by PC ------------------------- $20, 166
Average revenue per carload --------------- 150

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ---------- 13, 38
Cost of upgrading branch line to FRA class

I (1/10 of total upgrading cost) -------- 081
Cost incurred beyond the branch line -- 2, 206

Total variable (avoidable) cost ------------- 42, 525

Net contribution (loss) total ------------ ..... (22,359),
Average per carload --------------------- (17)

Thig line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a

40
44
54
59
678a
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maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 185 crosst.ies .(an average of
231 crossties per mile). -

Preliminary Recommendation

It is wt recommended that this portion of the Plain-
field Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
.rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $22,359 or $167
-per carload. Recovery of costs would require both
an increase in traffic and a rate increase over the 1973
levels.

PORTION OF WETHERSFIELD SECONDARY TRACK

USRA Line No. 46

Penn Central

Willimantic Secondary
I-Track. PC

HARTFORD j... . PORTION OF WETHERSFIELD

New Britain Secondary--. iSECONDARY TRACK. PC
Track, PC j- I '%IWETHERSFIELD

Harford Line. PC \4-PC to Rocky Hiir

I

This portion of the Wethersfield Secondary Track,
formerly part of the New Haven RR, extends from
Hartford ([Milepost 0.0), to Wetheraftld, Caonn. (Mile-
post 7.0), a distance of 7.0 mies, in Hartford County,
Connecticut. This line extends southward from
Wethersfield and is also under study in this Report.
The line connects at Hartford with the Hartford Line,
and the New Britain and Willimantic Secondary
Tracks, all PC. This line was described as potentially
excess in the U.S. DOT Report (see Zone 32).

Traffic and Operating* Information
Stations (with their 1973 carloads) served by this line:

Wethersfield --------------- 240

Total carloads generated by the line ......--------- 240
Average carloads per week--..----------------------- 4.6
Average carloads per mile ..----------- ----- 34. 3
Average carloads per train -------------.. . .------------ 4.6
1973 operating information:

Number-of round trips per year --------------------- 52
Estimated time per round trip (hours) ..- ------------ 3
Locomotive horsepower ---------------- --- 1,600
Train crew size -----------.------- - 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning" Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report"l indicated that
Puritan. Furniture shipped 120 carloads in 1973 and
expected to ship 185 to 1,260 carloads in the future.
Associated.Grocers indicated some interest in construct-
ing anew warehouse on the line.

Information. for Line Retention Decision-

Revenue received by PC M......... M0,
Average revenue per carload_ .....-- $209

Variable (avoidable) cost of continued-service:
Cost Incurred on the branch line.. .... 60,988
Cost of upgrading branch line to FRA class
I (1/10 of total uigrilug cost) 5,111

Cost Incurred lwyodl the branch line__- 39, 667

Total variable (avoidable) cost. ° .... 105, 76

Net contribution (loss) : total....... (55, 630)
Average per carload ............ (232)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include
the replacement of a total of 692 crossties (an average of
99 crossties per mile).

Preliminary Recommendation

Although the preliminary recommendation is that this
portion of the Wethersfield Secondary Track not be in-
cluded- in the ConRail System, the possibility of im-
mediately increasing revenue must be explored before
a final recommendation can be made. Without immedi-
ately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
to $55,630 or $232 per carload. Recovery of costs would
require approximately a five-fold increase in traffic or a
110 percent rate increase over the 193 levels.

PORTION OF WETHERSFIELD SECONDARY

TRACK

USRA Line No. 47

Penn Central
I-To Springfield
I A

Hartr 
d

• )\ jPC to Hartford
To New Haven'/ WETHERSFIELD

PORTION OF WETHERSFIELD
X&-'SECONDARY TRACK, PC

Rocky Hill

\END OF TRACK
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This portion of the Wethersfield Secondary Track,
formerly part of the New Haven RR, extends from
WVetliersfield (Milepost 7.0) to the end of the track
near Rocky Hill, Conn. (Milepost 9.8), a distance of
2.8 miles, in Hartford County, Connecticut. The con-
tinuation of this line extends northward from Wethers-
field to Hartford. It is also under study in this Report.
This line was described as potentially excess in the U.S.
DOT Report (see Zone 32).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rocky Hill ------------------------------------- 67
South Wethersfleld ------------------------------- 5

Total carloads generated by the line -------------- 72
Average carloads per week --------------------------- 1.4
Average carloads per mile ------------------------ 25. 7
Average carloads per train ------------------------- 1.4
1973 operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) ---------------- 1

Train crew size ............. e...... -
.L, W

Information Provided by RSPO, Shippers, Government
Agencies

Information provided atthe hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated' that
abandonment of this line would greatly curtail the de-
velopment of the Rocky Hill industrial park, purchased
in 1973. A furniture company on the line expects to in-
crease rail usage. Interest was expressed in restoration
of passenger service on this line, with less reliance on'
highways. The Valley Railroad Company is interested
in purchasing or leasing this track to restorepassenger
service between Hartford and Middletown.

Information for Line Rtention Decision

Revenue received by PC ------------------------ $20, 896
Average revenue per carload ------------- $290

Variable (avoidable) cost of continued' sery-
ice:

Cost Incurred on the branch line -------- 27, 669
Cost of Upgrading Branch Line to FRA

Class I: (1/10 of total upgrading cost) -_ 7,222
Cost incurred beyond the branch line ---- 14, 63

Total variable (avoidable) cost -------------- 49,744

Net contribution (loss): total-----: -------------- (28, 848)
Average per carload ------------------- (401),

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
-minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on

available information, this upgrading would include the
replacement of a total of 815 crossties (an average of
291 crossties per mile).

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Wethersfield Secondary Track not
be included in the ConRail System, the possibility of
immediately increasing revenue must be explored before
a final recommendation can be made. Without immedi-
ately increasing revenue, continued operation of this
line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $28,848 or $401 per carload. Recovery of costs
would require approximately a 280 percent increase in
traffic or a 135 percent rate increase over the 1973 levels.

PORTION OF WETHERSFIELD SECONDARY
TRACK

USRA Line No. 49

Penn' Central

NORTH
CROMWELL1.9 miles. _ PORTION,. -ie 7 WETHERSFIELD

MIDDLETOWN SECONDARY TRACK, PC

\ PC to PortlandPC Middletown-- 4- \
Secondary Z Laurel Secondary
Track to New Haven Track, PC

This portion of the Wethersfield Secondary Track,
formerly part of the New Haven RR, extends from
North Cromwell (Milepost 13.7) to Middletown, Conn.
(Milepost 15.6), a distance of 1.9 miles, in Middlesex
County, Conn. This line connects at Middletown with
the Middletown Secondary Track, the Laurel Secondary
Track, and the line to Portland, Conn., all PC. This line
was described as potentially excess in the U. .DOT Re-
port (see Zones 31 and 32).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cromwell ----------------------------------------- 6

Total carloads generated by the lines ------------- 55
Average carloads per week --------------------------- 1.1
Average carloads per mile ---------------------------- 2D. 0
Average carloads per train --------------------------- 1.1
1973 operating Information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) --------------- 1.0
Locomotive horsepower ----------------------------- 3,200
Train crew size -------------- ---- ------------- 4
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation s Rail Service Report" indicated that
a shift of chlorine deliveries at Cromwell from rail to
truck might increase the hazard from lethal chlorine

Information for Line Retention Decision

Revenue received by PC ----------------------- 57, 33
Average revenue per carload -------------- $1 043

Variable (avoidable) cost of continued service:
Cost.incurred on the branch line ---------- IS, 573
Cost of upgrading branch line to FRA Class

I: (-Mo of total upgrading cost) ---------- 1,670
Cost incurred beyond the branch line - 25, 872

Total variable (avoidable) cosL ---------- --- 4,124

Net contribution (loss) , total ---- 1.-, 259
Average per carload_..___ 20

This line -would require upgrading to meet the re-
quirements. of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
mhaximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include
the replacement of a total of 292 crossties (an average of
154 crossties per mile).

Recommendation

It is-recommended that this portion of the Wethers-
field Secondary Track be included in the ConRail Sys-
tern.

GRIFFINS SECONDARY TRACK

USRA Line. No. 50.

Penn Central

F GRIFFINS SECONDARY TRACK. PC

GRIFFINS i!4-Hatrord Line -
147 ."to Springflield, -.

Bloomnfield P

S // Willimantic Secondary
6.7 miles I - Track. PC

- HARTFORD

// \-4- Wethersfield Secondary

New Britain ' \Track, PC
Secondary / /
Track, PC '- -PC to New Hayen

The Griffins Secondary Track extends Srom Hart-
ford (Milepost 2.0) to G'iffns, onn. (Milepost 8.7), a
distance of 6.7 mlnes, in Hartford County, Connecticut.
This line connects at Hartford with the Hartford Line
of the PC and with the Willimantic Secondary Track,
the New Britain Secondary Track and the Wethers-
field Secondary Track, all of them PC. The last-named
is also under study in this Report. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 32).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bloomfield 238
Griffins 78

Total carloads generated by the line- 316
Average carloads per week --- 6.1
Average carloads per mile .........- --------- 47.2
Average carloads per train I2.1
1D73 Operating Information:

Number of round trips per yer. .. 150
FRstimated time per round trip (hours) 5
Locomotive horsepower . . 1, 600
Train crew size---- 4

Information Provided by RSPO, Shippers- Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
926 cars originated or terminated on this line in 1973.
American Propane shipped 30 cars'from Griffins ac-
cording to the testimony. Shippers at Bloomfield stated
they shipped the following carloads in 1973: Bloom-
field Farmers Exchane , 153 cars; Emhart Corp., 15
cars; and Connecticut Printers, 468 cars. (This greatly
-exceeds identifiable shipments).

Information for Line Retention Decision

Revenue received by PO ..... _
Average revenue per carload _-- $288

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-.- 90,695
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) __ 14,691
Cost incurred beyond the branch line-- 64,329

$MO,93o

Total variable (avoidable) cost. 169,715

Net contribution (loss): total. (78,785)
Average per carload (249)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).
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Preliminary Recommendation

It is not recommended that the Griffins secondary
track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tintuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an'annual excess'financial
burden amounting to $78,785 or $249 per carload. Re-
covery of costs would require approximately a three-
fold increase in traffic or an 85 percent rate increase
over the 1973 levels. Costs may also be reduced by re-
ducing frequency, although this alone will not make
the line viable.

PORTION OF CENTER STREET BRANCH

(NEAR MERIDEN)

USRA Line No. 52

Penn Central

PORTION OF CENTER STREET
BRANCH NEAR MERIDEN, PC \

\ ! PC to Hartford

This portion of the Center Street Branch, formerly
part of the New Haven RR, extends 2.9 miles near Mferi-
den, Conn., in New Haven County, Conn. This line
connects with the Hartford line of the PC near Meri-
den. The PC applied to the ICC in September 1973 for
permission to abandon this portion of the line (Docket
AB-5 Sub. 200). No action has been taken on this ap-
plication. This line was not shown in the U.S. DOT
Report (seeZone 34).

Traffic and Operating Information

Stations (with their 197.3 carloads) served by this line:
Mferiden ' ------------------------- ------

Total carloads generated -by the line --------

Average carloads per week ------------------
Average carloads per mile...................
Average carloads per train ------------------
1973 operating information:

Number of round trips per year ...........
Estimated time per round trip (hours) --------
Locomotive horsepower .....

Train crew size .....................

'Includes only traffic on segment.

64

64

1.2
22.1

1.2

52
1.0

1, 600
4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided' at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by PC ------------------------- $27, 083

Average revenue per carload ----------------- $432

Variable (avoidable) cost of continued service:
Cost incurred on the branch line ----------- 24,195
Cost of .upgrading branch line to FRA Class

I: -(1/10 of total upgrading cost) --------- 2,825
Cost incurred beyond the branch line ------- 14,047

Total variable (avoidable) cost) ----------- 41,007.

Net contribution (loss) : total --------------- (13, 38-)
Average per carload ----------------------- (209)

This line would require upgrading to meet the re-
quirements of -the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 780 crossties (an average
of ?69 crossties per mile).

Prelimin6ry Recommendation

It is not recommended that this portion of the Center
Street Branch be included in the ConRail System. Con-
tinued operition of this line would require n rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $13,384 or $209 per carload. Re-
covery of costs would require approximately a 100 per
cent increase in traffic or a 50 per cent rate increase over
the 1973 levels.

PORTION OF THE TERRYVILLE SECONDARY

TRACK

USRA Line No. 53-53b

Penn Central
PORTION TERRYVILLE
SECONDARY 14-PC to Westfleld
TRACK, PC I

PC to Torrington-+ BRIST O 'Plainville

g PC to Now Britain
Highland Jbnction <n IWATERBR~fl /2.0miles

WATERBURY 14-PC to New Haven

1 t14-PC to Derby I
I
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This portion of the Terryville Secondary Track, for-

merly part of the -New Haven RR, extends from WVatcm-

hu?7 (MBlepost 0.0) to Bristol, Cmnz. (Milepost 12.0),

a distance of 12.0 -miles, in Hartford and Litchfield
Counties, Conn. A continuation of this line runs from

Bristol to Plainville and beyond. At Waterbury, the

line connects with- the Waterbury Branch of the PC.

It also connects at Highland Junction (Milepost 0.4),
with theTorrington Secondary Track of the PC. With

the exception of a small portion near Bristol, this line

was-described as potentially excess in the U.S. DOT

Report (see Zones 35 and 36).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Terryville ..--------------------------- ------

Bristol ----------------------

Total carloads generated by the line ------

Average carloads per week - - - ---

Average carloads per mile ----...---- -. .

Average carloads per train -------------------------
1973 operating information:
.'Number of round trips per year ------------
Estimate time per round triy (hours)
Locomotive horsepower------------ ---

Train crew size ----------------------------- ---

I Includes only shippers actually on this Segment.

144
402

546
10.5
45.5
10.5

52
& 0
M600

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
this line is the only feeder line providing direct access
b6tween two of the states largest population centers,
Waterbury and Hartford. Abandonment would prohibit
freight with dimensions too large for trucking from
entering or-leaving the city of Waterbury. At Plymouth,
there is a vacant $3 million plant with rail service, and
the Town of Plymouth has.spent $500,000 for recon-
struction of a road to service this plant. There are 10
businessts listed for this line; with General Motors
estimating 600 carloads fbr 1973 and the 'Hale Manu-
facturing Co. estimating 135 carloads for 1973 and
projecting 355 for future carloadings. Correspondence
from Milo Wilcox, Representative, Central Comnecticut
Regional Planning, states the New Departure Company
relocated in Bristol and invested in 8,000 ft. of railroad
spur for freight service.

Information for Line Retention Decision

Revenue received by PC- $185, 925
Average revenue per carload $341

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line - 120,030
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) -_ 9,594
Cost Incurred beyond the branch line.__ 126,861

Total variable (avoidable) cost--- - 256,485

Net contribution (loss) : total.-. --- (70, 560)
Average per carload ---- _ . (129)

This line would require upgrading to meet the re-
quire nents of the Federal Railroad Administration's
nininum safety standards (Class I track, which has a,
maximuni safe operating speed of 10 mph). Based on
available infornation, this upgrading would include
the replacement of a total of 2,580 crossties (an average
of 215 crossties per mile).

-A.vailable information indicates that traffic on this
line may increase by 40 percent. However, a 120 per-
cent increase in traffic would be required to cover the
costs.

Preliminary Recommendation

It is vot redommended that this portion of the Terry-
ville Secondary Track be included in the ConRail
System. Continued operation of this line would re4uire
a rail service continuation subsidy. Under 1973 traf-
fic, revenue and cost levels, this line generates an an-
nual excess financial burden amounting to $70,560 or
$129 per carload. Recovery of costs would require ap-
proximately a 120 percent increase in traffic or a 40
percent rate increase over the 1973 levels.

PORTION OF HOLYOKE SECONDARY TRACK

USRA Line No. 55

Penn Central

/4- PC to Westfield. Mass.

/SIMSBURY

e '+-PORTION, HOLYDKE
SECONDARY TRACK. PC

FARMINGTON

1 4-PC to P!ainville

This portion of the ]Eolyoke Secondary 'Track,
formerly part of the New Haven RR, extends from
Farmingtoi (Milepost 3.4) to Simsbury, Cann. (Mile-
post 14.7) i a distance of 113 m nle, in Hartford County,
Conn. Continuations of this line extend southward from.
Farmington and northward from Simsbiiry, both of
which are also under study in this report (USRA line
numbers 54 and 675 respectively). This line was de-
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scribed as potentially excess in the U.S. DOT Report
(see Zone 32).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Avon --------------.----------------------------- 202

Simsbury ---------------------------- 102

Total carloads generated by the line ----------- 304

Average carloads per week ---------------------------- 5. 9

Average carloads per mile ---------------------------- 26. 9
Average carloads per train --------------------------- 2.0

1973 operating information:
Number of round trips per year ------------------- 156

Estimated time per round trip (hours) -------------- 3

Locomotive horsepower ---------------------------- :1, 600

Train crew size .......--.-------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
industries on this line complained of car shortages and
the exiguous track maintenance. Some respondents
stated that they would be forced out of business by the
loss of rail service; others indicated that they would face
higher freight costs as a consequence of being forced
to use motor carrier service. Testimony also indicated
the existence of an industrial park at Avon and that a
similar facility is being planned for Simsbury although
no specific traffic levels or projections have been pro-
vided.

Information for Line Retention Decision

Revenue received by PC. -------------------------
Average revenue per carload --------------- $310

Variable (avoidable) cost of continued service:
Cost incurred on the branch line ---------- 112,255

Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 0

Cost incurred beyond the branch line ----- 66,244

$94,291

Total variable (avoidable) cost -------------- 178,499

Net contribution' (lIss) : total -------------- (84,208)
Average per carload ---------------------- (277)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Data provided at the RSPO hearings indicated that
traffic has increased toa level of approximately 700 car-
loads per year although the 1973 traffic information
shows only 304 carloads. However, recovery of the line's
costs would require approximately 1,200 carloads per
year.

Preliminary Recommendation

It it vot recommended that this portion of the
Holyoke Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual ex-

cess financial burden amounting to $84,208 or $277 per
carload. Recovery of costs would require approximately
a three-fold .increase in traffic or a 90 percent rate in-
crease over the 1973 levels.

PORTION OF NEW MILFORD SECONDARY TRACK

"USRA Line No. 60

Penn Central

Tte ICanaan Secondary
To Pittsfield | racP

~ITrack, PC

- ICANAAN

35.1 miles4r- PORTION OF
I | NEW HILFORDI SECONDARY TRACK, PC

PCto - NEWILFORD
Berkshire -,
Junction -. N -Maybrook

PC to--- -N Branch, PC
Maybrook Danbu erkshire Junction -%

b tTo Devon

This portion of the New Milford Secondary Track
formerly part of the New Haven R.R, extends from
New Milford (Milepost 13.2) to Oanaain, Conn. (Mile-

post48.3), a distance of 35.1 miles, in Litchfield County,
Connecticut. This line connects at Canaan with the Ca-
naan Secondary track of the PC (also under study in
this Report). A continuation of this line runs from New
Milfdrd to Berkshire Junction, near Danbury. The PC

made application to the ICC in June 1972 for permis-
sion ,to abandon this line, Docket No. AB-5, Sub. 49. On
September 17,1974, the PC applied to the U.S. Rilway
Association for permission to abandon this line (USRA-
Docket No. 75-30). No action has been taken on either
application. This line was described as potentially ex-
cess in the U.S. DOT Report (see Zone 35).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Gaylordsville ---------------- .----------------------
Kent ------------------------------------------------- 36
Cornwall Bridge --------------------------------------- 12

Falls Village ---------------------------------------- 2
Canaan ---------------------------------------------- i52

Total carloads generated by the line -------------- 108
See footnote at end of table.
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A verage carloads per week....-. 2.1
Average carl6ads per mile------------ 3.1
Average carloads per train- - - - - 3.5
1973 Operating information:

Number of round trips per years--.------------------- 31

Estimated time per round trip (hours)----------- 5.0
Locomotive horsepower-------....1, 600
Train crew size ------------------------------- 4
2 Includes only traffic on segment.

information -Provided by RSPO, Shippers, Government
Agencies •

Enformation provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by Becton,
Dickinson & Co. indicated that it had handled 27 car-
loads in each of the last three years and that loss of rail
service would increase their transportation costs.

Communication from the State of Connecticut con-
cerning the abandonment application pending before
USRA requested delay until the state rail plan could
be completed.

Information for Line Retention Decision

Revenue received b PC_ -------------------- _. $7S, 976
Average revenue per carload -------------- $731

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ..--------- 234,459
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) ----- 29, 18S
Cost incurred beyond the branch line---- 27, 257

Total variable (avoidable) cost- ---------- 200, 04

Net contribution (loss) : total--------- ($211,928)

Average per carload ------------------- ($1,90)

This line would require upgrading to meet tle re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track whieh has a
maximum safe operating speed of 10 m.p.h.). Based on

available information, this upgrading would include the
replacement of a total of 3,750 crossties (an average of
.106 crossties per mile).

Preliminary Recommendation

It is wot recommended that this pdrtion of the New
ilfford Secondary Track be included in the ConRail

System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates al annual
excess financial burden amounting to $211,928 or $1,962
per carload. Recovery of costs would require approxi-
mately a four-fold increase in traffic or a 270 percent.
rate increase over the 1973 levels.

PORTION OF DANBURY BRANCH

USRA Line No. 61

Penn Central

Danbu O . ,--Maybrook Branch, PC
DnuyN -_

BETHEL

S14-- PORTION OF DANBURY
9 BRANCH, PC

New Haven NORWALK
Line. PC7 -

South Norwalk

This portion of the Danbury Branch, formerly part
of the New Traven RR, extends from Norwalk (Mile-
post 43.0) to Betl . ('Cnn. Milepost 61.0) a distance
of 18.0 miles, in Fairfield Comnty, Conn. This line ex-
tends northward from Bethel to Danbury and south-
ward from Norwalk. This line was described as poten-
tially excess in the U.S. DOT Report (see Zones 35 and

3Q).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this

line:
'Wilton -- 90

Georgetown 404
Novalk1 I -J1

Bethel - 11

Total carloads generated by the line------ 606
Average carloads per w 11. 7
Average earloads'per mile-- 33.7
Average carloads per tran- 3

1973 operating Information:
Number of round trips per year- 260
Estimated time per round trip (hours) 3.0
Locomotive horsepower 1,S0
Train crew size ..... 3
1 Includes only shippers on thls segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportat ion's Rail Service Report" indicated that
the Connecticut Transportation Authority (OTA) and

Connecticut DOT have a 57-year lease option agreement
to this section of track. The State of Connecticut is
prepared to spend $5 million to upgrade the line for
passenger service. Western Connecticut communities



hope to use this line as a route for the recycling and
disposal of 1,000 tons.of solid waste per day at a site
near Danbury. Studies by the State of New York, the
State of Connecticut, and Dr. George Brown were of-
fered as evidence demonstrating the inequity of sub-
sidies given to modes of transportation with which the
railroad must compete. USRA staff has discussed with
the CTA their specific plans for exercising their lease
purchase option and their plans for implementing im-
proved passenger services.

Information for Line Retention Decision

Revenue received by PC ------------------------ $285, 794
Average revenue per carload ------------- $472

Variable (avoidable) cost of continued service:
Cost incurred on the branch line'--------- 89, 901.
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) -------- 0
Cost incurred beyond the branch line- 131, 347

Total variable (avoidable) cost ------------ 221,248

Net contribution (loss) : total --------------- 64,546
Average per carload ..------------------- 106

Due to the agreement with CTA, this cost does not include main-
tenance.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety-standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Danbury
Branch be included in the ConRail System.

PORTION OF THE NEW CANAAN BRANCH

USRA Line- No. 62

Penn Central

>",' NEW CANAAN

4-PORTION,
NEW CANAAN

GLEN"RO BRANCH, PCGLENBROOK - .

New Haven-4.-- ~4~--To New Haven
Line, PC N,/Stamford

To New York

This portion of the New Canaan Branch, formerly
part of the New Haven RR, extends from Glenbrook
(Milepost 3.0) to New Canaan, Conn. (Milepost 8.0),

a distance of 5.0 miles, in Fairfield County, Conn.
The southerly continuation of this line runs from Glen-
brook to Stamford where it connects with the New
Haven line of the PC. This line was described as po-
tentially excess in the U.S. DOT Report (see Zone 40).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
New Canaan ---------------------------------------
Springdale ----------------------------------------
Glenbrook ' -----------------------------------------

Total carloads generated by the line -------------
Average carloads per week ----------------------------
Average carloads per mile -----------------------------
Average carloads per train ---------------------------
1973 operating information:

Number of round trips per year ---------------------
Estimated time per round trip (hours) ..............
Locomotive horsepower .............................
Train crew size --------------------------------------

02
40

105

207
4.0

41.4
4.0

52
2.0

1,200
4

'Includes only traffic on segment.

Information Provided by RSPO, Shippers, G~vernment
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" stated that
Glenbrook Laboratories at Glenbrook shipped 108 cars
of chemicals in 1973. These cannot be readily switched
to highway movements. Hatch & Bailey Lumber at
Springdale received 30 cars in 1973.

Information for Line Retention Decision

Revenue received.by PC --------------------------- $128, 049
Average revenue per carload --------------- $623

Variable (avoidable) 'cost of continued
service:

Cost incurred on the branch line ---------- 46,321
Cost of upgrading branch line to FRA Class

I: ('Ao of total upgrading cost) ----------- 0
Cost incurred beyond the branch line ----- 1, 908

Total variable (avoidable) cost ------------------ 78,229

Net contribution (loss) : total --------------- 0,720
Average per carload ------------------------ 245

The line.would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximuin safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the New
Canaan Branch be included in the ConRail System.



PORTION OF PLAINFIELD SECONDARY TRACK
USRA Line No. 674

Penn Central

:4-CV to Palmer 14-PC to Worcester

WILLIMANTIC PLAINFIELD

Central Veimont
1W toN N ew : PORTION,
London 0 PLAINFIELD {-Norwich Secondary

SECONDARY I Track, PC to Groton
' TRACK, PC I

This portion of the Plainfield Secondary Track, for-,
merly part of the New Haven RR, extends from Pkia-
fteZd- (Milepost 0.0) to Wiiman ic, Clonn. (Milepost
2371), u distance of 23.1 m&e, in Windham and New
London Counties, Connecticut.The continuation of this
line, also under study in the Report, extends a short
distance beyond Willimantic to end-of-track. The line
also connects with the Norwich Secondary Track of the
PC at Plainfield and with the Central Vermont Ry at
Willimantic. (The portion of the Norwich Secondary
Track extending northward from Plainfeld to Auburn,
Ma9. is also under study in this Report.) This line was
not described as potentially excess in the U.S. DOT
Report (see Zones 29 and 30).

Traffic and Operating Information

Stations (with their IM7 carloads) served~by thisline:
- Versailles ----- -------------

-Baltic - - - - - - - - - - - - - -- -
.

W ".llima.ntic'--- - - - -- ----- -- - - - -- -

1,425
52

502

T'otal Carloads Generated by the line ..-------- -";979
Average carloads per week--------- - ----------- 38. 0
Average carloads per- mile ---------------------- 79.8
Average carloads per train ..------------------------ 19.8
1973 operating information:

Number of round trips per year ------------..- 100
Estimated time per round trip (hours) -------------- 10
Locomotive horsepower ---------------------------- 1, 800
Train crew size ------------------------------- 4

'Includes only tramic on segment.

Information Provided by RSPO, Shippers, Government

_Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
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reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
in 1973 there were 1,085 carloads generated by thisline.
The cost of serving this traffic by motor carrier may
jeopardize the viability of these companies.

Information for Line Retention Decision

Reienue received by P - -- ---- $59,318
Average revenue per carload..----..... 283

Variable (avoidable) cost of continued serr-
ice:

Cost Incurred on the branch lune. _ 281,869
Cost of upgrading branch line to FRA.

Class I: (1/10 of total upgrading cost)_101, 054
Cost Incurred beyond the branch line._ 32,823

,Total variable (avoidable) cost ....... 708,74

Net contribution (loss) : TotaL-- --- (149,428)
Average per carload- --.... (76)

This line wobld require upgrading to meet the fe-
quirements of the Federal Railroad Administrations
minmum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 9,600 crossties (an average of
387 crossties per mile). Although service to the, entire
line generates a loss, service to the line from Milepost
0.0 to Milepost 9.8 (serving shippers ut Versailles which
generated 1,425 carloads in 1973) would generate $398,-
451 in revenue and $408,462 in costs with a resulting loss
of only $10,011 or $7 per carload. A 7 percent growth in
traffic or a 3 percent rate increase would make this por-
tion of the line financially self-sufficient.

Recommendation

It is recommended that the portion of the Plainfleld
Secondary Track from Milepost 0.0 to Milepost 9.8 be
included in the ConRail System.

Preliminary Recommendation

It is not recommended that the portion of the Plain-
field Secondary Track from Milepost 9.8 to Milepost
23.1 be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $139,417 or $251 per carload. Re-
coveryv of costs would require appioximately a 223 per-

* cent increase in traffic or an 85 percent rate increase over
the 1973 levels.



Terryville

CANAL SECONDARY TRACK

USRA Line No. 675

Penn Central

Holyoke Secondary
Track, PC,to Holyoke

Secondary 1/
acK, r'L, to Waterbury

PLAINVILLE

CANA
TRA(

PC to New Britain
and Hartford ,

- -I PC to Hartford
LL SECONDARY -*

K, PC 4-25.5 miles

NEW HAVEN I
(FAIR STREET) I

- - -- --- 0 -~/Mill River-0 0
New Haven

PC to New York PC to Boston

The Canal Secondary Track, formerly part of the-
New Haven RR, extends from New Haven (Fair
Street) (Milepost 2.0) to PZainville, Ct. (Milepost
27.5), a distance of 25.5 miles, in Hartford and New
Haven Counties, Connecticut. At Plainville, this line
connects 'with the Holyoke Secondary Track (also under
study in this Report), the Terryville Secondary Track
and the New Britain Secondary Track all PC. At New
Haven, this line connects with the PC Shore Line be-
tween New York and Boston. This line was described
as potentially excess in the U.S. DOT Report (see
Zones 33,36 and 37).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Mt. Carmel ------------------------------------ 105
Cheshire ----------------------------------------- 772
Miildale ------------------.-........ ------.-- 306
Plantsville -------------------------------------- 17
Southington ---- ---------------------------------- 228
Plainville' --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 111
New Haven - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 461

Total carloads generated by the line ------------ 2,000
Average carloads per week-..------------------------ 38.5
Average carloads per mile ------------------------- 78.4
Average carloads per train ------------------------ 13.3
1973 operating information:

Number of round trips per year ----------- --- 150
Estimated time per round trip (hours) -------------- 11.0
Locomotive horsepower ------------------------- 1, 600.
Train crew size ---------------------------------- 4
1Includes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Information -provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this line should be preserved because of the 'flexibility
it provides the network in times of natural disaster, In
Cheshire, there is a 2,000 acre industrial park with 280
acres already occupied by companies employing 1,000
people. Concern -was expressed that the loss of this line
could arrest further planned industrial development.

Information for Line Retention Decision

Revenue received by PC ------------------------- $880, 553
Average revenue per carload --------------- 40

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 295,109
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-. 41,009
Cost incurred beyond the branch line ---- 465,42

Total variable (avoidable) cost -------------- 801, 50

Net conribution (loss) : total --------------------- 79,003
Average per carload-- -.----------------- 40

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Bated on
available information, this upgrading would include
the replacement of a total of 7,210 crossties (an average
of 233 crossties per mile).

Recommendation

It is recommended that the Canal Secondary Track
be included in the ConRail System.

PORTION OF THE HOLYOKE SECONDARY

TRACK

USRA Line No. 675a

Penn Central

PC to Holyoke

IFARMINGTON

PORTION, HOLYOKE
SECONDARY TRACK, PC

Terryville Secondary
Track, PC 0 -,

3.0'miles

PPCto New Britaln
F and Hartford

PLAINVILLE

€- Canal Secondary Track,

PC, to New Haven
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This portion of the Holyoke Secondary Track, form-
erly part of the New Haven RR, extends frQm Plain,-.

ville(Milepost 0.0), to Farnington, 'Conn. (Milepost
3.0), a distance of 3.0 miles, in Hartford County, Con-
necticut. A continuation of this line runs in a northerly
direction from Farmington to Holyoke (also under
study in this Report). At Plainville, this line connects
with the Terryville Secondary Track and the Canal
Secondary Track, PC. The last-named is also under
study in this Report. This, line was not described as
potentially excess in the U.S. DOT Report (see Zones
32 and 33).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Farmington -------------------------------------- 233
Plainville --- -------------------------------- 62

Total carloads generated by the line ------------- 860
Average carloads per week -------------------------- 16. 5
Average carloads per mile --------------------------- 286.7
Average carloads per train -------.............------- 7

1973 operating information:
Number of round trips per year -------------------- 150
Estimated time per found- trip (hours) ------------.- 3.0
Locomotive horsepower.!.------------------------- 1,600
Train crew size ------------------------------ 4

2 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service- Report" indicates
that Richard Russell of Gerrity Lumber Co. (not on
this segment) explained why service on the Canal line
is an all or none proposition: The line does not connect
with anything on the south end. The overhead bridges
are too low and the curves too sharp for modern trains.
As a consequence, all traffic must come south from Plain-
ville. This means all industries on the line, to exist,
must have the whole line.

RSPO states after major flood destroyed the Naug-

atuck Valley line in 1955, the line was used to bring
in supplies. Residents in the area urged this track be
preserved because of the flexibility it provides the net-
work in times of similar natural disasters.

Information for Line Retention Decision

Revenue received by PC ----------------------- $221, 702
Average revenue per carload ---------------- $258

Variable (avoidable) cost of continued serv-
- ice:

Cost incurred on the branch line --------- 61,765
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 3,728

Cost incurred beyond the branch line ..-.. 149,892

Total variable (avoidable) cosL ------------ 21,385
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Net contribution (loss) : total. 6, 317

Average per carload T._

This line would require upgrading to meet the, re-
quirements of the Federal Railroad Administration's
minimum safety standard (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include

the replacement of a total of 890 cros ties (an average
of 297 crossties per mile).

Recommendation

It is recommended that this portion of the Holyoke

Secondary Track be included in the ConRail System.

PORTION OF THE NORWICH SECONDARY TRACK

USRA Line No. 678

Penn Central

14-PC to South
I Worcester

-T PUTNAM

S -PORTION,
NORWICH

17.8 miles SECONDARY
TRACK, PC-

Plainnflid PLINiED
Secondary .-- %")LIFE~
Track.,PC 1'o

'4-PC to
Groton

This portion of the Norwich Secondary Track, for-
merly part of the New Haven RR, extends from Pl&in-
fdle (Milepost 28.0) to Pidnam, Conn. (Milepost 45.8),
a distance of 17.8 mi7es, in Windham County, Conn1
Continuations of this line run from Putnam to South
Worcester, Mass., und from Plainfield to Groton. The
former is also under study in this -Report. At Plain-
field, the line also connects awith the Plainfield Second-
ary track, PC, also under study in this Report. This
line -was not described as potentially excess in the U.S.
DOT Report (see Zone 29).

Traffic and Operating Information

Stations (with their 1973 carlodds served by this line:.

Central V2llage-. 21
Waure-an M,89
Danielson 141
Dayville %,492

Putnam ---- -- -- 1,091

Total carloads generated by the line- -- T,617

Average carloads per wee--_ 147.1
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Average carloads per mile --------- -.----------------- 429.6
Average carloads per train --------------------------- 30. 6
1973 operating information:

Number of round trips per year-- 250
Estimated time per round trip (hours) --------------- 9
Locomotive horsepower ---- ------------------- 1, 800
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports ,entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" primarily
concerned the costs and the problems that would be
involved if the shippers were forced to-use motor car-
rier service. USRA has also received correspondence
from the Norwich and' Worcester suggesting their in-
terest in taking over this entire line.

Information for Line Retention Decision

Revenue received by PC ------------------- $2, 204,547
Average revenue per carload ------------ $288

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-....
Cost of upgrading branch line to

FRA Class I: (1/10 of total up-
grading cost)...............

Cost Incurred beyond the branch

388, 741

0

line ------------------------ 1,364,209

Total variable (avoidable) cost ---------- 1,752,950

Net contribution (loss) : Total ------------------ 451,597
Average per carload ------------------- 59

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimuin safety standards (Class I track which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Norwich
Secondary Track be included in the ConRail System.

PORTION OF EAST LONGMEADOW

SECONDARY TRACK

USRA Line No. 685

Penn -Central
PC to Springfield

EAST WINDSOR

Ii1.1 miles PORTION OF EAST
', -LONGiEADOW

PCtoG ffins\ SECONDARY TRACK. PC

PC Ha rt l -- EAST HARTFORD

PC to New Britin - %\
4

-PC to South Mdester

C t e ' PC to Wethersfield

This portion of the East Longmeadow Secondary
Track formerly part of the New Haven RR, extends
from East Windsor (Milepost 18.0) to East Hartford,
Conn. (Milepost 29.1), a distance'of 11.1 milcs, in Hart-
ford County, Conn. The northerly continuation of this
line extends-from East Windsor to Hazardville (also
being studied in this Report) and beyond. At East
Hartford the line connects with the Willimantic Sec-
ondary Track. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 32).

Traffic and Operating Information
Stations (with their 1973 carloads) served this line:

S. Windsor ---------------------------------------- 509
E. Windsor Hill --------------- 7 ---------------- 1,153

Total carloads generated by the line ------------ 1, 662
Average carloads per week --------------------------- 82
Average carloads per mile ---------------------------- 150
Average carloads per train --------------------------- 0 .7
1973 operating Information:

Number of round trips per year ------------- .. .----- 29
Estimated time per round trip ---------------------- 10.0
Locomotive horsepower ---------...... --------- 1,600o
Train crew size --------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
repoits entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
IKerr McGee shipped 200 cars in 1973.

Information for Line Retention Decision
Revenue received by PC ------------------------- $535, 090
Average revenue per carload ------------ $322

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- _ 279,635
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost) 23,232
Cost incurred beyond the branch line_._ 3899, 254

Total variable (avoidable) cost .....---------- 702,121

.Net contribution (loss) : total ------- ------------- (107, 025)
Average per carload ------------------- (100)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 4,500 crossties (an average of
405 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the East
Longmeadow Secondary Track be included, in the Con-

394--
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Rail System. Continued operation of tlis line would re-

quire a rail service continuation subsidy. Under 1973

traffic, revenue and cost levels, this line generates an

annual excess financial burden amounting to $167,025 or

$100 per carload. Recovery of costs would require ap-

proximately a 125 per cent increase in traffic or a 30

per cent increase over the 1973 levels.

PORTION OF SHORE LINE

USRA Line No. 43

Penn Central

14- Norwich SecondaryI Track, PC HILLS GROVE

"-- -" ~ ~ 1 - OR IN FSN R

GROTON * Kingston PORTION OF SHORE
LINE, PC

Narragansett Pier RR-+e
U1Wakefield

Thi portion of the Shore Line, formerly part of the

New Haven RR, extends from Groton, Conn. (Milepost

125.0) to Hills Grove, R.I. (Milepost 177.0), a distance

of 52.O miles, in New London County, Connecticut and

Washington County, Rhode Island. This line continues

westward at Groton to New York, and eastward at Hills

Grove to Boston. The line connects at Groton with the

Norwich Secondary Track of the PC and at Kingston,

R.I. (Milepost 158.1) with the Narragansett Pier RR.

This line was described as potentially excess in the U.S.

DOT Report (see Zones 27, 28 and 30).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this-line:

Noank -------------------- ----------- 0

Mystic ----- --------------- 11

Stonington ---- - ....................----. -. 0
Westerly -------------------------.----------- 352

Bradford ---------------------------------------- 98

Wood River -Junction .--.-------- ----------- -... . 9

Kenyons ------------------------------------ 10

Kingston -------------------------------- -.. . 7

Slocums ---------------------.. .------ ------- 2

Wickford Junction ------------------------------- 7

Davisville ------------- ---------- -- 50-
East Greenwich - - - ------- 157

Annonan ----- ...-------------------- 1-

Goulds'--
Peace Dale -

Wakefield 1
--

Total carloads generated by the line --.... 1, 4

Average carloads per wee] 25.8
Average carloads per mle---- 25.8
Average carloads per traln ........ 5.4

1973 operating Information:
Number of round trips per week.-....... 250

Estimated Uhe per round trip (hours) 8.0
Locomotive horsepower 1,750

Train crew size,_ 4

" Statons on the Narragansett Pier RFI

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report"; indicated that

many industries and citizens were concerned with the

designation of this line as potentially excess. Shipping

costs would increase greatly if truck transportation had

to be used. The U.S. Naval Submarine Base and other

industries in the Groton area would be cut off from

direct access to the east. The Narragansett Pier RR

would be cut off from other railroads. Communities

would suffer from tax losses.

Information for Line Retention Decision

Revenue received by PC - $821,595
Average revenue per carload $463

'Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch line----- 519,502
Cost- of upgrading branch line to FRA

Class I: (1/10 of total upgradifig
cost)- 0

Cost incurred beyond the branch line.-_ 380,610

Total variable (avoidable) cost-- - - 900,112

Net contribution (loss) : Total --- (278,517)

Average per carload -------- (208)

This line would require no upgrading to meet the re-

quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a

maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that this portion of the Shore

Line be included in the ConRail System. Continued op-

eration of this line would require a rail service continu-

ation subsidy. Under 1973 traffic, revenue and cost lev-

els, this line generates an annual excess financial burden
D amounting to $278,517 or $208 per.carload. Recovery

of costs would require approximately a 115 percent in-

crease in traffic or a 45 percent rate increase over the
1973 levels.

- -- -------- - -- - ----- - ------

------- - -----------

------------------------------------



SOUTHBRIDGE SECONDARY TRACK

USRA Line No. 40

Penn Central

I

,--SOUTH BRIDGE ( ese

10.6 miles._ HILL

14- Norwich SecondarySOUTH BRIDGE I Track, PC
SECONDARY
TRACK, PC

The Southbridge Secondary track, formerly a part
of the New Haven RR, extends, from Webster (Mile-
post 0.5), to Southbridge, Mass. (Milepost 11.1), a
distance of 10.6 miles, in l¥orcester County Massachu-
setts and Windham County, Connecticut. At Hill it
connects with the Norwich Secondary Track of the PC,
also under s.tudy in this report. The PC petitioned the
ICC to abandon the line in October 1972, but the appli-
cation has not been acted on (ICC Docket No. AB-5
Sub. 129)'. This line was declared potentially excess in
the U.S. DOT Report (see Zones 26 and 29).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
West Dudley ------------ ---------------------- 110
Sandersdale ------------------------------------- 1
Southbridge ------------------------------------ 92

Total carloads generated by the line ------------ 203
Average carloads per week ------------------------ 3.9
Average carloads per mile ------------------------ 19.1
Average carloads per train ------------------------ 2.7
1973 Operating information;

Number of round trips per year ------------------- 75
Estimated time per round trip (hours) --------------- 2
Locomotive horsepower ------------------------ 1,500
Train crew size ---------------------------------- 3

Information Provided by-RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary of Transportation's Rail Service Report" con-
sisted of a brief which was submitted to the 1CC's
Administrative Law Judge by the protestants of the
proposed abandonment.

Information for Line Retention Decision

Revenue received by PC ------------------------ $71, 374
Average revenue per carload -------------- $352

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line ------- 82,025
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) ----------------------------- 13 041

Cost incurred beyond the branch line .... 51,251

Total variable (avoidable) cost ------------- 146,317

Net contribution (loss) : total ------------- (74,043)
Average per carload --------------------- (369)

This line would require upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would
include the replacement of a total of 1,700 crossties
(an average of 160 crossties per mile)..

Preliminary Recommendation

It is not recommended that the Southbridge Second-
ary Track be included in the ConlRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial

-burden amounting to $74,943 or $369 per carload.
Recovery of costs would require approximately a four-
fold increase in traffic or a 100 per cent, rate increase
over the 1973 levels.

PORTION OF EAST LONGMEADOW
SECONDARY TRACK

USRA Line No. 44

Penn Central

B&M
: /'- BPortion, E. Lonuneadow

SSpringfield ... Secondary Track, PC

Boston to Albany EAST LOiGMEADOW
Main Line, PC N .'

loP k'-PORTION, EAST LONGMEADOW
SECONDARY TRACK, PC

Hartford Line, PC I

HAZARDVILLE

\ PC to East Hartford

This portion of the East Longmeadow Secondary
Track, formerly part of the New Haven RR, extends
from East Longmcmdow, Mass. (Milepost 7.0), to Hav-
ardille, Cann. (Milepost 12.0), a, distance of 6.0 miles,
in Hartford County, Conn., and Hampden County,
Mass.

Continuations of this line extend northward from
East Longmeadow to Springfield and southward from
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Hazardville to East Hartford. A portion of tie latter
segment (from Hazardville to East Windsor) is also
under study in this Report. This line was described as
potentially excess in the U.S. DOT Report (see Zones
24 and,32).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
East Longmeadow ---------------------------- 1,999

Total carloads generated by the line ----------- 1,999
Average carloads per week ---------------------- 38.4
Av~rage carloads per mile ----------------------- 399.8
Average carloads per train ------------------------ 12.8
1973 operating information:

Number of 'round trips per year .....--------------- 16
Estimated time per round trip (hours)-------- 4
Locomotive horsepower ---- --- -- ----- 1,500
Train crew size --------------------------------- --- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services -Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service ReporV" indicated that
Milton Bradley Co., Community Feed Stores, and
Package Machinery Co. are particularly concerned
about the loss of rail freight service at East Long-
meadow: While the unemployment rate for this coi-
munityis 7.5 percent (at timie of Hearings), there is a
possibility that a 400 job industry may locate soon in
one of the town's industrial parks. USRA staff discussed
with Springfield Chamber of Comnnerce problems asso-
ciated with the continuation of service to those shippers
who are located between Milepost 7.0 and 8.6. The
Chamber has also been informed of the subsidy provi-
sions for continuation of service which are available
under the Reorganization Act. There is also a prospect
that a large toy manufacturer in Hazardville will open
a new plant by 1983. U.S. Envelope expects its traffic
to increase at Hazardville to 300 carloads per year by
1975.

Information for Line Retention Decision
Revenue received by PC ---------------------- $939, 510
Average revenue per carload ...........-- .. $470

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line119,351
Cost of upgrading -branch line to FRA

Class 1: (Ao of total upgrading cos;_- 4,819
Cost incurred beyond the branch line ---- 579, 721

Total variable (avoidable) cost -------------- 703,891

Net contribution (loss) : total ....... ----- , 619
Average per carload_ ... 118

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 500 crossties (an average
of 100 crossties per mile).

Recommendation
It is recommended that this portion of the East-Long-

meadow Secondary Track be included in the ConRail
System.

PORTION OF HOLYOKE SECONDARY TRACK

USRA Line No. 54

Penn Central

Florence Secondary
Track, PC_

-PC Albany-Boston- 1  /+-PC to HolyokeMain Line - -.- . - _ _

WESTFIELD

PORTION OF HOLYOKE
SECONDARY TRACK, PC

SIMSBURY

I
14-PC to Plainville

This portion of the Holyoke Secondary Track, for-
-merly a part of the New Haven RR, extends from
simsbu"J, 1onn. (Milepost 43.8) to Westfie7d, Mass.
(Mlilepost 58.5), a distance of 14.7 me , in Hartford
Count,, Connecticut and Hampden County, Massa-
chusetts. At Simsbury it connects with its own south-
erly continuation to Farmington, Conn. and Plains-
ville, and at Westfield with its northerly continuation
to Holyoke, Mass. Both these lines are also under study
in this report, At Westfield, the line also connects with-
the Florence Secondary Track of the PC to Easthamp-
ton (also under study in this report) and the Albany-
Boston line of the PC. The PC applied to the ICC in
1971 for authority to abandon this segment but was
turned down. The PC applied on August 14 1974, to
the U.S. Railway Association for permission to aban-
don the line. No action has been taken on this applica-
tion. Except for a small portion at its north end, this
portion of the Holyoke Secondary Track was declared
potentially excess in the U.S. DOT Report (see Zones
24 and 32).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line: -
Floydville "1
Granby 17
Southwlck _32

Total carloads generated by the line.. 50



Average carloads per week ...----------------------
Average carloads per mile --------------------
Average carloads per train--.......-..............___._
1973 Operating information:

Number of round trips per year.
Estimated time per round trip (hours)...........
Locomotive horsepower ------------------.......
Train Crew Size ------------. .--

15
2

1,600

Information Provided by RSPO, Shippers, Government
Agencies

No specific infoimation was provided about this line
at the hearings conducted by the Rail Services Planning
Office, as reflected in their reports entitled "The Public
Response to the Secretary of Transportation's Rail
Service Report."

Information for Line Retention Decision

Revenue received by PC $, 005
Average revenue per carload ...... 320

Variable (avoidable) cost of continued service:
(ost incurred on the branch line-..... 101, 318
Cost of upgrading branch line to FRA

class I ('Ao of total upgrading cost)-_ 12, 724
Cost incurred beyond the branch line--- 9,945

Total variable (avoidable) cos-.... -__ 123,987

Net contribution (loss): total.......-.. (107,982)
Average per carload ------------------- (2,160) -

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of10 mph). Based
on. available information, this upgrading would in-
clude the replacement of a total of 2,300 crossties (an
average of 156 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Hol-
yoke Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annuals
excess financial burden amounting to $107,982 or $2,160
per carload. Recovery of costs would require approxi-
mately an eighteen-fola increase in traffic or a 675 per
cent rate increase over the 1973 levels.

A PORTION OF CANAAN SECONDARY TRACK

USRA Line No. 59

Penn Central

This portion of the Canaan Secondary Track, for-
merly a part of the New Haven RR, extends from
Canaan, Conn. (Milepost 48.3) to .South. Lee, Mass.
(Milepost 71.5), a distance of 23.2 mi7es, in Berkshire

V Boston-to-Albany MainLine, PC'

---- - _ _ittsfield

/4-PC to Pittsfield

~~SOUTH LEE

+.q1-PORTION OF CANAAN4" SECONDARY TRACK,/PC

CANAAN

14- New Milford Secondary Track
I (Portion), PC

County, Mass. and Litchfield- County, Conn. Continua-
tions of this line extend northward from South Lee to
Pittsfield where it connects with the Boston-to-Albany
Line of the PC, -and southward from Canaan to
Berkshire Junction. A portion of the latter segment
(from Canaan to New Milford) is also under study in
this Report. This line was identified as potentially ex-
cess in the U.S. DOT Report (see Zones 22,23, and 35).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Canaan* ----------------------------------------- 924
Ashley Falls ------ --------------------------
Sheffield ----------------------------------------- 280
Great Barrington ------------------------------- 58
Van Deusenville ......----------------------------- 73
Housatonic ------------------------------------ 409
Stockbridge -------------------------------------- 2
South Lee* ---------------------------------------- 1 32

Total carloads generated by the line ------------- 1,893
Average carloads per week ..------------------------ 30.4
Average carloads per mile -----------........---- 81.0
Average carloads per train ------------------------- 7. 0
1973 operating information:

Number of round trips per year ------------------- 270
Estimated time per round trip (hours)__ ------------- 5.0
Locomotive horsepower--...------------------------ 1,500
Train crew size ------------------------------------ 4

(Includes only traffic on segment.)

Information Provided by RSPO, Shippers, Government
. Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated that
a great deal of effort has been spent by the Berlkshire
Railroad Co. to obtain a charter to operate the Penn
Central Berkshire line as a Class II short line railroad.
Suggestions were made that passenger service should
be reestablished between New York City and Berkshire
communities. Rising Paper Co. and Home Gas Corp.
were responsible for a total of 489 carloads at Van Deu-
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senville, Mass. (Milepost 64.5). Lane Construction Co.
of Sheffield, Mass. (Milepost 57.3) testified that they
generated 333 carloads in 1973, mostly sand and gravel
receipts from Westfield, Mass. The eleven shippers us-
ing the line between S. Lee and Ashley Falls, Mass.,
employ 540 people. There was no estimate of possible
job loss related to rail service termination. In Canaan,
Pfizer, Inc. and Becton-Dickinson have indicated that
they will relocate their facilities if rail service is lost,
threatening 570 people. Total population of Canaan is
931 people.

Information for Line Retention Decision

Revenue received by PC --------- - ------ $04, 707
Aierage revenue per carload ----------- 30

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line .------- 272, 237
Cost of upgrading branch line to ERA

Class I: (1/10 of total upgrading cost)_- 27, 685
Cost incurred beyond the branch line--- 380,384

Total variable (avoidable) cost- 696,304

Net contribution (loss) : total ----- (1, 9)
Average per carload - ------ (33)

This -line -would require upgrading to meet the re-
quirements of the Federal 1 ailroad Administrations
minimun safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 3,500 crossties (an average of
150 crossties -per mile). Although service to the entire
line generates a loss, service to the line from Milepost
71.5 to Mfilepost 66.7 (serving shippers at South Lee,
Stockbridge and Housatonic who generated 54 car-
loads in 1973) would generate $219,350 in revenue and
$185,272 in costs with a resulting net contribution of
$34,078 or'$85 per carload.

Recommendation

It is recommended that the portion of the Canaan
Secondary Track betweca Milepost 71.5 and Milepost
66.7 be included in the ConRail System.

Preliminary Recommendation

It is not recommended that the portion of the Canaan
Secondary Track between Milepost 66.7 and Milepost
48.3 be included in the ConRail System. Continued op-
eratibn of this line would require a rail servi-ce con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden-amounting to 95,675 or $71 per carload. Re-
covery of costs would require approximately a 70 per-
cent increase in-traffic or a 125 percent rate increase
over the 1973 levels. -

PORTION OF THE NORWICH SECONDARY
TRACK

USRA Line No. 678a

Penn Central

PC to South-'
Worcester I

I+- PCto
==Groton

This portion of the Norwich Secondary Track, for-
merly part of the New Haven RR, extends from Put-
vam, Conn. (Milepost 45.8),toAw&nrn., Mass. (MIilepost
66.0), a distance of 202 miles, in Windham County,
Connecticut and- Worcester County, MNassachusetts.
Continuations of this line run from Auburn to South
Worcester and from Putnam to Groton. The latter is
also under study in tids Report. At Webster (Milepost
54.9), this line connects with the Southbridge Secondary
Track of the PC (also under study in this Report). This
'line, with the exception of a small portion near Putnam,
was described as potentially excess in the U.S. DOT
Report (see Zones 25, 26, and 29).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Grosvenordale -- - -23

N. Grosvenordale...........---_148
Webster 17
Oxford - 58

Total carloads generated by the line-.....--- 416

Average carloads per week..... .& 0
Average carloads per mlle.. 20.6
Average-carloads per trail 4.0
1973 operating Information:

Number of round trips per year..... 104
Estimated time per round trip (hours)- 5.0
Locomotive horsepower--. -, 1,5
Train crew size-_ 3

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportations Rail Service Report" indicated that
the only wholesale grocer within an area of sixty miles



would be forced out of business if rail service to Webster
is curtailed. According to correspondence from Edward

Babula of the Selectman's Office, Town of Thompson,

the town is planning an industrial park which they feel

is vital to the future economic stability of the town. The

discontinuation of rail service might well mean the end

of this park.
A letter from Kevin P. Johnston, State Representa-

tive (Conn.) indicated that the loss of rail service in

this area would result in the loss of many jobs in an

area that is already economically depressed.

Attorneys for the Norwich and Worcester Railroad

Co., lessor of this line to the Penn Central, have written

to inform the U.S. Railway Association "that there is a

real possibility of preservation of service upon the Nor-

wich and Worcester line through re-acquisition of pos-

session and control of that property by. Norwich and

'Worcester. and to urge that in its preliminary plan

USRA should recognize the possibility of continued

operation of the Norwich and Worcester line under

private ownership and management, as set forth above."

Information for Line Retention Decision

Revenue received by PC ------------------------- $149, 724

Average revenue per carload -------------- $360

Ararlable '(avoidable) cost of continued serif-
ice:

Cost incurred on the branch line --------- 174, 933

Cost of upgrading branch line to PRA
Class I (1/10 of total upgrading cost)-_ 0

Cost incurred bejonld the branch line- 103, 860

Total variable (avoidable) cost ------------- 278, 793

Net contribution (loss) : totaL ------------------ (129, 009)

Average per carload --------------------- (310)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). The town of
Oxford is planning an industrial park which will r6-
quire future rail service.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion- of the Norwich Branch, not be included in
the ConRail System, the possibility of immediately in-
creasing revenue must bb explored before a final recom-
mendationcan be made. Without immediately increas-
ing revenue, continued operation of this line would re-
quire a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $129,069;
$310 per carload. Recovery of costs would require ap-
proximately a 240 per cent increase in traffic or an 85
per cent rate increase over the 1973 levels.
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DELAWARE

Intrastate

PC

USRA - Terminals
line number

iFarnnurst to New Casue
Lewes Beach Track at Lewes
Broadkill to Lewes
-Georgetown to Broadkill
Clayton to Smyrna -.

- RDG
Mlontchanin to Rockland

Interstate

PC

Delaware to Maryland

Townsend, DeL to Massey, Aid.
Indian River, Del. to Snow Hill, Md.
Seaford, Del. to Cambridge, Md.
Clayton, DVel. to-Easton, Aid.

' RDG

Delaware to Pennsylvania

907/939 Elsmere Junction, Del. to Elverson, Pa.

NEW CASTLE- INDUSTRIAL TRACK

USRA Line No. 138a

Penn Central

- -FARNHURST i
4.1miles I

/4-To Wilmington

PC NEW CASTLE -4
INDUSTRIAL TRACK I

NEW CASTLE
I

To Salisbury, Md.-*,

J14-New Castle Secondary

Track, PC

The New Castle Industrial Track, formerly part of
the Pennsylvania RR, extends from Farnh~urst (MiNfile-

138a
159
160
161
162

147
167
168
169

post 2.1), to New Castle (Milepost 6.2), a distance of
4.1 mi7s, in New Castle County, Delaware. Between
Mfilepost 2.1 and Afilepost 4.1, the line has not been
used since August 30, 1972, and has been physically
removed. At New Castle, this line connects with the PC
New Castle Secondary Tracl. This line was the former
connection from the Wilmington Passenger Station to
the Delmarva Branch. This line was not described as
potentially excess to the U.S. DOT Report (see Zone
84).

Traffic and. Operating Information

Stations (with their 1973 carloads) served by this line:
Farnhurst 44
New Castle" 12

Total carloads generated by the line-__ _ 56
Average carloads per week.__ 1.1
Average carloads per mile______ -- 26.7
Average carloads per train- --- _1.1
1073 operating information:

Number of round trips per year..... . 52
Estimated time per round trip (hours) 1. 0
Locomotive horsepower ...... 1,000
Train crew size ._ _ _ _ 4

Includes only traille on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secietary of Transportation's Rail Service Report."

Information for line Retention Decision
Revenue received by PC-- $I- -13T
Average revenue per carload-..... .

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line.... 18, 839
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) 7,071
Cost incurred beyond the branch lUne..Z.... 4,216

Total variable (avoidable) cost.. . 30,126

Net contribution (loss) : total (17,3M9)
Average per carload. (310)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I Track, which has a.
maximumf safe operitting speed of 10 mnph.). Based on
available information, this upgrading would include
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the replacement of a total of 2,117 crossties (an average

of 1,008 crossties per mile). An industrial park is being
built'on this line. Kaiser Aluminum has been shipping
since late 1973.

Preliminary Recommendation

Although the preliminary recommendation is that
the New Castle Industrial Track not be included in the
ConRail System, the possibility of immediately increas-
ing revenue must be explored before a final recommenda-
tion can be made. Without immediately increasing reve-
nue, continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $17,389 or $310 per
carload. Recovery of costs -would require approximately
a 200-fold increase in traffic or a 140-percent rate in-
crease over the 1973 levels.

LEWES BEACH TRACK

USRA Line No. 159

Penn Central

PC Rehoboth
Track to
Georgetown -2.4 miles-)

LEW S - LEWES BEACH

TRACK, PC

The Lewes Beach Track, formerly part of the Penn-
sylvania RR, extends'from Milepost 0.0 to Milepos 2.4,
a distance of 2.4 miles at Lewes, Sussex County, Dela-
ware. At Lewes this line connects with the PC Rehoboth
Track, also under study in this Report. An application
for abandonment of this line was filed with the ICC
(Docket No. AB-5, Sub. 195) ; but no action has been
taken. This line was not shown in the U.S. DOT Report
(see Zone 85).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lewes ' ------------------------------------------- 14

Total carloads generated by the line ------------- 14
Average carloads per week -------------------------- 0.3
Average carloads per mile --------------- - 5.8
Average carloads per train --------------------------- 0.6
1973 operating information:

Number of round trips per year -------------------- 25
Estimated time per round trip (hours) -------------- 1
Locomotive horsepower ------------------------ 1, 600
Train crew size ------------------------------------ 4
Includes only traffic on segment.

Informatior! Provided by RSPO, Shippers, Government
Agencies

- Information provided at. the hearings conducted' by
the Rail Services Planning Office as reflected in their
reports entitled ,"The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this line could be abandoned.

Information for Line Retention Decision
Revenue received by PC-.........................
Average revenue per carload --------------- $540

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---------- 18, 370
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 5, 258
Cost incurred beyond the branch line ---- 3, 887

$7, 501

Total variable (avoidable) cost ------------- 27,515

Net contribution (loss) : total --------------------- (19, 954)
Average per-carload --------------------- (1,425)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the-replacement of a total of 387 crossties (an average
of 161 crossties per mile).

Preliminary Recommendation

It is not recommended that the Lewes Beach Track be
included in the ConRail System. Continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $19,954 or $1,425, per carload. Recovery of costs
would require approximately a five-fold increase in
traffic or a 265 percent rate increase over the 1973 levels.
During 1973, normal service to the Delmarva Peninsula
was' interrupted by damage to' the C&D Canal bridge
and by reduced float service due to the drydocking of
the float. This may have had an adverse impact on the
rail traffic generated in the area, but NOT substantially
enough to affect the recommendation.

PORTION REHOBOTH TRACK

USRA Line No. 160

Penn Central,

PORTION OF
REHOBOTH
TRACK, PCPC to

Georgetown % LEWES~
..... - Lewesl.

BROADKILL Beach

Track, PC
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This portion of the Rehoboth Track, formerly part of
the Pennsylvania RR, -extends from Broadkill (Mile-
post 30.0) to Leives, Del. (Milepost 38.0), a distance of
8.0 miles, in Sussex County, Delaware. At Broadkill,
this line continues west to Georgetown, which line is
also under study in this Report. It connects at Lewes
with the Lewes Beach Track, which is also under study
in this Report. In July 1973, the PC applied to the
IGC for permission to abandon this line; Docket :NTo.

AB-5, Sub. 195. This line was described as potentially
excess in the U.S. DOT Report (see Zone 85).

Traffic and Operating Information
.Stations (with their 1973 carloads) served by this line:

Cool Spring. ------------ 1
Nassau -------- 31
Lewes - ----------------- 0

Total carloads generated by the line ....... 122
Average carloads per week . - -------- .4
Average carloads per mile ----------..- - 15.3
Average carloads per tran ..... ---------- 1.2
1973 operating information:

Number of round trips per year -------- --- 100
Estimated time per round trip (hours) - -4.0
Locomotive' horsepower -- ---- ------ 1,600
Tran crew s-__4
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No-specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report". Correspondence from Sher-
man W. Tribbett, Governor of Delaware, indicates this
line should not be declared excess and be kept to sup-
port the Sussex County Industrial Park.

Information for Line Retention Decision
Revenue received by PC.---, 072
Average revenue per carload------ $378

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ..--------- 77,601
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 10,874
Cost incurred beyond the branch line ---- 34,566

Total variable (avoidable) cost ------------- 1230

Net contribution (loss) ;-Total ----------------- (76, 969)
Average per carload --------------------- (631)

This line would require upgrading to meet the require-
ments of the Federafl Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1114 crossties (an average of
139 crosstiesprmie).

Preliminary Recommendation

It is -not recommended that this portion of the Reho-
both Track be included in the ConRail System. Contin-
ued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and.
cost levels, this line generates an annual excess financial
burden amounting to $16,969 or $631 per carload. Re-
covery of costs would require approximately a seven-
fold increase in traffic or a 165 percent rate increase over
the 1973 levels. Costs may also be reduced by reducing
frequency, although this alone, will NOT make the line
viable. During 1973, normal service to the Delmarva
Peninsula was interrupted by damageto the CMD Canal
bridge ind by reduced float service due to the drydock-
ing of the float. This may have had an adverse impact
on the rail traffic generated in the area, but NOT sub-
stantially enough to effect the recommendation.

PORTION OF THE REHOBOTH TRACK

USRA Line No. 161

Penn Central
!X1 & v-
SeconLdsyl
Track PC, I
to Haffington PORTION OF

REHOBOTH Rehoboth Track:

GEORGETO TRACK PC To Lewes, PC

BROADKILL
Ii- Snow Hill

I Secondary
I Track, PC

This portion of the Rehoboth Track, formerly part of
the Pennsylvania RE, extends from Georgetow (Mile-
post 23.9) to Broadkfil, Del. (Milepost 30.0), a. distance
of 6.1 mz7es, in Sussex County, Delaware. At Broadkill
this line continues to Lewes. At Georgetown this line
connects with the DM&V Secondary Track and the
Snow Hill Secondary Track. The line from Brdadkil!
to Lewes is also under study in this Report. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 85).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Bennum 1
BroadkUl -51

Total carloads generated by the line - 152
Average carloads per week_ __ _ 2.9
Average carloads per mile--.... ,24.9
Average carloads per in 1.0
1973 operating information:

Number of round trips per yr--- 10
Estimated time per round trip (hours) 4
Locomotive horsepower - 1,600
Train crew size-.-.. -. 4



Information Provided by RSPO, Shippers, Government
Agencies

Information provided af the hearings conducted by
the Rail Services Planning Office -asreflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Sussex County has put up $143,783 of its own money, in
concert with a $100,000 Economic Development Adriin-
istration federal grant, to build rail spurs for a new in-
dustrial subdivision located just east of Georgetown.
This spur is expected to add 750 cars per year to the line.

Information for Line Retention Decision
Revenue received by PC ----------------------- $18, 324
Average revenue per carload --------------- $121

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line ---------- 72, 211
Cost of upgraditg branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 5, 759
Cost Incurred beyond the branch line ---- 18,360

Total variable (avoidable) cost ------------- 96,330

Net contribution (loss) : Total ------------------- (78, 006)
Average per carload ---------------------- (513)

This line would require upgrading to meet the -

requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 755 crossties (an average of
124 crossties per mile).

Preliminary Recommendation
It is not recommended that this portion of the Reho-

both Track be included in the ConRail System. Contin-
ued operation of this line would require a- rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $7 ,006 or $513 per carload. Re-
covery of costs vould require both an increase in
traffic and rate increase over the 1973 levels. Costs may
also be reduced by reducing frequency, although this
alone, will NOT make the line viable. During 1973,
normal service to the Delmarva Peninsula was inter-
rupted by damage to the C&D) Canal bridge and by
reduced float service due to the drydocking of the float.
This may have had an adverse impact on the rail traffic
generated in the area, but NOT substantially enough to
affect the recommendation.

CLAYTON SECONDARY TRACK

USRA Line No. 162

Penn Central
The Clayton Secondary Track, formerly part of the

Pennsylvania RR, extends from Clayton (Milepost 0.0)

Delmarva
\ Branch,PC

CLAYTON' -l.3 miles- 1

Oxford Secondary; um.-uuSMYRNA
Track, PC ;. " /711

" Dl1 CLAYTONDelmarva I SECONDARY
Easton Branch, PC TRACK, PC

to iSmyrna, Del. (Milepost 1.3), a distance of 1.3 miles,
in Kent County, Del. At Clayton, this line connects with
the PC's Delmarva Branch and Oxford Secondary
Track. The latter is also under study in this Report.
This line was not shown in the U.S. DOT Repor (Sce
Zone 85).

Traffic and Operating Information

Stations (with their 1973 carloads), served by this line:
Smyrna ------------------------------------------ 41.

Total carloads geherated by the line ------------- 41
Average carloads per week --------------------------- 0.8
Average carloads per mile --------------------------- 31. 5
Average carloads per train ---------------------------- 0. 8
1973 Operating Information:

Number of round trips per year ------------------- 60
Estimated time per round trip (hours) ------------- 1. 0
Locomotive horsepower --------------------------- 1, 600
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No information concerning this line was provided
at the hearings conducted by the Rail Services Plan-
ning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report,"

Information for Line Retention Decision

Revenue received by PC - ..------------------------ $14, 807
Average revenue per carload-------------$350

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 15, 005

Cost of upgrading branch line to PRA
Class I (1/10 of total upgrading cost) ---- 5, 999

Cost incurred beyond the branch line ---- 12, 507
Total variable (avoidable) cost -------------- 33,771

Net contribution (loss) : Total ------------------ (19,40-4)

Average per carload ----------------------- (437)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this .upgrading would include
the replacement of a total of 693 crossties (an average
of 533 crossties per mile).



Preliminary Recommendation
It is not recommended that the Clayton Secondary

Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates aii annual excess financial
burden amounting to $19,401-or $473 per carload. Re-
covery of costs would require approximately a ten-fold
increase in traffic or a 135 percent rate increase over the
1973 levels. During 1973, normal service to the Del-
marva Peninsula, was interrupted by damage to the
C&D Canal bridge and by reduced float service due to
the drydocking of the float. This may have had an
adverse impact on the rail traffic generated in the area,
but not substantially enough to affect the recommenda-
tion.

ROCKLAND INDUSTRIAL TRACK

USRA Line No. 937

- Reading

ROCKLAND-imington-& INDUSTRIAL ROCKLAND
Northern - TRACK, RDG
Branch, RDG -41 ~

MONTCHANIN I!mite

The Rockland Industrial Track, extends from Mont-
chanin (Milepost 0.0), to Rocedafid, Del. (Milepost 1.1),
a. distance of 1. mi7es, in New Castle County, Del. At
Montchanin this line connects with the Reading's Wil-
mington. & Northern Branch running from Wilming-
ton, DeL to Birdsboro, Pa. A portion of this line is also
under study in this Report. This line was not~described
as potentially excess in the U.S. DOT Report (see
Zone 81).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Rockland ---------------------------------- 344

Total carloads generated by the line- ........ 344
Average carloads per week ........... ..---.... 0.6
Average carloads per mile ---------------- -------- 312. 7
Average carloads per train -------------------- - 3.3
1973 Operating Information:

Number of round trips per year .............--- ------ 104
Estimated time per round trip (hours) ------------- 2.0
Locomotive horsepower....- ------- ------------- 1,500
Train crew size ---------- -- -- - 4

Information Provided by RSPO,. Shippers, Government
'Agencies

No specific ififormation concerning this line was pro-
vided at the hearings conducted by the Rail Services
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Planning Ofice as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-

tion's Rail Service Report,"

Information for Line Retention Decision
Revenue received by RDG-...... .. $27, 83
Average revenue per carload .

Variable (avoidable) cost of continued, serv-
ice:

Cost incurred on the branch line ....... 31, 445
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 0
Cost Incurred beyond the branch line.-. 31,406

Total variable (avoidable) cost---. 6,851

Net Contribution (loss) : total. --........ (34, 968)
Average per carload. (101)

This line would require no upgrading to meet the re-
quhinents of the Federal Railroad Administration's
minimum safety standards-(Class I track, which has
a maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is aot recommended that the Rockland Industrial
Track be included. in the ConRail System. Continued
operation of this line would require a rail service con-
tinuatioi subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $34,968 or $101 per carload. Re-
covery of costs would require both an increase in traffic
and rate increase over the 1973 levels.

PORTION OF THE

CENTREVILLE SECONDARY TRACK

USRA Line No. 147

Penn Central
PORTION OF
CENTREVILLE n

Chestertown SECONDARY X Delnaiva
Secondary TRACK, PC., Branch, PC
Track, PC

MASSEY~± TOWNSEND

.Chestertown r \_
-. \

Centrevilte Centreville

This portion of the Centreville Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Townsnd, Del. (Milepost 0.0), to Massey, Md. (Mile-
post 9.2), a distance of 9.2 miles, in Kent County, Mary-
land and New Castle County, Delaware. At Massey the
line continues south to Centreville and also connects
with the P.C. Chestertown Secondary Track. -It con-



nects with the Delmarva Branch of the Penn Central
at Townsend. Both of these are also under study in this
Report. This line was described as potentially excess in
the U.S. DOT Report (see Zones 84 and 86).

Information Provided by RSPO, Shippers, Government
Agencies -

No specific information concerning this line was pro-
vided at the-hearings conducted by the, Rail Service
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any shippers. It is
used as'an overhead line to USRA line numbers 148
and 149. The preliminary recommendation for both of
these lines is that they not be included in the ConRail
System. Therefore, this line is not required by the
ConRail System.

Preliminary Recommendation

It is not recommended that this portion of the Centre-
ville Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy.

PORTION OF SNOW HILL SECONDARY TRACK

USRA Line No. 167

Penn Central

N - PC to
N Harrington

N

PORTION OF SNOW
HILL SECONDARY
rDAr" Dr ,

INDIAN
RIVER

3 Oecean City
Western RR

29.0 miles c;:,oo.'o**
/ I Berlin

SNOW HILL

This portion of the Snow Hill Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Indian River, Del. (Milepost 12.8) to Snow Hill, Md.
(Milepost 41.8), a distance of 29.0 miles, in Sussex
County, Del., and Worcester County, Md. At Berlin,
this line connects with the Ocean City Western RR. At
Indian River, the line continues north to Georgetown.
This line (except for a portion at Indian River) was
described s potentially excess in the U.S. DOT Report
(see Zones 85 and 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Dagsboro --------.-------------------------------- 03
Frankford ---------------------------------------- 187
Selbyville ---------------------------------------- 70
Bishop ------------------------------------------..- 228
Showell ----------------------------------------- 1)
Berlin ------------------------------------------- 543
Queponco ----------------------------------------- 10
Snow Hill ---------------------------------------- 1,066

Total carloads generated by the line ------------- 2,180
Average carloads per week -------------------------- 42.0
Average carloads per mile ---------------------------- 73.4
Average carloads per train ------------------------- 8.7
1973 operating information:,

Number of round trips per year ------------------- 250
Estimated time per round trip (hours) ----------------- 8
Locomotive horsepower --------------------------- 1, 600
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the increased costs associated with the switch to truck
'freight would force business shutdowns and unemploy-
ment. Other testimony mentioned the unavailability of
trucks, the great distances involved, and the high weight
and volume of goods which trucks could not handle.
Testimony also indicated that the entire segment from
Dagsboro to Snow Hill should be considered as one line,
and then the total carloads would-be 2,294 per annum.

Information for Line Retention Decision

Revenue received by PC ......................
Average revenue per carload ----------- $466

$1,017, 050

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line.... 356, 783
Cost of upgrading branch line to FRA

Class I (Ila of total upgrading
cost) -------------------------- 75, 018

Cost incurred beyond the branch line.; 689,192

Total variable (avoidable) cost ----------- 1,121,593

Net contribution (loss) : total ------------------ (103, 037)

Average per carload ------------------ (48)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speea of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 15,466 crossties (an average of
533 crossties per mile). The loss now being generated by
this line can be offset by a 30-percent growth in traffic or
a 10-percent rate increase, or through a combination of
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the two- actions. Through shipper support, the line can
be made financially self-sufficient.

Recommendation

It is recommended that this portion of the Snow Hill
Secondary Track be included in the ConRail System.

CAMBRIDGE SECONDARY TRACK

USRA Line No. 168

Penn Central

CAMBRIDGE
SECONDARY
TRACK, PC-

Preston(.

Preston N Hurlc
Industrial
Track,PC

Efelmarva Branch,
PC"4

SEAFORD

Seaford
Secondary

'bTrack, PC

Vienna

-The Cambridge Secondary Track, formerly part of
the -Pennsylvania RR, extnds from Seaford1 Del.
(Milepost 1.2), to Cambridge, Md. (ilepost 31.5), a
distance of 303 mila, in Sussex County, Delaware and
Dorchester County, Maryland. At Seaford, this line
connects with Seaford Secondary Track and the Del-
marva-Branch of the PC. At Hurlock, Md. this line con-
nects with the PC Preston Industrial Track running
from Preston to Vienna. The latter line is also under
study in this Report. This line was described as poten-
tially excess in the U.S. DOT Report (see Zones 85
and 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Oak Grove ..------------------- 3
Dessard-------- - 3
Federalsburg - 89
Williamsburg -------------------------------- 14
Hurlock' :------ 18
East New MarkeL .------------------- - ____ 65
Linkwood ------------------- ------- 12
Cambridge --------------------------------- 1, 301
Seaford2- - -----------------------------

Total carloads generated by the. line---------- 1,576

Average carloads peiZ week ----------------------- 30. 3
Average carloads per mile .. ------------------------ 52.0
Average carloads per train ------.......... ---------- 7.9

1973 operating information:
Number of round trips per year-..... 200
Estimated time per round trip (hours). 12
Locomotive horspower.___ ... 1,200
Train crew sze____ 4
I Includes only traMe on segment

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Connelly Containers, projecting 563 carloads, is plan-
ning a $300,000 expansion of this plant at Cambridge.
Connelly estimated 424- carloads in 1973 but this was a
low figure due to an accident which closed the bridge
crossing the Chesapeake and Delaware Canal. R. J.
Reynolds estimated 241 carloads in 1973 (bridge acci-
dent) and projected 754 carloads.

At St. Louis hearings, Joseph S. Dewey, Kerr-McGee
Corp. (fertilizer) estimated annual rail tonnage at
15,300 and their economic survival is dependent on rail
services.

Information for Line Retention Decision
Itevenue received by PC -- $702,808
Average revenue per carload $446.

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line.- 366, 99
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)-- 85,030
Cost Incurred beyond the branch line-_ 491,246

Total variable (avoidable) cost-. 943,274

Net contribution (loss): Total - (240,466)
Average per carload ..... (153)

This line would require upgrading to meet the re-
unirenents of the Federal Railroad Administration's

minimum safety standards (Class I tiack which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 18,497-crossties (an aver-
age of 610 crossties per mile).

Preliminary Recommendation

Although the preliminary recomendation is that
the Cambride Secondary Track not be included in the
ConRail System, the possibility of immediately increas-
ing revenue must be explored before a final recom-
mendation can be made. Without immediately increas-
ing revenue, continued operation of this line would re-
quire a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an an-
nual excess financial burden amounting to $240,466 or
$153 per carload. Recovery of costs would require ap-
proximate~fy a. 115 percent increase in traffic or a. 34: per-
cent rte increase over the 1973 levels.



Clayton
Secondary
Track, PC

ICLAYTON
\ -PC_ to Salisbury

-OXFORD
SECONDARY
TRACK, PC

nton

The Oxford Secondary Track, formerly part of the
Pennsylvania RR, extends from Clayton, Del. (Mile-
post 0.0) to E,,aston, Md. (ifilepost 44.2), a distance of
44.9? miles, in Kent County, Delaware and Caroline,
Queen Annes and Talbot Counties, Maryland. At Clay-
ton, this line connects with the PC Delmarva Branch
and the Clayton Secondary Track. At Quden Anne, the
line connects with the Denton Track running-from Den-
ton to Queenstown. All of these lines except the first
are also under study in this report. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zones 85 and 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Kenton ------------------------------------------- I0
Hartly ------------------------------------------- 0
Marydel ----------------------------------------- 82

Henderson ---------------------------------------- 16
Goldsboro ---------------------------------------- 9
Greensboro --------------------------------------- 23
Ridgely ------------------------------------------ 87
Queen Anne ---------------------------------------- .104

Cordova ------------------------------------------ 43
Easton ------------------------------------- 891

Total carloads generated by the-line ------------- 1,265
Average carloads per week --------------------------- 24.3
Average carloads per mile --------------------.. ...... 28.6
Average carloads pQr train -------------------------- 5.1
1973 Operating Information:
Number of round trips per year_ - ------------------- 250

Estimated time per round trip ....---------- hours-- 8. 0
Locomotive horsepower------------------------- 1,-200
Train crew size ------.----------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by Saulsbury
Brothers, Inc. and Southern States Coop, Inc. indicated

OXFORD SECONDARY TRACK

USRA Line No. 169

Penn Central

9748

Delmarva -- \
Branch, PC
To Wilmington

a belief that cessation of rail service over this line poten-
tially could cause unemployment, retard the area's
growth and cause fertilizer prices to increase.

Information for Line Retention Decision

Revenue received by PC- ----------------------- $P21, 500
Average revenue per carload -------------- $491

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 447,103
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) _. 125, 084
Cost incurred Beyond the branch line .... 441,600

Total variable (avoidable) cost ----------- 1,014,887

Net contribution (loss) : total ------------------- (892, 881)
Average per carload: ------------------- (311)

This line would require upgrading to meet the re-
quirements of the Federal :Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 28,288 crossties (an average
of 640 crossties per mile).

Preliminary Recommendation

It is not recommended that the Oxford Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $392,881 or $311 per carload. Re-
covery of costs would require approximately a two-fold
increase in traffic or a 60 per cent rate increase over the
1973 levels. Costs may also be reduced by reducing fro-
quency, although this alone will NOT make the line
viable. During 1973, normal service to the Delmarva
Peninsula was interrupted by damage to the C&D Canal
bridwand by reduced float service du6 to the dlydock-
ing of the float. This may have had an adverse impact
on the rail traffic generated in the area, but NOT sub-
stantially enough to affect the recommendation.

PORTION OF THE WILMINGTON & NORTHERN

BRANCH

USRA Line No. 907/939

Reading

This portion of the Wilmington & Northern Branch,
extends from El.mere .Jonetion, Del. (ifilepost 2.9), to
Efverson, Pa. (Milepost 51.7), a distance of 48.8 miles,
in New Castle County, Delaware and Chester Count-y,
Pa. This line continues north from Elverson to Birds-
boro, and south from Elsmere Junction to Wilmington.

,Queen Anne

'0De



ROG to Birdsboro
I Elverson-

ELVERSON ....- Warwick line,
Philadelphia- - RDG
Pittsburgh - "
line, PC

Octoraro Coatesville 48.8 miles
Secondary Chadds Ford
Track, PC JuncO..j Rcknd

WILMINGTON & TXrck.n nsRiaG
NO RTHERN Tak D
BRANCH, ROG " Line too\" | K entm ere,

BRANCH, Kentniere j enRnere

Junction

B&O Philadelphia--- . ELSMERE JUNCTION
Washington line X _-RDG to Wilmington

At Elsmere Junction, this line also connects with the
Baltimore & Ohio's Philadelphia-Washington line.
At Kentmere Junction, this line connects with the
Reading line running to Kentmere. It also connects with
the Reading's Rockland Industrial Track at Mont-
-chanin. Additionally, at Chadds Ford Junction, Pa.,
this line intersects the PO Octoraro Secondary Track;
and at Coatesville, Pa,, it connects with the PC line
running from Philadelphia to Pittsburgh. Still another
connection is made at Elverson with the Reading line
running to Warwick. The Reading lines running to
Kentmere, Rockland, and Warwick as well as the PC
Octoraro Secondary Track are also under study in this
Report. This line, except for the portions from Elsmere
Junction to IMontchanin and (as corrected March 1,
1974)-from A16dena to Coatesville, was described as po-
tentially excess in the U.S. DOT Report (see Zoiles 66
and 84). -

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Elverson -------------------------------
Brandamore------------ -- ----

Embreeville- -
Northbrook
Lenape-
Pocopson -------------------------- --
Montchanin--------------- -----

Greenville
ennett Road---------------

Newbridge-- -------------------- ---
Silverbrook--------------------
Elsmere Jct -------------------..---------..........
Wilmington
Delaware River-Pier --------------------------------

48
3,414

04

Total carloads generated by the line ------------- 3 6203

Average carloads per week-.....
Average carloads per mile-____._
Average carloads per train . .
1973 operating Information:

Number of round trips per year-----
Estimated time per round trip (hours)- --- -

Train crew slze ... . . .
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69.7
74.3
11.6

312
4.0

2,500
4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rlail Service Report" indicates that
many shippers testified aboutthis line particularly at
Modena and Coatesville. These two stations were not
included on this line segment as they will receive service
from the PC line.

Information for Line Retention Decision

Revenue received by RDG ....... $76,493
Average revenue per carload- $211

Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch line..- 610,302-
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)_ -f0
Cost Incurred beyond the branch line__. 366,934

Total variable (avoidable) cost --- . 97, 236

Net contribution (loss): total ----- (214, 7 3S)
Average per carload. - (60)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's-
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.ph.).

Lenape Forge is expanding-its plant and projects
over 300 carloads per year.

Preliminary Recommendation

It is not recommended that. this portion of the Wil-
nington & Northern Branch be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $214,738 or $60
per carload. Recovery of costs would require approxi-
mately a 54 percent increase in traffic or a. 28 percent
rate increase over the 1973 levels. It is expected that
tie Wilmington traffic can be handled by ConRail or
Chessie.
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ILLINOIS

Intrastate

PC

line number
USRA Terminals

415
422
434
434a
435
570a
605
605a
605b
606
606a
607
607b
609
610/610a
611
611b,
617
617a
617b
617c
618a
618b
679

Matteson to Frankfort
Depue Junction to Depue
Howe to PC Junction
PC Junction to Churchill
Ladd Junction to Zearing (BN Trackage Rights)
Lenox to East Alton
Danville to Paris
Paris to Hutsonville
Hutsonville to Robinson
Robinson to Mount Carmel
Mount Carmel to Harrisburg
Harrisburg to Olmsted
Harrisburg to Delta Mine
Paris to Decatur
Maroa to Decatur (ICG Trackage Rights)
Maroa to Waynesville
East Peoria to Atlanta
Danville to Urbana
Pekin to East Peoria (P&PU Trackage Rights)
Urbana to Bloomington
Bloomington to Pekin,
Paris to Mattoon
Mattoon to Hillsboro
East St. Louis to Hillsboro

Interstate

-For Illinois to Indiana interstate lines, refer to Page
431 under Indiana.

PORTION OF THE JOLIET BRANCH

USRA Line No. 415

'Penn Central

PC to Joilet PORTION OF THE
JOLIET BRANCH, PC ICG to Chicago

EJ& E , to Joie FRANKFORT " - (PC opertes via
N1  --I mle Trackage Rights)
.........

Frakfort (EJ&E) -... :ATTESON ,CPC toEast GzrT
...............

Matteson (EJ&E): f"EJ&E to Porter

ICGtoKankakcec(PC
operates via Trackage
Rights)

This portion of the Joliet Branch, formerly part of
the New York Central RR, extends from Matteson

(Milepost 24.8) to Frankfort, Ill. (Milepost 3-), a
distance of 9.4 miles, in Cook and Will Counties, Ill. A
continuation of this line extends to Joliet from Frank-
fort. At Matteson, this line connects with the Illinois
Central Gulf RR Main Line to-Chicago (PC operates
over this line from Kankakee via trackage rights). The
PC connection (via trackage rights) and the continua-
tions of this line are also under study in this report.
This line was not described as potentially excess in
the U.S. DOT Rep;rt (seeZone 131).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Frankfort ----- - 138

Total carloads generated by the lin 138
Average carloads per weeke---- 2- "
Average carloads per mile- 18.7
Average carloads per train .. ..... 2.8
1973 operating Information:

Number of round trips per year 50
Estimated time per round trip (hours) - 6.0
Locomotive horsepower.. -.... .1,500
Train crew size..... 5

Information Provided by RSPO, Shippers, Goyernment
Agencies

No specific information was provided on this line at
the hearings conducted by the Rail ServicesPlanning
Office as reflected in their reports entitled "The Public
Response to the Secretary of Transportations Rail
Service Report." However, a long-range transporta-
tion plan for the Chicago metropolitan region suggests
that this line of the Penn Central should be abandoned
and service continued by the parallel Elgin Joliet &
Eastern Ry between Joliet and Hobart. This recom-
mendation was published by the Chicago Area Trans-
portation" Study in February 1971 and adopted as an
official plaming document on June 21, 19T4. The plan
calls for the use of the PC right-of-way as an energy
corridor for pipelines and electric utility transmission
lines. The plan suggests that shippers and local govern-
ments could maintain existing service at their own
initiative.

Information for Line Retention Decision

IRevenue received by PC ..____, 924
Average revenue per carload 166
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Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 68,462
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 14,116
Cost Incurred beyond the branch line ---- 16,544

Total variable (avoidable) cost- ---------- 99,544

Net contribution (loss) : total ------------------- (76, 620)
Average per carload --------------------- (555)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,300 crossties (an average
of 310 crossties per mile).

Preliminary Recommendation
It is not recommended that this portion of the Joliet

Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $76,620 or $555 per carload. Re-
covery of costs would require approximately a twelve-
fold increase in traffic or a 330 percent rate increase
over the 1973 levels.

DEPUE SECONDARY TRACK

USRA Line No. 422

Penn Central

PC, Milwaukee
Road to Ladd-4/

'/
CRI & P to Chicago

DEPUE ........... -...........

CRI&Pto-"
Davenport ,.2miles DEPUE JUNCTION

DEPUE SECONDARY I
TRACK, PC

6 ennepin

PC Kankakee Branch to Streator
(Milwaukee noad has Trackage
Rights to Granville Junction)

The Depue Secondary Track, formerly part of the
New York Central RR, extends from Depue Junction
(Milepost 0.0) to Depue, Ill. (Milepost 1.2), a distance
of 1.2 miles, in Bureau County, Illinois. At Depue Junc-
tion, this line connects -with the PC Kankakee Branch,
over which the Chicago, Milwaukee, St. Paul, and Pa-
cific has trackage rights. It also connects with the Chi-

cago, Rock Island & Pacific at Depue. This line is used
to interchange with the Chicago, Rock Island and Pa-
cific at Depue. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 134).
Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
This line is used to interchange traffic with the Chi-

cago, Rock Island and Pacific Railroad. This inter-
change can be provided at Peoria, East St. Louis, or
Chicago.

Preliminary Recommendation

It is iwt recommended that this portion of the Depue
Secondary Track be included in the ConRail System.

PORTION OF THE KANKAKEE BRANCH

USRA Line No. 434

Penn Central
Milwaukee to Davis Junction

BN to Zearing (PC has P h
Trackage Rights) PC to Churchill

SPC Junction z- -LADD JUNCTION//
LX . BN to Streator

6.1 miles PORTION OF THE KANKAKEE
BRANCH. PC (via Trackage Rights over

Seatonville C C& NW between LX and Seatonvlille)

CR1 & P to
HOWE/ Chicago

/ODepue :Depue Junction
CRI & P to Davenport I
and Peoria I+- PC to Streator (Milwaukee has rackago

Rights to Granville Junction)

This portion of the Kankakee Branch, formerly part
of the New York Central RR, extends from Howe
(Milepost 188.3) to Ladd Jwnction, Il. (Milepost
194.4), a distance of 6.1 miles, in Bureau County, Illi-
nois. At Howe, this line continues east to Streator. At
Seaionville Junction, the Chicago, Milwaukee, St. Paul
& Pacific connects. (C&NW owns the portion (M.P.
192.2 to M.P. 193.8) from Seatonville Junction to LX;
PC operates via trackage rights.) At Ladd Junction,
the leg of the wye to PC Junction provides a connec-
tion to the Burlington Northern with PC Trackage
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rights to Zearing, the Chicago, Milwaukee, St. Paul &
Pacific Line to Davis Junction and the Burlington
Northern to Streator. The-PC-BN Trckage Rights to
Zearing and the PC Churchill Secondary Track are
also under study in this Report. The Chicago, Milwau-
kee, St. Paul and Pacific has trackage rights over PC
Seatonville Junction to Granville Junction. This line
was described as-potentially excess in the U.S. DOT
Report (see Zone 134).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Report."

Information for Line Retention Decision

This line is used to interchange traffic with the CMS&
P&P and the C&NW also operates over this line via
trackage rights. This traffic can be interchanged at
Chicago.

Preliminary Recommendation

It is not recommended that this portion of the Kanka-
- kee'Branch be included in the ConRail System.

PORTION-OF THE CHURCHILL SECONDARY

TRACK

USRA Line No. 434a

Penn Central -

Milwaukee toDaiuec ton C&NW to DekalbSDavis-Junction

n/

BN to Zearing CHURCHILL
a..

2 6 es C&NW to
LADD JUNCTION .. Spring Valley

PORTION CHURCHILL
BN to Streator 'Seatonville SECONDARY TRACK, PC

I-\PC to Streator
(Milwaukee has trackage
rights to Granville Junction)

This portion of the Churchill Secondary Track,
formerly part of the Pennsylvania RR, extends from
Ladd Junction (Milepost 194.3) to (hurchill, 211.
(Milepost 196.9), a distance of 2.6 mile8, in Bureau
County, ill A continuAtiA -of this-lin6 extends south-

westward to IIennepin. This line connects with the
Chicago, Milwaukee, St. Paul and Pacific Railroad-to
Mendota at Ladd Junction. It also connects with the
Chicago and North Western line to Sycamore. A portion
of this line was described as potentially excess in the
U.S. DOT Report.

Information Provided by RSPO, Shippers, Government
Agencies

TNo specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response tQ the Secretary of Traniporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line is used to serve USRA Segment-No. 435.
The preliminary recommendation for Segment 435 is
that it not be included in the ConRail System.

Preliminary Recommendation

It is not recommended that this portion of the
Churchill Secondary Track be included in the ConRail
System.

PC TRACKAGE RIGHTS OVER BURLINGTON

NORTHERN

USRA Line No. 435

Penn Central

BI to Chicago

ZEARING*-
• • es Milwaukee Road to

T 6.6 miles -avi Juntio"'T ~ ~ Mle D Uvs uc

BN to Galesburg 2 , PC . PC to Churchill

JIuncion/
PC TRACKAGE RIGHTS OVER --

BURLINGTON NORTH\ERN I
. .*- BN to Streator

I * LADD JUNCTION
SeatonvilleO"

1
4 -PC to Streator

(Milwaukee has Trackage
Rights to Granville Junction)

These PC trackage rights over the Burlington North-
ern extend from Ladd -Junction (Milepost 193.8) to
Zearing, 111. (Milepost 200.4), a distance of 6.6 m iZes
in Bureau County, Ilhinois. This line is owned by the
Burlington Northern; PC operates over it by trackage
rights:'At Ladd Jimction, t6is fnie-conune'ct's with the
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PC Kankakee Branch to Streator, and the Chicago,
Milwaukee, St. Paul and Pacific to Davis Junction. At
Zearing, it connects with the Burlington Northern to
Chicago and Galesburg. It also connects with PC's
Churchill Secondary Track at Ladd Junction, which is
also under study- in this Report. A portion of the PC
Kankakee Branch is also under study in this Report.
This line was described as potentially excess in the U.S.
DOT Report (see Zone 134). "

Information Provided by RSPO, Shippers; Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transports-
tion's Rail Service Report."

Information for Line Retention Decision

PC trackage rights over this line are used to inter-
change traffic with the BN. This interchange can be
undertaken" at East St. Louis, Peoria, Streator, or
Chicago.

Preliminary Recommendation

It is not recommended that trackage rights-over this
portion of the BN be included in the ConRail System.

EAST ALTON BRANCH ICG -RR JOINT

USRA Line No. 570a

Penn Central

ICG to Chicago : BN to Galesburg

BN to West Alton ".
... ..... "EAST ALTON

ICG to Alton--L. Illinois Terminal

Illinois Terminal RR to Mont

RR to Alton Rues* .Reuters " Woo River

Illinois Terminal -- Wd River
To St. Louis 8.6 miles PC to Terre Haute

EAST ALTON BRANCH, PC ,-"' / (C&EI has Trackage

(PAIRED TRACK ARRANGEMENT 4--Rigts to Pana)

WITH ICG)/

4-N&W to Chicago
LENOX

PC-ICG JointTrack 4 / '-Alton &.Southem
to East St. Louis % " Ry to Exermont

N&W to East St. Louis

The East Alton Branch, formerly part of the ow
York Central RR, extends from East Alton (Milepost
241.3) to Lenox, Ill. (Milepost 249.9), a distance of 8.6
miles, in Madison County, Ill. This line of the Penn
Central is operated as a paired track railroad with PO
owning one of the two. tracks and ICG the other. The
segment is part of ICG's Chicago-St. Louis Main Line.
BN also has trackage rights over the line. This line was
not described as potentially excess in the U.S. DOT Re-
port (see Zone 323).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
E44t Alton ----- ------- -------- ------------ 7D1

Total carloads' generated by the line ----------- 794
Average carloads per week --------------------------- :11.8
Average carloads per mile .. . ..-------------------- 2 8. 8
Average carloads per train ------------------ -------- 2.0
1973 operating Information:

Number of round trips per year ------------------ 800
Estimated time per round trip (hours) -------------- 10
Locomotive horsepower ---------------------------- 1,1100
Train crew size ------------..........--------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro.
vided at the hearings conducted by the Rail Services

Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report".

Information for Line Retention Decision

Revenue received by P----------- -- $449, 890
Average revenue per carload ----------- $ 6

Variable- (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 220,162
Cost of upgrading branch line to PRA Class

I: (1/10 of total upgrading cost) ------ 0
Cost incurred beyond- the branch line----- 186,714

Total variable (avoidable) cost-------------- 412,870

Net contribution (loss) : total -----------.------ 386,523
Average per carload -------- 46

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's

.minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Recommendation

It is recommended that the East Alton Branch be in-
cluded in the ConRail System.
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PORTION OF THE CAIRO BRANCH

USRA Line No. 605

Penn Central

L&N to Chicago PC Danville Branch
X to Chicago*. \. /

PC (P&E) to Peoria . / N t\ ". / N&W tofort Wayne

DANVILLE

PC (P&E) to

-N&W to St. Louis Indianapolis

.
L&N to Evansville

31.8 miles N&W

N&W

Ridge Farm

B to B&O to IndianapolisB&O to Springfield

..............

-. IChrisman
PC to Decatur - PORTION OF CAIRO

i\.. BRANCH, PC

PC to Mattoon and
East St. Louis

PARIS

N- ..- PC toTerre Haute

!K
- PC to Mount Carmel and Cairo

This portion of the Cairo Branch, formerly part of
-the New York Central RR, extends from Danville

(Milepost 5.3), to Paris, Ill. (Milepost 37.1), a distance
of 31.8 miles, in Vermilion and Edgar Counties, Illi-
nois. At Danville, this line connects' with a Norfolk &
Western Main Line, the Louisville & I ashville to Chi-
cago and Evansville, and the Peoria & Eastern line of
the PC, the Norfolk & Western Ry at Ridge Farm, the
Baltimore & Ohio RR at Chrisman, and the PC Peoria
Secondary Track as well as the PC line from Lenox to
Davis at Paris. At Paris, it continues south to Cairo.
The continuations from Danville to Chicago and Paris
to Cairo, the PC Peoria & Eastern line, and the PC
Lenox to Davis line are also under study in this Report.
This line was described as potentially excess in the
U.S. DOT Report (see Zones 139 hand 141).
Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office, as reflected in their
reports entitled "The'Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Lauhoff Grain Co. averages 4,000 carloads per year in

and out of Danville via PC, It was also reported that a
new 'duPont plan may open on this line, but no location
was given in the testimony. fllinois Power- Co. has a
power station at Vermilion Grove which would be left
without direct rail service if this line were abandoned.
This plant does not receive coal by rail, but does require
the use of rafil for replacement of its 155-ton turbine
generators.

Information for Line Retention Decision

This line is required for through freight -service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Cairo
Branch be included in the ConRail System.

PORTION OF THE CAIRO BRANCH

USRA Line No. 605a

Penn Central

PC to Decatur

PC to East
St. Louis N

PC to East
St. Louis

33.9 miles

4- PC to Danville

PARIS PC to Terre Haute

Marshall

PORTION OF THE
CAIRO BRANCH, PC

HUTSONVILLE

j-- PC to Cairo

This portion of the Cairo Branch, formerly part of
the New York Central RR, extends from Paris (AMe-
post 37.1) to Hutsan zvle, 11., (Milepost '1.0), a dis-
tance of 33.9 miles, in Edgar, Clark, and Crawford
Counties, Ill. At Paris, the line continues north to Dan-
ville and Indiana Harbor, Ind., and at Hutsonville the
line continues south to Cairo. Also at Paris, the line
conmects with the PC Peoria Secondary Track and the
PC Lenox-to-Davis line to East St. Louis and Terre
Haute. The two connecting lines, the PC Lenox-to-
Davis line, and the PC Peoria Secondary Track are
also under study in this Report. This line was described
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as potentially excess in the U.S. DOT Report '(see
Zone 139).
Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Respdnse to the Secre-
tary of Transportation's Rail Service Report" indi-
cated that Illinois Cereal Mills, Inc. of Paris was par-
ticularly ,concerned with the effect that abandonment
of this line would have on the city of Paris. Frank
B. Tatara, Traffic Manager for Illinois Cereal Mills,
noted that all lines leading into Paris have been desig-
nated potentially excess except for a line from Paris
southeast to Farrington. His firm generated 10,196 car-
loads in 1973. Additionally, he reported that his firm
would be forced to cease operations. if the DOT Report
recommendations were implemented.

An evaluation of coal reserves by USRA staff in-
dicates that this line is currently used as a high volume
through-route for coal shipments.

Further testimony by Clark Service Co. of Marshall
indicated that they would have shipped 100 carloads
in 1973 had they been available.

Preliminary Recommendation
It is.iot recommended that this portion of the Cairo

Branch be included in the ConRail System. ConRail will
utilize this line only if Southern Illinois coal traffic
cannot be rerouted.

PORTION OF THE CAIRO BRANCH

USRA Line No. 605b

Penn Central

if-PC to Danville

10.2 miles-+

ICG to Effingham

PC to Cairo-i

HUTSONVILLE

f-PORTION OF THE
CAIRO BRANCH, PC

ICG to Indianapolis

ROBINSON

This portion of the Cairo Branch, formerly part of
the New York Central RR, extends from Hutsonville

(Milepost 71.0) to Robinson, 171. (Milepost 81.2), a dis-
tance of 10,2 miles, in Crawford County, Ill. At Iutson-
ville, the line continues north to Danville and at Robin-
son, south to Cairo. A connection is made with the
fllinois Central Gulf at Robinson. Both continuations
are also under study in this Report. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 141).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hutsonville ------------------------------------- 2, 143
Trimble ------------------------------------------ 11
Robinson 1 ------- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  45

Total carloads generated by the line ------------- , 190
Average carloads per week ---------------------------- 42.3
Average carloads per mile ---------------------------- 215. 0
Average carloads per train ------------------------- 7,3
1973 operating information:

Number of round trips per year ------------------- 3 300
Estimated time per round trip (hours) ---------------. 5
Locomotive horsepower -------------------------- 4,000
Train crew size ----------------------------------- 4
2 Includes only-traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Central Electric Public Service Company's plant, at
Hutsonville receives over 2,600 carloads per year.

Information for Line Retention Decision
Revenue received by PC ----------------------- 30- q68, 801
Average revenue per carload -------------- $108

Variable (avoidable) cost of continued
,service:

Cost incurred on the branch line -------- 133, 755
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 11,229
Cost incurred beyond the branch line .... 280, 600

Total variable (avoidable) cost ------------ 481,714

Net contribution (loss) : total ------------------- (62, 918)
Average per carload --------------------- (29)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1,175 crossties (an average of
115 crossties per mile).

This line needs major rehabilitation, beyond the esti-
mates shown above.



Preliminary Recommendation

It is not recommended that this portion of the Cairo
Branch be included in the ConRail System. The line
will be utilized for through movements only if alterna-
tive routes using parallel carriers cannot be arranged.

PORTION OF CAIRO BRANCH

USRA Line No. 606

Penn Central

PC to Danville and.Chicago

....../
**. ROBINSON

I ICG to Indianapolis

SOU to St. Louis SOU to Louisville

PCtoHarrisburg . OUNT CARMEL
Ill. and Cairo- / tEasl

"/-A PC to Evansville

This portion of the Cairo Branch, formerly part of
the New York Central RR; extends from Robinson
(Milepost 81.2) to Mount (armei, Ii. (Milepost 126.3),
a distance of 45.1 mnilev, in Crawford$ Lawrence, and
Wabash Counties, Ill. At Robinson, this line continues
north to Danvilli'and, at Mount Carmel, south to Cair6.
Other connections are: the Illinois Central Gulf RR
at Robinson; the Baltimore-Ohio RR at Lawrence-
ville; the Southern Railway at Mount Carmel, and the
PC Evansville Secondary Track at Miount Cannel. The
continuations of this line as well as the PC Evansville
Secondary Track are also under study in this Report.
This line was described as potentially excess in the
U.S. DOT Report (see Zone 141).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Robinson ----------------- -------- 1493
Flat Rock -------------------------- -------------- 111
Pinkstaff -------------- --------- 10
Lawrenceville ------------------- ------ 5
Allendale --------------------- - -------------- 39
mt. Carmel'__ ------------------------------------- 5

-Total carloads generated by the line ...-------- - 500

Average carloads per week-
Average carloads per mile--
Average arloads per train-.
1073 Operating Information:

Number of round trips per year
Estimated Uie per round trip (hours)- -
Locomotive horsepower--.
Train crew se.....
' Includes only traflie on regment.
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48.1
55.4

300
5-5

4,000

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-

ports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that

Pacific Press & Shear of Mt. Carmel ships about 2,7 0O
tons of steel plate and 1,200 tons of heavy machinery
per year. They would be willing to abandon this seg-
ment provided the company or the Southern Railway
(the plant is located within 1500 feet of the junction
of the PC and Southern tracks) would obtain posses-
sion of thd land and tracks owned by PC between the
plant and the Southern tracks. In addition, the com-
pany demanded a guaranteed service agreement with
Southern.
, The Amoco Oil Co. also of Mt. Carmel depends upon
rail service for shipments of inbound goods. Should
this service be curtailed, the firm would be forced to
relocate.

Testimony by William R. Imel, General Chairman,
U.T.U. General Committee of Adjustment, stated that
this line serves coal mines in southern Indiana and Illi-
nois.

E. W. Pearson, President of the Pacific Press & Shear
Company, in a letter to the Interstate Commerce Com-
mission (forwarded to USRA) conveyed muchthe same
information reported at the RSPO hearings. HE~e also
indicated that much of his inbound and outbound ship-
ments can be transported via rail only necessitating con-
tinued service.

Information for Line Retention Decision

Revenue received by PC - $726,760
Average revenue per carload-- $291

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line - 471,305
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) - 44,448

Cost incurred beyond the branch lne- 282,172

Total variable (avoidable) cost- -- --- 79,925

Net contribution (loss) : total- (71,165)
Average per carload (28).
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The line requires major rehabilitation. Through traf-
fic will be rerouted if possible and this segment will be
isolated. To minimize this proposed service loss, alter-
nate routings for coal destined to the power plant at
Robinson will be explored.

Recommendation

It is not recommended that this portion of the Cairo
Branch be included in the ConRail System.

PORTION OF THE CAIRO BRANCH

USRA Line No. 606a

Penn Central

PC to Doaville
and Chicago

Souto St. Louis /
% :\ JMOIJNT CARMEL

I CG to Mattoon k\*"
% Sou. to Louisville

62.4 miles Grayville PC to Evansville

L&N to St. Louis
_ ICG to Evansville

0 to Flora ... L.N to Evansville13 or 
.amL&N to Mc Leansbor aa

" " PORTIONRI OF THE CAIRO BRANCH. PC

ICG to Groat ..

. Eldorado B&O to Shawneetown

PC to Delta Mine % L&N to Slawneetown

ARPF.lsBUllG

'(PC to Cairo
/

This portion of the Cairo Branch extends from
Mount Carmel (Milepost 126.3), to Harrisburg, Ill.
Milepost 188.7), a distance of 62.4 mies, in Wabash,
Edwards, White, Gallatin, and Saline Counties, 1li. At
Mount Carmel, this line continues north to Danville,
and at Harrisburg, south to Cairo. In addition, the line
connects with the Southern Ry. St. Louis-Louisville
Line at Mount Carmel, the Illinois Central Gulf to
Mattoon and Evansville at Grayville, the Lousville &
Nashville at Carmi and Eldorado, the Baltimore &
Ohio Shawneetown Branch at Norris City, the PC
Saline Valley Branch at Harrisburg, and the PC Evans-
ville Secondary Track at Mt. Carmel. Another connec-
tion is also made with the Illinois Central Gulf at
Eldorado. The line's continuations at Mount Carmel
and Harrisburg are also under study in this Report as
is the PC Saline Valley Branch and Evansville Sec-
ondary Track. This line (except for the portion from
Eldorado) was described 'as potentially excess in the
U.S. DOT'Report (see Zones 141 and 146).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Keensbuig ----------------------------------------- 07
Grayville ---------------------------------------- 12)
Crossville -------------------------------------- Go
Carm ---------------------------------------- 147
Norris City --------------------------------------- 1
Eldorado --------------------------------- ------- 1, 45
Mt. Carmel1 _ --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 135

Total carloads generated by the line -------------- 2,290
Average carloads per week --------------------------- 44.0
Average carloads per mile ---------------------------- 36.7
Average carloads per train --------------------------- 7.0
1973 operating information:

Number of round trips per year ------------------- 300
Estimated time per round trip (hours) ---------------- 12

-Locomotive horsepower ----------------------------- 4, 000
Train crew size ------------------------------------ 4
' 'Includes only traffic on this segment.

Information Provided by RSPO, Shippers, GovernmentAgencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that Harry Eggert, Sales Manager of Sahara Coal Co.,
stated that his firm has three bituminous coal mines at
Harrisburg. The coal is destined for points north of
Harrisburg. He noted that the Illinois Central Gulf
would still serve his mine if PC service were curtailed,
but he pointed out that the ICG does not have a suffi-
oient amount of open-top hopper cars to satisfy his
firm's needs. Consequently, the firm may be forced to cut
back production resulting in employee layoffs.

Additional testimony provided by the Peabody Coal
Co. indicated that if service were curtailed the firm
would be unable to supply the Central Illinois Public
Service Co. facility, at Hutsonville.

Additionally, Sugar Creek Produce in Harrisburg
reported shipment of 40 carloads in 1973 and Lemont
Fertilizer Co. of Crossville shipped 850 carloads in
1973.

An evaluation of coal reserves by USRA staff indi-
cates that this line is currently used as a high volume
through-route for coal shipments.

Information for Line Retention Decision
Revenue received by PC------------------------ $458, 607
Average revenue per carload ------------- $200

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 737, 601
Cost of upgrading branch line to IRA .

Class I: 1/10 of total upgrading cost) - 62, 88
Cost incurred beyond the branch line..- 297, 552

Total variable (avoidable) cost ----------- 1, 097, 841

Net contribution (loss) : total ------------------- (039, 234)
Average per carload ------------------- (270)



This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I trdck, which has a

maximum safe operating speed of 10 m.p.h.). Based on

available information, this upgrading would include
the replacement of a total of 5,600 crossties (an average
of 90 crossties per mile).

There are major coal reserves on the south end of this
segment. The line, however, requires major rehabilita-
tion and therefore efforts will be made to reroute traffic.

Preliminary Recommendation

It is not recommended that this portion of the Cairo
Branch be includled in the ConRail System except be:
tween Mt. Carmel and Eldorado. ConRail should oper-
ate this segment as a through segment only if unable to
reroute through coal traffic.

PORTION OF THE CAIRO BRANCH

USRA Line No. 607

Penn Central
Saline Valley Branch, PC

to- Delta Mine

ICG to Edgewood

PC to Danville
C&EI t Chicago .A ,

HARRISBURG• BN tD Centralia -. ..

A •. 1 'PORTION OF

55. I miles. o CAIRO BRANCH, PC

ICG to Metropolis
k krKarnak o

OLMST. 4--BN to Metropolis

C&EI to Joppa
PC-to Cairo

This portion of the Cairo Branch, formerly part. of
the New York Central RR, extends from H 'risburg
(Milepost 1887) to Olnsted, ll. (Milepost 244.8), a
distaice of 56d miles,-in Saline, Williamson, Johnson,
Massec, and Pulaski Counties, -IU. At Harrisburg, this
line continues north to Danville, and at Olmsted, south
to Cairo. The line also. c6nnecis with the PC Saline
Valley Branch at Harrisbu'rg, the Illinois Central Gulf
to Edgewood jusf north of Stonefort, the Burlington
Northern at Forman; and the Chicago-Eastern Illinois
RR at Karnak. The continuations at Harrisburg and
Olmsted, and the PC Saline 1(alloy Branch are also
under study in thjs Report. This line except for the por-
tion from MThrrisburg to Stonefort was described as

-potentially excess in the U.S. DOT Report (see Zone
146). -

Traffic and Operating Information

Stations (with their 1073 carloads) s rved by this line:
Ledford
Stonefort
New Burnslde-..
Tunnel HI1L......
Vienna
Belkmap
Karnak
Grand Chain_
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398
7, 518

16
2

so
6

Harrisburg 1 83.

Total carloads generated by the line 8, 065
Average carloads per week . . ... 155.1
Average carloads per ml e...... .. 143.8
Average carloads ler train...... - 80.7
1973 operating Information:

Number of round trips per ye__..- 100
Estimated time per round trip (hours) 9.0
Locomotive horsepower -4,000
Train crew slze- ._____........... .4

& Includes only traffic on segment

'Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Serices Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
The Electric Energy Corporation expressed strong op-
position to the abandonment of this line. They have been
supplying 50 percent of the electric energy used in gase-
ous diffusion 6y the Atomic Energy Commission.

Information for Line Retention Decision

Revenue received by PO- 1,32224
Average revenue per carload ...... $190

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line.---_ 6M, 866
Cost of upgrading branch line to FRA

elam I (1/10 of total upgrading
cost) 47,620

Cost Incurred beyond the branch line.... 9S5, m

Total variable (avoidable) cost-. -- 1, 660,997

Net contribution (loss): Total (128,773)
Average per carload ....-- (15)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgradingwould include the
replacement of a total of 4,960 crossties (an average of
88 emssties per mile).

Although service to the entire line generates a. loss, a
105-percent growth in traffic or an 8-percent rate in-
crease would make this portion of the line financially
self sufficient.

419



Recommendation

It is recommended that this portion of the, Cairo

Branch be included in the ConRail System. Because of

the poor condition of muckof the track from Paris, Ill.
south, trackage rights for the alternative movement of

through traffic will be explored.

SALINE VALLEY BRANCH

USRA Line No. 607b

Penn Central

PC to Harco ,
(out of service)

%o.

ICG to Edgewood : I
• DELTAHINEl

ICG to Metropolis :

10.7 n

SALINE VALLEY
'BRANCH, PC

PC to Mt. Camel
and Chicago

/
miles /

HARRISBURG

/ PC to Cairo/

The Saline Valley Branch, formerly part of the New
York Central RR, extends from Harisburg (Milepost
0.0), to Delta Mine, 111. (Milepost 10.7), u distance/of
10.7 miles, in Saline County, Illinois. At Harrisburg,
this line connects with the PC's Cairo Branch, which is
also under study in this Report. It connects midway
with PC's Harco Branch which has not-been used for a
number of years other than for car storage. It, too, is
under study in this Report. Delta Mine is also served
by Illinois Central Gulf. This line was not described as
potentially excess in the U.S. DOT Report (see Zone
146).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
DeltaMine ------------------ -------------------- 1
Harrisburg 1 --- - - - - - - - - - - - - - - - - - - - -  .- - - - - - - - - - - - 19,248

Total carloads generated by the line ------------ 19, 249
Average carloads per week- -------- _ ---------------- 370.2
Average' carloads per mile ...----------------------- 1,815.8
Average carloads per train ------------------------ 8.5
1973 operating Information:

Number of round trips per year_ -.......... : ...... 500
Estimated timd per round trip (hours) --- - --------- 4.0
Locomotive horsepower ------------------------- 4,000
Train crew size ...---------------------------------- 5
1Includes only traffic on segment.

Information Provided by RSPO( Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report'.

Information for Line Retention Decision

Revenue received by PC ----------------------- $3 822,180
Average revenue per carload ------------- $19D

Variable (avoidable) cost of continued
service:

Cost -incurred on the branch line ------- 446,444
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 15, 74OF

Cost incurred beyond the branch line-. 2,851,856

Total variable (avoidable) cost ----------- 2,818, 548

Net contribution (loss) : total ------------------ 1, 009,187
Average per carload --------------------- 52

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,200 crossties (an average
of 206 crossties per mile).

An evaluatidn of coal reserves by USRA staff indi-
cates that there are active loading facilitie6 on this line
and traffic is expected to increase.

Recommendation

It is recommended that the Saline Valley Branch be
included in the ConRail System. Because of the poor
condition of much of the track from Paris, Ill. south,
trackage rights for the alternative movement of through
traffic will be explored.

PORTION OF PEORIA SECONDARY TRACK

USRA Line No. 609

Penn Central

ICC w maas (PC h" ICa ft as -P.12.
Trsdd5t RIht " K-4 I Ilir.I Tm.Int. OC'h.V

L I 1W I. Chlnsgs and For Woyno. / ,1&0 =d ,,,
ICG to Pro1d . j 8&O to 1d--P-ol1'

NEW IsS~o~s Cs? &Wtob-aS~ t ICC toChic.5
N&WtKui" tH city e C&EI= fcsfo Nott. pC,.ao j,

•L"o -ou.os x .. , 1PC .." l t . a5

to.+,+,.;",+ : Ip :i.tr

II&Wt. Sl. d N II N ICCo ,Is PARIS CIDLAJO)
00 w Spdrincldd OP 0 TISPMRIA &E S "i..Is

R RAM, PC PC o East S LW. l p\PC b Two Iac

l70.9 ie =11."Pc to Cairo

9760

"m I
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This portion of the Peoria Secondary Track, former-
ly part-of the Pennsylvania CR, extends from Pars
(Milepost 21.3) to Decztur, Ill. (Milepost 92.2), a dis-
tance of 70.9 miles, in Edgar, Coles, Douglas, Moultrie,
and Macon Cofinties, Illinois. At Decatur, this line con-
tinues to Peoria. Connections are: at Paris, the Cairo
Branch and the Lenox-to-Davis Line, both PC,
the Norfolk & Western Ry's Frankfort-St. Louis line
at Oakland, the Illinois Central Gull to Chicago and
Cairo at Arcola, the &EI to Chicago and Chaffee, the
Norfolk & Western to Bement and Sullivan at Loving-
ton, the Chicago & Eastern Illinois at Arthur, and the
Illinois Central Gulf to Mattoon at Hervey City- From
Hervey City to Maroa, the PC operates via trackage
rights over the Illinois Central Gulf. Additionally, at
Decatur, this line connects with the Norfolk & Western
to Chicago, Ft. Wayne and St. Louis; Illinois Central
Gulf lines to Freeport, Urbana and Centralia and Lin-
coin, the Baltimore & Ohio to Springfield and Indiana-
polis and the Illinois Terminal RR and the Norfolk &
Western to Springfield. The PC Cairo Branch, th&PC
Lenox-to-Davis line and the continuation at Decatur
are also under. study -in this Report. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zones 141 and 142).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Redmon------------------------
Borton ----------------------------
Oakland--
Mindsboro
Kemp--------------------------------
Filson ----- -----

Arcola----------------------
Chesterville
Arthur ---------

Fairbanks ------------------------ - ------ L ------
Lovington--------------
Lake City ------------------------------------------
Prairie Hall --------- ----- --------------...
Mount Zion___ .....--------------------------- __
Turpi-

Total carloads generated by the line ----------- ,087
Average carloads per week -------------..........--- 20.9
Average carloads per mile ------------- -------- 15.3
Average carloads per train --- - 4.4
1973 operating information:

Number of round trips per year ------------------ 250
-Estimated time per round trip (hours) ------------- & 5
Locomotive horsepower --------------.. . .----------- 1, 750
-Train crew size----------- ----- ---------------- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the. Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the. Secretary
of Transportation's Rail Service Report" indicated that
the Farmers Cooperative Grain Company shipped 113
carloads of corn in 1972 and 157 carloads in 1973. In
1974. the compan: expected to ship 180 carloads. The
Inaplace Cooperative Grain Company ships 526 carloads
of rrain and beans per year over this line. Additionally,
the Moultrie Grain Association generated 286 carloads
in 1973, and the firms projected 1974 shipments totaled

.450 carloads. Testimony submitted by Frank B. Tatera,
Traffic Manager, Illinois Cereal Mills, Inc. (this firm
received the equivalent of 604 carloads from stations on
this line in 1973) recommends a review of all lines in
and out of Paris.

Information for Line Reisention Decision

Revenue received by PC ----------- 243, 028
Average revenue per carload. .. ..... $224

Variable (avoidable) cost of 'continued
service:

Cost Incurred on the branch line--- 609,848
Cost of upgrading branch line to FRA.

Class I (1/10 of total upgrading cost)- 91,360
Cost Incurred beyond the branch line--. 126,6S9

Total variable (avoidable) costM....... 827,901

Net coritrlbution (loss): Total--- -.... (584, 879)
Average per carload- .. -.. (538)

So This line woud require upgrading to meet the re-
1 quirements of the Federal Railroad Administration's
1 minimum safety standards (Class I track which ins a

06 maximum safe operating speed of 10 m.pih.). Based on
17 available information, this upgrading would include the
D replacement of a total of 12,000 crossties (an average of
72 189 crossties per mile). -IQ

Preliminary Recommendation

It is not recommended that this portion of the Peoria
Secondary Track be include, in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line genefates an annual excess
financial burden amounting to $584,879 or $538 per
carload. Recovery of costs would require approximately
a five-fold increase in traffic or a 240 percent rate in-
crease over the 1973 levels. It is expested that allpresent
PC traffic -at Decatur (5,155 in 1973) will be handled by
other carriers.



PORTION OF PEORIA SECONDARY TRACK

USRA Line No. 610/610a

Penn Central

ICG to Madison

Fanndale

ICG to Peoria

to Springfield

PORTION OF PEORIA SECONDARY
TRACK- PC HAS TRACKAGE
RIGHTS OVER ICG

Information for Line Retention Decision

These trackage rights over the ICG are used to servo
* USRA Segment No. 611. The preliminary recommenda-
tiorn for Segment 611 is that it not be included in the
ConRail System.

Preliminary Recommendation

It is not recommended that the trackage rights over
this portion of the ICG be included in the ConRail
System.

PORTION OF PEORIA SECONDARY TRACK

USRA Line No. 611

ICG to Champaign

I,.1 Illinois Terminal to Champaign

A. .-N&W to Chicago and Fort Wayne

DECATUR

" -- B&O to Indianapolis

"A \4- ICG to Mattoon (PC has

F 'Trackage Rights to
ICG to Centralia Hervey City) -

N&W to St. Louis and
B&O to Springfield

PC trackage rights over this portion of the ICG ex-
tends from Decatur (Milepost 95.5), to Maroa, Ill.
(Milepost 107.5), a distance of 12.0 miles, in Macon
County, Ill. At Decatur the line continues southeast to
Paris and, at Maroa, the line continues northwest to
Peoria. This section of track is owned'by the Illinois
Central Gulf and PC operates via trackage rights. From
Maroa, the Illinois Central Gulf continues to Freeport.
Also at Decatur the line connects with the Norfolk &
Western to St. Louis, Chicago and Fort Wayne; the
Illinois Central Gulf lines to Freeport, Urbana, Cen-
tralia and Lincoln; the Baltimore & Ohio to Springfield
and Indianapolis; the Illinois Terminal RR i and the
Norfolk & Western to Springfield. The northwest PC
line from Maroa is also under study in this report. Aban-
donment application filed by Illinois Central Gulf, Jan-
uary 16, 1973, Docket No. AB-5, Sub. 156; with .USRA,
Docket No. 75-61, for most of the line. This line, from
Decatur to just north of Corsyth, was described as po-
tentially excess in the U.S. DOT Report (see Zone 142).

Information Provided by RSPO, Shippers, Goverriment
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Penn Central

PC to Peoria ICG to Clinton

WAYNESVILLE PORTION OF PEORIA
.-"/SECONDARY TRACK, PC

/'-....... . ..- CG to Chicago
Midland City . Kenney

:4--ICG to
Bloomington

T 19.5 miles 'MAROAI CG to Havana"/

ICG to Springfield

ICG line to Decatur (PC operates
under Trackage Rights Agreement)

This portion of the Peoria Secondary Track, for-
merly part of the Pennsylvania RR, extends from Maroa
(Milepost 107.5) ,,to Waynesville, III (Milepost 127.0),
a distance of 19.5 miles, in Macon and Dewitt Counties,
Illinois. At Maroa, the line continues southeast to Paris,
and at Waynesville it continues northwest to Peoria.
This line connects with Illinois Central Gulf lines at
Kenney and Midland City. The portion beyond Maroa
is owned by the Illinois Central Gulf: PC operates un-
der a trackage rights agreement. The continuations are
also under study in this Report. An abandonment ap-
plication was filed before the Interstate Commerce Com-
mission Doqket No. AB-5 Sub. 156, and with USRA,
Docket No. 75-61. This line was described as potentially
exces4 in the U.S. DOT Report (see Zones 142 and 143).

Traffic and Operating Information

Stations (with their 1973 e4loads) served 'by this line:
Alaroa ------------------------------------------- 15
Rowell ------------------------------------------- 1
Kenney ------------------------------------- ----- 3
Midland City -------------------------------------- 10
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Tabor - 350
Waynesville - 183

Total carloads generated by the line ------------- 574
Average carloads per week ------------------------- 11.0
Average carloads per mile -----------------------.. . . -- 29.4
Average carloads per train ..----.------------------ 3.8
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) -------------- 10
Locomotive horsepower -------------- --- --- 1,750
Train crew size- .... - - 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail-Services Planning Office as reflected in their
reborts entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Dewitt County Cooperative Grain Company which
generates 1,165 carloads annually from Waynesville and
Tabor would suffer -from curtailment of service over
this line.

Information for 'Line Retention Decision
Revenue received by PC --- : $124,945
Average revenue per carload ----- --------- $218

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 211,973
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)__ 40, 447
Cost incurred beyond the branch line.... 60,508

Total variable (avoidable) cost- ---------- 318, 988
Net contribution (loss) total ...-- ------- - (194,043)
Average per carload ...-----------.--- (338)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 mph). Based on avail-
able information, this upgrading would include the
replacement of a total of 9,736 crossties (an average of
499 crossties per mile). -

Preliminary Recommendation

It is not recommended that this portion of the Peoria
Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $194,043 or $338 per car-
load. Recovery of costs would require approximately a
three-fold increase in traffic or a 155 percent rate in-'
crease over the 1973 levels.

PORTION OF PEORIA SECONDARY TRACK AND
ALLENTOWN SECONDARY TRACK

Penn Central

USRA Line No. 611b

Fanndale Junction

EAST PEORIA [ TP&W to Effier

P&PU to Peoria H'.. to Lafayette

-MOrton.k- AT&SF to Ancona
IT to Peora

Allentown PC(P&E)"
AT&SFtoPein to Indianapolis

iDowning
PC (P&E) to Peoria- - --- -- - 40-5 inles

IT to St. LouisIV
PORTION OF PEORIA .. .. -ICG
SECONDARY TRACK AND .. o..n.
ALLENTOWN SECONDARY M-inier
TRACK. PC

I CGto hicago

ICG to Murmysvllte

ICG to East St. Lou Decatur
ATLA T AVe

This portion of the Peoria Secondary Track and the
entire Allentokn Secondary Track, formerly part of
the Pennsylvania RR, extends fron Atlanta (Milepost
131.6) to East Peoria, Ill. (Milepost 172.1), a distance
of 4005 miles, in Logan, Tazewell, and Peoria Counties,
Ill. At Atlanta this line continues southeast to Paris,
and it also connects to the Illinois Central Gulf line to
Chicago. Other connections include: The Illinois Cen-
tral Gulf to Chicago at Minier, the PC Peoria & Eastern
to Peoria at Downing, the Illinois Terminal to Peoria
at Allentown, the Santa Fe to Chicago at Morton, the
Norfolk & Western and the Toledo Peoria. & Western
(both to Peoria) at Farindale, and the Peoria. & Pekin
Union at East Peoria. The PC Peoria. & Eastern line,
as well as the continued portion from Atlanta, are also
under study in this Report. Furthermore, the Illinois
Terminal maintains the line from M ilepost 162.5 to
161.8 and from niMilepost 167.8 to 172.1. PC operates via
trackage rights granted by the Norfolk & Western be-
tween Farmdale Jet. and P. & P.r. Jet. PC has filed for
abandonment (1-16-73 Docket No. lkB-5-156) of their
trackage rights on this portion of the line owned by
the Norfolk & Western. This line was described as po-
tentially excess in the U.S. DOT Report (see Zones 137
and 143).

Traffic and Operating Information
Statons (with their 1973 carloads) served by this

line:
t. Joy---- --- ----------Arnilngton ... ....... _

1
74
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Hittle
Alinier

-7.-- 0

0

Tazewell 17
Morton - 556

Total carloads generated by the line .------------ 648
Average carloads per week-........--- --------- -... .12.5
Average carloads per mile -------- .........--------- 2.1
Average carloads per train ----------------------- 5.4
1973 operating information:

Number of round trips per year .-------------------- 120
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower .......- --- 1,750
Train crew size ------------- L ----------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Report."

Information for Line- Retention Decision

Revenue received by PC -------------- --- 113, 738
Average revenue per carload -------------- $176

Variable (avoidable) cost of continued serv-

ice:
Cost incurred on the branch line ------- 284,929
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)-_ 75,464
Cost incurred beyond the branch line .... 56,134

Total variable (avoidable) cost ----------- 416,527

Net contribution (loss): Total ------------------- (302,789)

Average per carload ------------------- (467)

This line would require upgrading to, meet the re-
quirements-of the Federal Railroad Administration's
minimum safety standards (Glass I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 15,429 crossties (an average
of 499 crossties per mile).

Preliminary Recommendation

It is nt recommended that the Peoria Secondary
Track and the Allentown Secondary Track be included
in the ConRail System. Continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and, cost levels, this line
generates an annual excess financial burden amounting
to $302,789 or $467 per carload. Recovery of co~ts would
require approximately a five-fold increase in traffic or
a 265 per cent rate increase over the 1973 levels.

PORTION OF PEORIA AND EASTERN LINE

Penn Central

USRA Line No. 617

P CW&5 to 0ao 1-4d1 CIi
PC (P&E) t. P~. 41/ UN t, lo ( '€ /, l

lCfC~r, . Clll.rtluA Z 1 K, PC b/ chle ° ar

This portion of the Peoria & Eastern line, formerly
part of the New York Central RR, extends from Dan-
,ille (Milepost 8.6.0) to Ur'bana, Ill. (Milepost 115.0),

a distance of 29.0 miles, in Vermilion and Champaign
counties, Illinois. A continuation of this line extends
westward from Urbana to Champaign and Blooming-
ton and eastward from Danville to Indianapolis. This
line connects with an N&W Branch at Urbana, the
C&EI Railroad at Glover and PC to Cairo and Chicago,
the L&N Chicago-Evansville line and the N&W Fort
Wayne-St. Louis line, all at Danville. The Milwaukee
Road also serves Danville, as does a branch of the Chi-
cago -& Eastern Illinois. The Illinois Terminal RR
parallels this line from near Glover to Urbana. All con-
necting PC lines are also under study in this Report.
This line.was described as potentially excess in the
U.S. DOT Report (see Zones 139 and 140).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Danville - . . .. . . ...-------------------------------- 3,500
Hillery ------------------------------------------ 3
Oakwood ------------------------------------------ 1
Munice ------------------------------------------ 9
Fithian .-..-. ....---------------------------------- 0
Ogden ------------------------------------------- 27
Glover ------------------------------------------- 0
St. Joseph --------------------------------- 21
Mayview --L -------------------------------------- 0

Total carloads generated by.the line ----------- 3,501
Average carloads per week --------------------------- 68.5
Average carloads per mile ---------------------------- 122, 8
Average carloads per train -------------------------- 11. 9
1973 Operating Information:

Number of round trips per year --------------------- 300
Estimated time per round trip (hours) ------------- 10
Locomotive horsepower ---------------------------- 2, 000
Train crew size ----------------------------------- 5
2Includes only traffic on segment.
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secietary
of Transportation's Rail Service Report" indicated that
Webb Lumber and Wilsoh-Richter, Inc. both ship on
this line from Ogden. The former firm stated that ship-
ping costs would substantially increase if they are
forced to switcli to another mode of transportation. The
results of this increase may force the firm to close caus-
ing 27 people to lose their jobs. The latter firm, which
ships fertilizer, reportedly will go out of business if rail
service is curtailed.

Testimony by William R. Iniel, General Chairman,
U.T.U. General Committee of Adjustment, indicates
that the Anderson Elevator located in the Champaign-
Urbana area shipped over 150 100-car unit trains of
grain over this line in 1973. Ris group is opposed to
abandonnent because of the economic'chaos that would
result and the retardation of any potential industrial
expansion. - -

Information for Line Retention Decision

Revenue received by PC. --------- ----- $1,131- --
Average revenue per carload $318

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 415,625
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)_ 0
Cost incurred beyond the branch line.... 88, 321

Total variable (avoidable) cost ------------ 1, 103,940

Net contribution (loss) : total --------------------- 28, 022
Average per carload.---------------------8

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Recommendation•

It is recommended that this-portion of the Peoria &
Eastern be included in the ConRail System.

TRACKAGE RIGHTS ON PEORIA & PEKIN UNION

USRA Line No. 617a

Penn Central

The P&E has trackage rights on the Peoria & Pekin
Union, between Pekin (Milepost 0.0), to E. Peoria, I"M.

I' J&W urakart

PC to c~trzs

TPAN Lc-~

""v " "" apaa t. n

tl~dm' Rj " \ ICG $t.!, fldd

€&HIT t3 . St. Lt s

(Milepost 8.9), a distance of .9.miles, in Tazewell and
Peoria Counties, fllinois. PC operates over this line via
trackage rights. At Pekin, this line connects with the
PC Peoria-Eastern line to Danville, the Chicago & Il-
linois Midland to Springfield; the fllinois Central Gulf
tQ Springfield and Decatur; the Atchison Topeka &
Santa Fe to Chicago, and the Peoria Terminal Railway-
In addition, this line connects with the Illinois Ter-
minal to Lincoln; the Toledo Peoria & Western to
Watseka, and the Korfolk & JWestern to Bloomington
(upon which the PC's Peoria Secondary Track is ex-
tended to Peoria via trackage rights) at East Peoria.
The PC Peoria and Eastern line and the PC Peoria
Secondary Track are also under study in this Report
Additionally, at Peoria, the line connects-with a number
of railroads. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 137).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in thir
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Repoft" recognized
Peoria as a major gateway and should PC service be
curtailed, other railroads will continue to serve the
area.

Information for Line Retention Decision
These trackage rights over the P&PU are used to

serve USRA Segment No. 617e. The preliminary recom-



9766

mendation for Segment 617c is that it be included
in the Con Rail System. Therefore, these trackage rights
would be required.'

Recommendation

It is recommended that trackage rights over this
portion of the P&PU be included in -the ConRail
System.

PORTION OF PEORIA & EASTERN LINE

USRA Line No. 617b

Penn Central

." . N&W to Chlc.r
PORTION OFPROIA F 1
& EASTERN LM IE PCCG to hito

IC t CGm to mE oDla
N&W 1. L ,;I. [iIm. T .. I oznol

w i.tfdd 11110.1 T,,. n.
ICG W Hm..o . to Wool:

K&W to ie

This portion of the Peoria & Eastern Line, formerly
part of the New York Central RR, extends from

Urbana (Milepost 115.0) to Bloomington, 171 (Milepost.
170.5), a distanep of 55.5 mile8, in McLean, DeWitt,
Platt and Champaign Counties, Ill. A-continuation of
this line extends westward from Broomingtoni to Peoria
and eastward from Urbana to Danville, both of which
are under study in this Report. At Bloomington this
line connects with the N&W to Peoria, the ICG to
Freeport and the ICG to Chicago. This line also con-
nects with the ICG Main Line at LeRoy, the ICG to
Chicago at Farmer Qity and with the N&W Line to Chi-
cago at Mansfield. At Urbana, this line also connects
with the ICG & Decatur-Chicago line and the N&W
Main Line. This line was described as potentially ex-
cess in the US DOT Report (see Zones 140, 141, 143
and 138).

Traffic and Operating Information
Stations, (with their 1973 carloads) served by this line:

Urbana

Champaign --

R ising ----------------------------------------------
M ahom et -------------------------------------

M ansfield ------------------------------------------
H arris ---------------------------------------------

489
5,466

28
62
33

154

Farmer City ---------------------------------------- , 000
W atkins --------------------------------------...... 83
Empire ------------------------------------------- 2
LeRoy ----------------------------------------- 27
Gillum ------------------------------------------- 0
Bloomington ---------------------------------- 1,349
Downs -------------------------------------------- 5

Total carloads generated by the line ------------- 8,714
Average carloads per week --------------------------- 107.0
Average carloads per mile ---------------------------- 157. 0
Average carloads per train --------------------------- 81. i
1973 operating information:

Number of round trips per year ------------------- 280
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower ----------------------------- 2, 000
Train crew size ------------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary of Transportation's Rail Service Report" in-
dicated that the Champaign County Regional Plan-
ning Council recommended that the P&E be included
in ConRail. The Supervisor of Mahomet Township
testified that the 11 carloads of grain shipped from
Mahomet in 1973 could have been 330 if the cars had
been available. Tabro & Company generated 121 car-
loads in 1973 and expbcted to generate 96 carloads in
1974.

Information for Line Retention Decision

Revenue received by PC ---------- ------------ $3, 975, 144
--Average revenue per carload ------------- $456

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 779,102
Cost of upgrading branch line to FRA

class I ('Ao'of total upgrading cost) - 0
Cost incurred beyond the'branch line-. 3, 090, 527

Total variable (avoidable) cost ---------- 3, 809, 020

Net contribution (loss) : total -------------------- 105, 515
Average per carload ...---.....---- ---------- 12

This line would require no upgrading to meet the

requirenients of the Federal Railroad Administration's
minimum safety standards (Class I track has a maxi-

-mum safe operating speed of 10 m.p.h.).

Recommendation

It is recommended that this portion of the Peoria
& Eastern Line be included in the ConRail System.

I to Frankort ,
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PORTION OF PEORIA & EASTERN LINE

USRA Line No. 617c

Penn Central

CANTW W la Juncd. peoria& pIr UWkFrY

TP&W I PoWd. ICGt
.- : P. .dp.JH. ~p

T&- A Si' T"i- P ...d.

td o t. oa's iioiEn
idl-d P1R ** ~ 'tI5~~

PORIONOFPEO A'to wL .ss lOGM [" | Ct.11. J

AID EASTEMJ. PC *. rn/olle ICG s1. L la.

This portion of the Peoria & Eastern Line, formerly
part of the New York Central ER, extends from
Bloomingtan (Milepost 170.5), to Pekin, III. (Mie-
post 201.0), a distance of 30.5 miles, in Tazewell and
McLean Counties, li1. A continuation of this line ex--
tends eastward from Bloomington to Danville which
is also under study in this Report. The line connects
with the Peoria & Pekin Union Ry. to Peoria, the Dli-
nois Terminal RR to Peoria and theAT& SF to Chicago
at Pekin. At Pekin this line also connects with the Chi-
cago & fllinois Midland Ry. to Springfield and the ICG
to Springfield and Decatur. This line also connects the
N&W and the ICG to Freeport and Chicago at Bloom-
ington.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Denver .------------ --------- ^.------------------- 18
Deere - --------------------------------- 0
Coston ---------------- 0
Twin Grove . ------------------------------ 0
Lilly ----------------------- - 0
-Mackenaw --------------.------------------ 1
Tremont ----------------------------------- 81
Pekin - -------- ----------------------- 3, 252

Total carloads generated by the line ---------..... --. 3,352
Average carloads per week ----------------- -- 64.5
Average carloads per mile .. .........------------- 109.9
Average carloads per train ............... 64.5
1973 operating information;

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) 6
Locomotive horsepower ------------------------- 6,000
Train crew size --------------------------------- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary

"of Transportation's Rail Service Report" indicated that
this line is needed as a gateway, and as an alternate
route to Chicago.

"The Tageswell Service Co. estimated '43 carloads in
1973 and projects 100 carloads by 1983.

Information for Line Retention Decision

Revenue received by PC..-.- $2, 060,00
Average revenue per carload... .... $615

Variable (avoidable) cost of continued
service:

Cost incurred on the branch lne.__ 366,122
Cost or upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line. , 322,173

Total variable (avoidable) cost 1, 688, 295

Net contribution (loss) : totaL--- 371,713
Average per carload_._ 111

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Peoria &
Eastern Line be included in the ConRail System.

PORTION OF THE DAVIS TO LENOX LINE

USRA Line No. 618a

Penn Central

ICG tot PC to Danville-
Decatur ICG t Oie, -to W N &F Ftr"t ro

PCPeoad . ,
- !- Tr toeDctur

.:MATTOU .4 PARIS

PC to EastI Z N. ,,hs .- . -" ,fl&WtutEastSt. Louis I T
ICG to Evansvillo PORTION OF DAVIS- I PC to Term Haute

ICG to Cairo LEIOX LIHE. PC
PC Cairo Branch to
Moumt Cz ret and Cairo

This portion of the Dais to Lenox Line, formerly
part of the New York Central RR, extends from Prs
(Milepost 89.0), to Matoon, Il. (.Milepost 12.0), a
distance of 38.0 nffles, in Edgar and Coles Counties, Illi-
nois. Continuations of this line, which extend eastward
from Paris to Terre Eaute and westward from Mattoon
to East St. Louis are also umder study in this Report.
Connections include: the PC Peoria Secondary Track
and the PC Cairo Branch at Paris; the Norfolk & West-
era Main Line from Frankfort til East St. Louis at
Charleston and the Illinois Central Gulf lines to De-
catur, Chicago, Cairo and Evansville at Mattoon. Both
of the PC lines are also under study in this Report. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 141).

427
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that Moore Business Forms of Charleston shipped 133
carloads of paper products in 173. Moore's shipping
costs would escalate $118,570 per year if this line was
abandoned. Charles Kirchner & Sons generated 30 car-
loads of lumber in 1972 at Kansas, Illinois. They had
77 carloads in 1973 and were projecting 200 carloads in
the future. The Ashmore Grain Co. was projecting 200.
to 250 carloads in future years.

USRA has received correspondence from the Charles-
ton Area Chamber of Commerce in December stating
that USRA has ignored the voices of industry and agri-
culture which were raised at the Hearings in early 19'4.
The Chamber's letter listed those firms along the Penn
Central line which are dependant on rail service. The
letter asserted that the jobs of 2,100 people are depend-
ent on continued rail service. The letter stated that local
industry and agriculture should not be forced to bear
the cost of government-sanctioned penalties for bad
management of the railroads.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Davis to
Lenox line be included in the ConRail System.

PORTION OF THE DAVIS TO LENOX LINE

USRA Line No. 618b

Penn Central

C&EI to ChIc.ago

ICG to Decatur
B & O to Sprin gfi eld 

-. °

ICG to Decatr

•.. -.. Hil toChcago

PC Hillsboro Retning Tower Hil Shelbyville ° * MATTOON
Track to Litcjhfeld : ll. % * TTON;z-

"C- to Cairo- % andTereHalt.T "1
. .HILLSBO.RO T .&O.... C€Et '

lCG to Central ia CG to Eywville
PCtoEast SL-Los PORTION OF DAVIS-TO-
(C&EI has tracge rights) LENOX LINE. RC

41 67.0 miles "

This portion of the Davis to Lenox Line, formerly
part of the New York Central RR, extends from Mat-
toon (Milepost 127.0), to, Hillsboro, Ill. (Milepost,
194.0) a distance of 67.0 miles, in Coles, Moultrie, Shel-
by, Christian, and Montgomery Counties, Illinois. Con-
tinuations of this line extend eastward from Mattoon
to Terre Haute and westward from Hillsboro to East
St. Louis, which are also under study in this Report.
Connections are: the Illinois Central Gulf lines to Chi-
cago, to Decatur, Cairo and Evansville at Matt oon; the
Chicago & Eastern Illinois RR to Chicago and Joppa
at Shelbyville; the Baltimore & Ohio to Springfield and
Flora at Tower Hill and Pana; the Illinois Central
Gulf to Decatur -and Centralia and the Chicago & East-
ern Illinois to Chicago at Pana; and the PC Hlillsboro
Running Track at Hillsboro. The PC Hillsboro Run-
ning Track is also under study in this Report. This line
was described as potentially excess in the U.S. DOT
Report (see Zones 141 4nd 145.)

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Massey-Ferguson of Shelbyville uses this line because
it has no siding on the C & El. The firm projects 10 to
21 cars. Crest Container Corp. has recently invested
$34,000 in a new siding at Shelbyville ufter being as-
sured by PC that the line would not be abandoned. Crest
Container Corp. projected 2,000 cars of new business
per year. Continental Can Co. has already invested $4
million in a new $10 million facility at Shelbyville.
Continental Can expects to generate 2,300 carloads in
their first year. Neal-Cooper Grain Co. shipped 175 car-
loads at Windsor in 1972, and 308 carloads in 1973.
USRA has received correspondence from Mr. Bob
James of Inland Supply Co., who registered his state-
ment as being totally opposed to this abandonment even
though his firm ships very little of their material by
rail.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It.is recommended that this portion of the Davis to
Lenox be included in the ConRail System.
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PORTION OF THE DAVIS-TO-LENOX LINE

USRA Line No. 679

Penn Central
BN to Ltzd.Eteld a=1 Ct--rad

N&W to Litdtfictd ICG to Litchield f PC to Ltt8,field

P C to E a s t A lt . o M I d t o -,e 5 1~ S .n rn g fi eId / . "
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EAST ST. 4 'n
LOUISLEOX) O D 31

PC to East St. Lois. to East St. L .s
Joint Tmck with I CG / 7Edwar'dsml-- t IG /: E ~ PORTION OF DAVIS.

,: -4-C&NWtoEast SL Lows TO-LENOXLINE. PC
H& to 53st St. Louis Alton S, S t slom RR
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.This portion of the Davis-to-Lenox Line, formerly
part of the New York Central RR, extends from Hills-
boro (Milepost 194.0) to E. St. Louis, Ill. (MAilepost
23T.7), a distance of 43.7 miles, in Montgomery, Madi-
son and St Clair Counties, Illinois. At Hillsboro, this
line continues east to Terre Haute and it also connects
with the PC Hillsboro Running Track. It crosses the
Burlington Northern to Paducah approximately seven
miles southeast of Hillsboro; the Norfolk & Western
Main Line to East St. Louis and the Chicago and North-

western to East St. Louis cross at Worden; connections

at; Lenox include PC's East klton Branch (joint with
ICG). The PC Iillsboro Running Track is also under
study. This line was described as potentially excess in
the U.S. DOT Report. (See Zones 145 and 323).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public .Response to the Secretary
of Transportations Rail Service Report" indicated that
National Steel was concerned that this route be kept
open for the movement, of hot rolled coil steel from its
Granite Steel plant to its Midwest Steel Division plant
at Portage, Indiana.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all
shippers located on the line.

Recommendation

It is recommended that this portion of the Davis-to-
Lenox Line be included in the ConRail System.

429 *
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INDIANA

Intrastate

PC

USRA: Terminals
line number

USRA Terminals
line number

700 Columbia City Secondary Track at North
Manchester

399
414
417/417a
418
419
420
423
428
429
521
522
523
524
556
557
565
566
566a
571
573
574/574a
575
576

577
578
579a
582
584
585/586/587
588a
589
590
591
593
593a
593b
5941594a
595
596
597
598
602
619
621
621b
622/623
630
633
634
689a

Goshen to -S ipshewana
Hartsdale to East Gary
Auburn Junction to Waterloo
Kendallville to State Line
North Manchester to Mexico
North Manchester to Columbia City
Logansport to Culver
Adams to Decatur
Decatur to Ridgeville
New Castle to Richmond
Nevi Castle to Anderson
Anderson to Elwood
Elwood to Kokomo
Richmond to Lynn
Lynn to Ridgeville
Ben Davis to Greencastle
Greencastle to Brazil
Brazil tp Terre Haute
Cedar Grove to-Brookville

,Beeson to Connersville
Lebanon to Brant
Lebanon to Lafayette
Lafayette to Templeton (N&W Trackage

Rights)
Templeton to Sheff
-Emporia to Knightstown
Knightstown to Carthage
Columbus to Flat Rock
Fenns to Shelbyville
Shelbyville to North Rushville
Madison Secondary Track at Columbus
North Vernon to North Madison
North fidison to Madison
Cory to Worthington
Martinsville to Rincon Junction
Rincon Junction to Thomas
Thomas to Buckskin
Buckskin to Evansville
Buckskin to'Lynnville
Duff Junction to Washington
Rincon to Safadborn

- Sandborn to Bicknell
Waveland to Crawfordsville
Franklin to Columbus
Jeffersonville to Watson,
Jeffersonville to New Albany
Lebanon to Fisherburg
Effner to Kenneth
Richmond to Indianapolis
Lebanon to Clermont
North Judson to Hartsdale

577a
604
612
616
618

520a
554 -
571a
638

6201620a/620b

Interstate

PC
Indiana to Illinois

Sheff, Ind. to Kan ake, Ill.
Highlands, Ind. to Danville, Ill.
Skelton, Ind. to Mt. Carmel, Ill.
Clermont, Ind. to Danville, Ill.
Terre Haute, Ind. to Paris, Ill.

Indiana to Ohio

Richmond, Ind. to Eaton, Ohio.
Hunter, Ind. to Glen Karn, Ohio
Valley Junction, Ind. to Cedar Grove, Ohio.
Richmond, Ind. to New Paris, Ohio

Indiana to Michigan

South of Angola, Ind. to Montgomery, Mich.
Michigan City, Ind. to Buchanan, Mich.
So'Uth Bend, Ind. to Niles, 1Micb.

Indiana to Kentucky

Columbus, Ind. to Louisville, Ky.

SHIPSHEWANA BRANCH

UISRA Line No. 399

Penn Central
SHIPSH EWANA

PC Chicago-
Buffalo line-,

To Elkhart -(OSHEH
/ %,-To Toledo

PCMichigan Branch to

Warsaw and Marion

The Shipsheviana Branch, forinerly part of the New
York Central RR, extends from Goshen (Mfilepost 0.2).
to S'hipsheaana, bId. (Milepost 16.7) a distance of 16.,5
miles, in Elkhart and LaGrange Counties, Indiana.
This line connects at Goshen with the Penn Central's
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Chicago-Buffalo line and with the PC Michigan Branch
to Warsaw and Marion. Penn Central has filed a peti-
tion to abandon this line, ICC Docket No. AB-5 Sub.
197. This line was described as potentially excess in the-
1.S. DOT Report (see Zone 115).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Middleburg --------------------------------- 178

Shipshewana ---------------------- -------- 275

Goshen I ------------------ ----------------- 25

Total carloads generated by the line ------------- 478
Average carloads per week ------------------------- . 2
Average carloads per mile ------------------------- 28. 6
Average carloads per train ------------------------- 9.6
1973 operating information:

Number of round trips per year 50
Estimated time per round trip (hours) --------------- 7. 0
Locomotive horsepower ------------------------- 1, 500
Train crew size ---------------------------------- 5
1 Includes only shippers on- this segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
local citizens tried to buy, this line in 1967, but were dis-
couraged when PC raised the price. Indiana and Michi-
gan Electric Co. stated that they need this line in order
to move 49 and 39 ton turbine rotors and -a 100 ton gen-
erator rotor into its Mishawaka plait. Apparently, no
coal is used at this facility. Coachmen Industries and
Middleburg Moldings both stated their need for rail
service. The Governor's Rail Task Force in Indiana
stated that this line has an estimated $45,237 profit from
$109,106 of branch revenues in 1973. The Task Force
estimated rehabilitation costs for this line at $370,000.
If the line were abandoned, 30 jobs were estimated to be
lost with a wage impact of $255,000. The Task Force
stated that 1,453 cars were generated at Goshen, 181 at
Middleburg, and 275 at Shipshewana.

Information for Line Retention Decision

Revenue received by PC ---------------------- $115, 240'
Average revenue per carload ------------ $241

Variable (avoidable) cost of continued
,ervice:

Cost incurred on the branch line ------ 155,781
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) --------------------------- 30,371

Cost incurred beyond the branch
line ----------------------------- 50,026

Total variable (avoidable) cost ---------- 236,178

Net contribution (loss) : total ------------------ (120, 938)
Average per carload ------------------- (253)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would in-
clude the replacement of a total of 5,200 crossties (an
average of 311 crossties per mile).

PrelininarV Recommendation

It is 'not recommended that the Shipshewana Branch
be included in the ConRail System. Continued opera-
tion of this line would require a rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levelS,
this line generates an annual excess financial burden
amounting to $120,938 or $253 per carload. Recovery of
costs would require approximately a two-fold increase in
traffic or a 105 percent rate increase over the 1973 levels.

PORTION .OF JOLIET BRANCH

USRA Line No. 414

Penn Central

PC Ivanhoe Branch
to Porter \

PC to Gibson PC to Chicgo

To .--- --------- EAST GARY
\ --- \ 12.8 miles\ ,/ - PORTION PC

N&W to Hn'niond \ JOLIET BRANCH

EJ&E to Gary Liverpool
EL-C&O to Ha.imond I o. it snurgnGTW to Chicago Sooth Gary . Pltsbnr_~ GT t Ca to Fort Wayne

PC to Indiana harbor\ \ "-E. t

.Et.

\ .. . .'"'J--FJ to Porter
• _... ... _ _ :, .... ....r~ ... " - G. .. ..

PC to Chicag "1 . ... "... GTW to Port HuronPC to hicago " 't... 
" .........,ARTSD/'',

- '. Lto Marion, &O to CincinnatiTW to Pata t.. Par(" aron

S " ' , OhioPC to Joliet r \ %
FJ&E to Joliet VF '

I PC to Logansport

PC to Danville

This portion of the Joliet Branch, formerly part of
the New York Central RR, extends from rast Gtamj
(Milepost 0.0) to Iartsdale, Tnd. (Milepost 12.8), a dis-
tance of 12.8 miles, in Lake County, Indiana. This line
continues beyond Hartsdale to Chicago Heights, Mat-
teson and Joliet. At East Gary, it connects with the Penn
Central Ivanhoe Branch at Liverpool with PC's line
to Pittsburgh and at South Gary with the N&W main
line to Fort Wayne. At Griffith the lines of the EL, C&O
and GTW cross, as do two Elgin, Joliet and Eastern
lines which converge and parallel this line through
Hartsdale. At Hartsdale, Penn Central's lines to
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Logansport and Danville cross, the latter also being
under study in this Report. This line was not described
as potentially excess in the U. S. DOT Report (see Zone
180) ."

Traffic and Operating Information
Stations (with their 1973 carloads) .served by this line:

Liverpool --------------------------------------- 3
Ross -------------------------------------- 8
South Gary. ------------ ------------- 12
Griffith ---- - ------ ---------------------------- 11
East Gary ' ------------------------------------ 180
Gary I---------------------------- 2

Total carloads generated by the line -------------- 216
Average carloads per week ------------------------- 4.2
Average carloads per mile 6--- ---------------- 10.9
Average carloads per train ..---------- --------- .... 4.2
1973 operating informatio:

-Number of round trips per year ........ --.------- 52
Estimated time per round trip (hours) -------------- 3.0
Locomotive horsepower ------------------------ 1,500
Train crew size -------------- 5
'-Includes only traffic on segment.

Information Provided by RSPO,-Shippers, Government

Agencies

:No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report." The Governor's Rail Task Force
recommended abandonment of this line.

.Information for Line Retention Decision

Revenue received by PC --------------------- $39, 624
Average revenue per carload .-------------- $183

Variable . (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 98,566
Cost of upgrading branch-line to FRA Class

I: (1/10 of total upgrading cost) --------- 0
Cost incurred beyond thd branch line -..... 24,084

Total variable (cost avoidable) --------------- 122, 0

Net contribution (loss) : total -------------------- (83,026)
Average per carload --------------------- (384)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe bperating speed of-10 m.p.h.). Although
service to the entire line generates a loss, service to the
line from Milepost 0.0 to Milepost 0.6 (serving some
shippers at Gary and East Gary who generated 182 car-
loads in 1973) would generate $30,637 in revenue and
$33,693 in costs with a resulting loss of only $3,056 or
$17 per carload. A 30 percent, growth in traffic or a 10
percent rate increase would make this portion of the
line financially self sufficient.

Reco mmendation

It is recommended that. this portion of the Joliet
Branch from Milepost 0.0 to Mi7epost 0.6 be included
in the ConRail System.

Preliminary Recommendation

It is not recommended that this portion of the Joliet
Branch from; Milepost 0.6 to 12.8 be included in the
ConRail System. Continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $79,970 or
$2,352 per carload. Recovery of costs would require ap-
proximately a 16-fold increase in traffic or an 890
percent rate increase over the 1973 levels.

PORTION OF WATERLOO BRANCH

USRA Line No. 417/417a

Penn Central

PC to Chicago
, WATERLOO, " - -.1 ,-PC tBuffalo

4.9 miles ., r._
90 J¢'' PORTION OF

• to C g PC WATERLOO BRANCHB&O to Cicago ubum-.

AUBURN ".
JUNCTION tL'B&O to Pittsburgh

This portion of the Waterloo Branch, formerly part
of the Iew York Central RR, extends from Auburn
Junction (Milepost 20.1) to Waterloo, frd. (M.ilepost
25.0), a distance of 4.9 miles, in De Kalb County, Indi-
ana. This line has two parts; the Waterloo-Auburn
Junction link connecting the PC's Chicago-Buffalo line
to the B&O Chicago-Pittsburgh line and the smaller line
from Auburn Junction to Auburn. This line was not
shown in the U.S. DOT Report (see Zone 115).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Auburn I 269
Auburn Juncton .. . ......... 1

Total carloads generated by the line-..... 270
Average carloads per week ....... __ 5.2
Average carloads per mile-- ...... 49.1
Average carloads per train . .3.6
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1973 operating information:
Number of round trips per year --------------------- 75-

Estimated time per round trip (hours) --------------- 5
Locomotive horsepower ----------- -1, 500
Train crew size -------------------- 4

'Includes only shippers on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Cooper Tire and Rubber Company reported that
Cooper Industrial Products, Inc. would face' increased
production costs if it lost rail service. The impact that
this additional cost would have on Cooper's competitive
position would be quite serious. Auburn Foundry, Inc.
stated that it would be impossible to receive inbound
shipments of bentonite clay, lignite, and coke and heat
resistant linings via motor carriers. Total estimated
shipments in 1973 totaled 884 carloads andfirms antici-
pate increased rail use in the future.

The Governor's Rail Task Force reported that PC
received $61,395 in gross freight revenues from the line,
paid $18,785 in branch costs hence their estimated profit
was $42,610. The Task Force also estimated the rehabili-
tation costs which totaled $67,639. Additionally, they
noted the loss of 15 jobs should service be curtailed.
The Task Force recommends inclusion of this line into
the Final System Plane

Information for Line Retention Decision

levenue received by PC ---- - .......
Average revenue per carload --------------- $203

Variable (avoidable) cost of continued serv-
ice :

Cost Incurred on the branch line -------- 69, 666
Cost of upgrading branch line to FPRA

Class I: (1/10 of total upgrading
cost) ------------------------------- 12,327

Cost Incurred beyond the branch line -- 35, 896

Total variable (avoidable) cost

Net contribution (loss) : total
Average per carload --------- ---- (233)

$54, 873

117,889

(63, 016)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1974 crossties (an average
of 359 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Water-
loo Branch be included in the ConRail System. Con-

tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting.to $63,016 or $233 per carload. :Be-
covery of costs would rectuire approximately a three-
fold increase in traffic or a 115 percent rate increase over
the 1973 levels.

PORTION OF GR&I BRANCH

USRA Line No. 418

Penn Central

PC to Sturgis and Nottawa

25.4 miles

N&W to Chicago

teeoe

STATE LINE

4-PORTION OF PC
GR & I BRANCH

N&W to Toledo

Wolcottville PC Chicago-
kA_ f Buffalo lino

KENDALLVILLE
PC to Elkhart I

1 4--PC to Fort Wayne

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from Kendallville (Mile-
post 121.0) to the ic dgan. State line (Milepost. 146.4),
a distance of 25.4 miles. in Noble and LaGrange Coun-
ties, Indiana. This line is part of the Penn Central's
GR&I Branch which continues south to Fort Wayne
and north to Nottawa. At Kendallville, the PC's Elk-
hart-Toledo line crosses and at Wolcottville, the Nor-
folk and Western Ry. connects with this line. Penn Cen-
tral has filed petitions to abandon this line: ICC Docket
No. AB-5,.Sub. 1&2, USRA Docket No. 75-58. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 115).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Wolcottville -------------------------------------- 34
LaGrange -------------- ------------------------- 342
Howe ----------------------------------------- -- 57

Total carloads generated by the line ------------- 433
Average carloads per week - . ..------------------------8$.3
Average carloads per mile ---------------------------- 17. 1
Average carloads per train --------------------------. 1.7
1973 operating information:

Number of round trips per year ----------------------
Estimated time per round trip (hours) --------------
Locomotive horsepower .............................
Train crew size -------------..................

2i0
8.0

1,000
5



9775

Information Provided by RSPO, Shippers, 'Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportatiofiis Rail Service Report" indicated that
a majority of the shippers submitting testimony are
located ateither Kendallville, Ind., or Sturgis, Mich-
igan. Firms. located between Kendallville and the State
line are found in Wolcottville, LaGrange, and Howe.
The Wolcottville Grain Co. stated that they generated
40 carloads in 1973. Six firms from the LaGrange area
submitted data. Duo-therm showed 365 carloads of air
conditioning and auto heating parts in 1972, and 271
carloads in 1973. LaGrange Farm Bureau, Home Grain,
Lampbright Hatchery and Ohio Table Pool generated
a total of 98 cars in 1973. The Reith Reilly Construction
Co. projected 500 carloads, but did not specify when
this business would begin. Service at Wolcottville is
provided also by the N&W. The Brighton Mushroom
Co. and Northern Cashway Lumber of Howe col-
lectively generated 56 carloads in 1973.

The State of Indiana in its report: USRA SEG-
MENTS IN INDIANA: State Analysis. and Recomn-
mendations reached a conclusion that this line in its
entirety between Kendallville and the State line wis
profitable by $510 per mile or $13,269 (total segment).
Estimated rehabilitation costs were estimated to be
$550,000. Indiana credited this branch with 1,607 total
cars at Kendallville, 0 at Wolcottville, 343 at LaGrange,
and 58 at Howe. Letters objecting to the 301(f) aban-
donment preceedings concentrated on disruption of
business at LaGrange, Indiana.

Information for Line Retention Decision

Revenue received by PC
Average revenue per carload ------------- $244

Variable (avoidable) cost of continued
service;"

Cost incurred on the branch line -------- 290,757
Cost of upgrading branch line to PEA

Class I. -:/10 of total upgrading cost) - 43,530
Cost incurred beyond the branch line.... 61,969

Total variable (avoidable) cost_-_ 396, 250

Net contribution (loss) total ........... (290,414)
Average -per carload-: ---------..------. (671)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I Track, which has
a-maximum safe operating speed of 10 mph). Based on
available information,- this upgrading would include
the replacement-of a total of 6,500 crossties (an average
of 256 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the GR&T
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess fifiancial
burden amounting to..$290.414 or $ 671 per carload.
Recovery of costs would require approximately a seven-
fold- increase in traffic or a 275 percent rate increase
over the 1973 levels. Costs may also be reduced by re-
ducing frequency, although this alone will not make the
line viable.

COLUMBIA CITY SECONDARY TRACK

USRA Line No. 419

Penn Central

PC to Goshe

EL /o hco NORTH KAOICHSTER

22.9 ties "--.n i.wty I
Hbi i Ct'/ " °" ),. .- E. tB olav, Oh?

N&W ta Indczaolis

The Columbia City Secondary Track, formerly part
of the Pennsylvania RR, extends from Mexico (Mile-
post 14.3) to North Manclester, Ivd. (Milepost 37.2), a
distance of 22.9 mVes, in Miami dnd Wabash Counties,
Ind. This line connects at North Manchester with PC's
Michigan Branch. At Newton, it connects with the Erie
Lackawanna line from Chicago to Hoboken. The Nor-
folk & Western Railroad's 3fichigin City-Indianapolis
Line connects with this line at Denver. Penn Central
has filed a petition to abandon this line (ICC Docket
No. AB-5, Sub. P4; USRA Docket No. 75-49). This
line was described as potentially excess in the U.S. DOT
Report (see Zone 117).

Traffic and Operating Information
Stations (with their 1963 carloads) served by this line:

Roann 52
Chill 7
Denver 7
Mexico 89

Total carloads generated by the line-- - 1=5
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Average carloads per week ----------------------- 3.0
Average carloads per mile ..... 6.8
Average carloads per train ----------------------- 1.6
1973 operating information:

Number of round trips per year ------------------ 00
Estimated time per round trip (hours) ------------- 6. 0.
Locomotive horsepower ----------------------------- 1, 000
Train crew size ------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office, as reflected in their
reports entitled "The Publi6 Response to the Secretary
of Transportation's Rail Service Report" by the Mexico
Dlevator Company indicated that it generated 119 car-
loads of grain in 1973, that trucks could not handle the
volume of grain that must be shipped and that, even
if trucks were available, the increased costs of shiping
the grain would be $36,000 annually. The report pre-
pared by thd Governor's Task Force, State of Indiana
indicated that the line lost $6,954 in 1973 and requires
rehabilitation costing $546,720.

Information for Line Retention Decision

Revenue received by PC -------------------- $76, 990
Average revenue per carload ------------- $497

Variable (avoidable) cost 'of continued
service:

Cost incurred on the branch line ------- 186, 672
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 53, 208
Cost incurred beyond the branch line --- * 52, 590

Total variable (avoidable) cost ----------- 292,470

A Net'contribution (loss): total ------------- (215, 480)
Average per carload ----------------- (1,390)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 in.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 9,900 crossties (an average
of 432 crossties per mile).

Preliminary Recommendation

It is nomt recommended that the Columbia City Sem-
ondary Track be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $215,480 or $1,390 per carload. Re-
covery of costs would require approximately a nine-
fold increase in traffic or a 280 percent rate increase
over the 1973 levels.,

COLUMBIA CITY SECONDARY TRACK

USRA Line No. 420

Penn Central

- COLUMBIA CITY
PC to Chicago . (VANDALE)

NW to Chicago - -

PORTION OF THE PC to Pittsburgh

COLUMBIA CITY SECONDARY \ *.""'f-NW to Ft. Wayne
TRACK, PC South Whitley

PC to Goshen--A c 17.3 mlIlas

4-N. Manchester Milepost 38.0
- ." N. MANCHESTER

'' 7 f-PC toMarion

PC to Mexico

This portion of the Columbia City Secondary Track,
formerly pairt 'of the Pennsylvania RR, extends from
Columbia City (Vandale) (Milepost 55.3) to Nortt,
Manehester, 1id. (Milepost 38.0), a distance of 17.3
miles, in WVhitley, Kosciusko and 11abash Counties,

- Indiana. A continuation of this line extends from N.
Manchester to Mexico, which segment is also under
study in this Report. At Columbia City, this line con-
nects with the PC's Chicago-Pittsburgh line and at N.
Manchester with the PC's Andeison-Goshen Line. This
line was described as potentially excess in the U.S. DOT
Report (see Zones 115 and 117).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled,
"The Public Response to the Secretary of Transporta-
tign's Rail Service Report."

Information for Line Retention Decision

The ICC approved this line for abandonment on
April 12, 1973 (Docket No. AB-5 Sub. No. 25). It has
been kept in service *to handle traffic generated on
USRA segment No. 419.

Preliminary Recommendation

It is vot recommended that this portion of the Colum-
bia City Secondary be included in the ConRail System.
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PORTION OF CULVER SECONDARY TRACK

USRA Line No. 423

Penn Central

CULVER

EL to Chicago EL to Marion,
.dOhio,€

* De Long
C&O to Chicag0

.--........... Kewanna 32.7 miles

PORTION, CULVER
SECONDARY TRACK, PC-+

C&O to Cincinnati

LOGANSPORT N&W to Fort Wayne
(FERN) )-- z. I ... .......
'_ }y Q. Logansport

P C to C h i c a g o /, . ..- o

and Effner - 1'C to Columbus , Ohio

N&W to St. Louis \and Anderson, ind.
PC to Indianapolis

This portion of the Culver Secondary Track, for-
merly part of the Pennsylvania :RR, extends from
Logamnport (Milepost 115.9) to Cuvver', md. (Milepost
148.6), a distance of 32.7 mikes, in Cass, Fulton and
Marshall Counties, Tnd. At Logansport this line con-
nects with the PC Chicago-to-Columbus line, the Nor-
folk & Western Ry, and the I&F Branch, P.C. Kewanna
is served by the Chesapeake & Ohio Ry's Chicago-Cin-
emnati line and De Long is served: by the Erie-Lacka-
wanna Ry's Chicago-Marion, Ohio line. This line was
described as potentially excess in the U.S. DOT Report
(see Zones i17 and 129). Penn Central has filed peti-
tions to abandon this line (ICC Docket No. AB-5
Sub. 107 and USRA Docket No. 75-36).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Lucerne ----------------- .---.........-------- 95

Grass Creek --------------- 22
Kewanna ------ ----------------- " 20
De Long -----.-.--------- .......--------- .-------- 0
Culver ------------------------------------------- 9

Total carloads generated by the line -------------- 140
Average carloads per week. ........ 2.8
Average carloads per mile ------------- - -- 4.5
Average carloads per train ...... ----------------------- 3.7
1973 operating information:

Number of round trips per year -------------------- 40
Estimated time per round trip (hours) ---------- 8.0
Locomotive horsepower' ------------------.. . ------- 1,700

Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

]o specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services

Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Information received by
USRA staff indicated that this, like other rural branch
lines, is considered important to the shippers of agri-
cultural inputs not conducive to other modes such as
potash and anhydrous ammonia.

Information for Line Retention Decision

Revenue received by PC -- ----- $64,558
Average revenue per carload--- --..... $442

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch llne..____-- 224,205
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost)----- 75,106
Cost incurred beyond the branch line-_-_ 42,650

Total variable (avoidable) cost--..... 341,961
Net contribution (loss) : total-....... (277,403)
Average per carload ............- °-(1,900)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is mot recommended that this portion of the Culver
Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic revenue
and cost levels, this line generates an annual excess
financial'burden amounting to $27,403 or $1,900 per
carload. Recovery of cost would require approximately
a thirteen-fold increase in traffic or a 430 percent rate
increase over the 1973 levels.

FT. WAYNE SECONDARY TRACK

USRA Line No. 428

Penn Central

ADAMS PC to Pittsburgh
PC to Fort Wayne
and Chicago

15.9 miles.., ("FORT WAYNE
SECONDARY TRACK. PC

EL to Chicago
EL to Ma ion. OhioDECATUR I'

N&W to Frankfort Il&W to Delphos

PC to Ridgeville
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The Ft. Wayne Secondary Track, formerly part of
the Pennsylvania RR, extends from Decatur (Milepost
70.7) to Adams, ITd.. (Milepost 86.6), a distance of
15.9 miles, in Allen and Adams Counties, Ind. This line
runs south from the Penn Central Chicago-Pittsburgh
line at Adams just east of Fort Wayne. Below Decatur
it continues to Ridgeville, and is also under study in
this report. The EL Chicago-Marion, Ohio line and the
N&W Marion, Ind. to Delphos, Ohio line cross at De-
catur. This line was described as potentially excess in
the U.S. DOT Report (see Zones 116 and 117).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Decatur 1  - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 7,693
Williams --------------------- ------- 39
Hoagland ------------------ -------- 10

Total carloads generated by the line ------------- 7, 742
Average carloads per week ------------------------ 148.9
Average carloads per mile ---------.------------- - 486.9
Average carloads per train ------------------------ 31-0
1973 operating information:

Number of round trips per year ......------------ 250
Estimated time per round trip (hours) -------------- 10.0
Locomotive horsepower -----------------------. 1,000
Train crew size ----------------------------------- 5
I Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response- to the Secretary
of Transportation's Rail Service Report" indicated that
abandonment of this line might result in the termina-
tion of several jobs. The Central Soya Company of De-
catur has invested $20 million in rail equipment includ-
ing a fleet of jumbo hopper cars.

Information for Line Retention Decision

Revenue received by PC ---------------------- $3, 565,884
Average revenue per carload ------------ $461

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 482, 294
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- O-

Cost incurred beyond the branch line- 2,877,414

.Total variable (avoidable) cost ----------- 3,359, 708

xet contribution (loss) total -------------------- 206,176
Average per carload --------------------- 27

This line would" require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimm safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Recommendation

It is ,recommended that the Ft. Wayne Secondary
Track be included in the ConRail System.

RIDGEVILLE SECONDARY TRACK

USRA Line No. 429

Penn Central
PC to Adams & Fort Wayne

EL to Chicago

" " DECATUR
.- . EL to Marion. Ohio

N&W to Frankfort

N&W to Delphos

Monroe

RIDGEVILLE 
SECONDARYRACK,. PC

N&W to Frankfort P4* Portland
37.7 miles *°+*

I N&W to Sandusky, Ohio

7.. RIDGEVILLE
PC to ccago 

0 PC to Columbus. Ohio
PC to Richmond

The Ridgeville Secondary Track, formerly part of the
Pennsylvania RR, extends from Ridgeville (Mile-
post 33.0) to Decatur, Ivd. (Milepost 70.7), a distance
of 37.7 miles, in Adams, Jay and Randolph Counties,
Ind. This line continues south to Richmond and north
(as the Ft. Wayne secondary track). Both extensions
are also under study in this report. N&W lines cross at
Decatur and Portland; the EL Chicago-Marion, Ohio
line crosses at Decatur and there is a connection with
the Penn Central's Chicago-Columbus line at Ridge-
ville. Penn Central has filed a petition to abandon the
section of this line between Portland and Monroe (ICC
Docket No. AB-5, Sub. 139). This line was described
as potentially excess in the U.S. DOT Report (see
Zones 117 and 120).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Couett ------------------------------------------ 1
Portland ----------------------------------------- 389
Briant ------------------------------------------ 5
Geneva ------------------------------------------ Go
Berne .: ------.---- ..............------------------ 159
Monroe ------------------------------------------ 105
Decatur" 1 -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  10
Ridgeville" - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  2

Total carloads generated by the line ------------- 778
Average carloads per week --------------------------- 14.9
Average carloads per mile -------------- ---------- 20.5
Average carloads per train -------------------------- 8.9
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1973 operating information:
Number of round trips per year. 200

Estimated time per round trip (hours) ------------- 11. 0
Locomotive horsepower ------------------------ 1000
Train crew size ..----------- -------- 5

IIncludes only traffic on thls segment,

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by the
Rail Services Planning Office 6s reflected in their, re-
ports entitled "The Public Response to the Secretary
of Transportation's Rail .Service Report" indicated
that there are prospects for substantial increases in fu-
ture business if better service and more cars were avail-
able. The Adams County Farm Bureau shipped and
received about 7 thousand tons in 1973. "With better

.service and car availability this could be in the 32,000-
40,000 ton range.
- The Governor's Task Force found that the Ridge-

ville-Adams Line operates at a substantial profit; its
abandonment would cause the loss of 135 .jobs, and
recommends inclusion in the Final System Plan. (This
hne is only a portion of a longer line analyzed by the
State of Indiana.)

Information for Line Retention Decision
Revenue received by PC ---------------------- 31 , 397
Average revenue per carload -------------- $402

-Variable (avoidable) cost of continued
service: -

Cost incurred on -the branch line .... - 493,975
Cost of upgrading branch line to FRA

Class I .(1/10 of total upgrading cost-- 38, 616
Cost incurred beyond the branch line_-__ 134,815

Total variable (avoidable) cost ------------- 667,406

Net -contribution (loss) total ------------------- (357, 009)
Average per carload-------------------- (462),

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximiim safe operating speed of 10 m.p.h). Based on
available information, this upgrading would include

'the replacement of a total of 280 crossties (an average
of 7 crossties per mile).

PreliminWry Recommendation

It is not recommended that the Ridgeville Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $357,009 or $162 per carload.
Recovery of costs would require approximately a 170
percent increase in traffic or a 115 percent rate increase
over the 1973 levels. Costs may also be reduced by
reducing frequency, although this alone will not make
the line viable.

PORTION OF RICHMOND BRANCH

USRA Line No. 527

Penn Central

PC td cAlnf . &2 bKncia
PORTION OF RICIOOND

PC to Svntigield BRANCH. PC

PC to fid.n,,lis A,<COtoocg

" .. \ , I. ,
It -Y CASTLE PC to Lynan or anat

23 .0 2 3 .O i ks P ' t o rad arc

RICOHDtL001LEPOST 3745

-F " New Pais

PC to IfldiL1ZvOis -.PC to Cincinnati

CEO to Cincinnati

This portion of the Richmond Branch, formerly part-
of the Pennsylvania RE, extends from Richmond (Mile-
post 77.5) to New Castle, Ind. (MNilepost-100.5), a dis-
tance of 23.0 miles, in Wayne and Henry Counties, In-
diana. This is a segment of the Richmond Branch of the
PC's line from Logansport, Ind. to Cincinnati, Ohio.
Parts of the northerm and southern continuation of this
"Richmond Branch" are also under study in this Report.
Other lines serving Richmond are: C&O Cincinnati to
funcie; PC Richmond to Ft, Wayne (portions of which

are also under study in this Report) ; and PC Columbvs,
Ohio to Indianapolis, which is also under study in this
Report. Penn Central has filed a petition to abandon
this line (I.C.C. Docket .o. AB-5 Sub. 131/132; USRA
Docket No. 75-39). This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 120).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Greens Fork- 0
Hagerstown 21
miillvllle --- 0-

Richmond - - - - - - - - -  
------- 101

Toial carloads generated by the line --- 122
Average carloads per week--- ---- 2.3
Average carloads per mile. - 5.3
Average carloads per trains2-3
1973 operating information:

.Number of round trips per year -. -- --- 52
Estimated time per round trip (hours) 3.5
Locomotive horsepower------ ---- '---- 1, 750
Train crew size.- .4

I Includes only traic on segment.

Information Provided by RSPO, Shippers, Government-
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their.
report entitled "The Public Response to the Secretary
of Transportation's Rail Service Report ' by Helen A.



Lowers of Green Fork indicated that she favors aban-
donment. ier testimony indicated that she has a rever-
sionary interest in the right-of-way and that her family
has paid taxes on the property to the railroad for -- me
32 years. She stated that there is only one slow move-
ment along the tracks per week and that the railroad has
failed to maintain the property or protect abutting lind
owners.

The New Castle Metal Casting Plant Perfect Circle
Division of Dana Corporation expressed concern about
the line segment between New Castle and Hagerstown.

The Corporation received 81 carloads of sand in 1973
and feels its car use could double within the next year
due to a plant expansion.

The Wayne County Farm Bureau Cooperative Asso-
ciation of Richmond is also concerned. In 1973 they un-
loaded 21 cars of fertilizer and could have used 100
hopper cars of grin if service had been available. Rail
movement of grain means 10 cents more per bushel for
the farmer. Moving fertilizer by truck inboundcould
add $10 per ton to the farmer's cost. Farmers have in-
vested approximately half a million dollars at this loca-
tion. According to the Governor's Rail Task Force, em-
ployment lost would be forty-five jobs representing
$382,608 in wages.

The Task Force concludes that this line currently
operates at a loss and should be abandoned.

Information for Line Retention Decision

Revenue received by PC ....................
Average revenue per carload -------------- $273

Variable (avoidable) cost of continued
service:

Cost incurred. on the branch line ------- 157,946
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading
cost) ------------------------------ 16, 608

Cost incurred beyond the branch line ... 14, 001

$33, 270

Total variable (avoidable) cosL ----------- 18,555

Net contribution (loss) : Total ----------------- (155, 285)
Average per carload ------------------ (1,273)

This line would require upgrading to meet the re-
quirementq of the Federal Railroad Administration's
minimum safety 9tandards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,080 crossties (an average
of 47 crossties per mile). .

Preliminary Recommendation

It is not recommended that this portion of the Rich-
mond Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $155,285 or $1,273 per carload.

Recovery of costs would require approximately a seven-
fold increase in traffic or a 465 percent rate increase
over the 1973 levels.

PORTION OF RICHMOND BRANCH

USRA Line No. 522

Penn Central

\ PC to Elkhart

'--\t rth Anecrson (Dow)
PC to Muncre a.d Cleveland

PC to Logansport \ '- d

\ AN o DERSOI (GrIDL-Y)

Central Indiaoa And . PORTION OF RICHMOND DRANCII. PC
Byto Leb ..non. ./i~'so"thl

- . .~ Anderson Middletown

rTaft

PC to Indianapolis IG
PC to Greensburg

N&W to Miaclo

PC to SpringlICIJ

PC to Indianepoi s, W CASTLE

- ... . -.
-  

PC to flichrond

N&W to Rushvillo f

MY&W to Connersvlllo

This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from New ' astle
(Milepost 100.5) to Anderson, I-nd. (Milepost 121.5),
a distance of 31.0 miles, in Henry and Madison Coun-
ties, Indiana. This line is part of Penn Central's Logans-
port to Cincinnati line; both the northern and southern
continuations of this line are also under study in this
Report. The PC Cleveland-to-Indianapolis line and the
iVM.'¢higan Brhnch to Elkhart cross at Anderson. The
N&W lines to Muncie, Rushville and Connersville cross
at New Castle, as does the PC's Springfield-Indianapolis
line, which is also under study in this Report. This line
was described as potentially excess in the U.S. DOT
Report (see Zones 119 and 120).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
New Castle I - - - - - - - - - --- - - - - - - - - - - - - - - - - - - - - - - - - - 424
Sulphur Spring ------------------------------------ 77
Honey Creek -------------------------------------- 18
Middletown ------------------------------------- 103
Anderson I ---------------.. - ----------- -3,851

Total carloads generated by the line ------------- 4,478
,Average carloads per week --------------------------- 80.0
Average carloads per mile ------------------------- 8. 0
Average carloads per train ------------- ------------ 22.4
1973 operating information:

Nuimber of round trips per year -------------------- 200
'Estimated time per round trip (hours) --------------- 4
Locomotive horsepower ----------------------------- 1,750
Train crew size ------------------------------------ 4
2 Includes only traffic on segment.
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Information Provided by RSPO, Shippers, Government
Agencies'

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation'siRail Service Report" indicated that
the New Castle to Anderson line is used by both indus-
trial and agricultural shippers. Wilson Grain Elevator,
Inc. at Sulphur Springs will not increase its storage
capacity as planned until it is assured of continued rail

service.
The Henry County Farm Bureau Cooperative As-

sociation, operator of a fertilizer plant at Honey Creek
and a grain manufacturing plant at New Castle, receives
fertilizer from Florida and Canada. The Association -

believes truck shipments would be costly and difficult.
Use of trucks might cause the Honey Creek plant to
close because trucks require more storage and the avail-
ability of suffici6nt equipment is doubtful.

The Association as well as Wilson Grain reported
poor service from the PC because of an inability to fur-
nisli sufficient rail cars as needed.

Liebhardt Mills, Inc.,.shipped between 26 and 44 car-
loads in 1973. They indicated its plant could not utilize
trucks because of restrictive rate structures and would
be forced to close if rail service were discontinued.

Allegheny Ludlum Steel shipped 185 carloads of
scrap metal and hot rolled bands in 1973. Its New
Castle plant was acquired in 1972 and its traffic is not
reflected in the DOT Report. ,
- The Governor's Rail Task Force estimated that the

line generates nine carloads per mile exclusive of the
end point traffic (New Castle and Anderson). The Task
Force also estimated that 45 jobs would be lost as a
result of abandonment, representing $382,608 in wages.

The-Task Force indicates that this line operated at a
loss in 1973 and recommends that a portion of the line
between Anderson and Middletown be abandoned and
the remainder of the line be operated as a branch out of
New Castle. It recommends that this latter segment be
incorporated in the Final System Plan and transferred
to ConRail.

-Information for Line, Retention Decision

Revenue received by PC ---------------- $1, 921,825
Average revenue per carload. ------------- $430

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line.. .-... 251,808
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line .... 624, 46Q

Total variable (avoidable) cost ------------- 870,334

Net contribution (loss) : Total ------------------ 1,045,491
Average per carload --------------------- 234

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, whtich has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Richmond
Branch be included in the ConRail System.

PORTION OF RICHMOND BRANCH

USRA Lfne No. 523

Penn Central
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This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends fromAiderson (Mile-
post 121.5) to Elwood, Izd. (Milepost 139.0), a distance
of 17.5 miles, ini Macdison County, Ind. This segment is
part of the Logansport-Richmond-Cincinnati Branch;
both its northern and southern extension are also under
study in this Report. At Anderson the Penn Central's
Cleveland-Indianapolis line and Michigan Binch cross.
The Central Indiana RR to Lebanon also intersects at
Lebanon, and at E lwood the N&W Frankfort toAlimcie
line crosses. This line was described as potentially ex-
cess in the U.S. DOT Report (see Zone 119).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Frankton 56
Elwood 450

Total carloads generated by the line-- 506
Average carloads per week..___ 9.7

.Average carloads per mile ....... 28.9
Average carloads per train_ ---------- 3.4
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1973 Operating Information:
Number of round trips per year ----------------- 150
Estimated time per round trip, hours ------------- 2. 5
Locomotive horsepower -------------------- 1, 750
Train crew size .... --- -- -------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Ryman and Fox Company of Frankton has recently
invested $70,000 in a new rail siding. The company
statedthat its decision to locate in Frankton was based
on the assurance of continued rail service. The firm's
projected 1974 carload figure is 440.

The Governor's Rail Task Force submitted informa-
tion pertaining to the line extending from Anderson
to Kokomo. This line generated freight revenues of
$220,367 in 1973 as opposed to branch costs of $139,009
equalling an estimated profit of $81,363. Although traffic
volume is light, freight revenues per mile are high.
Therefore, the Task Force recommends retention of
service on this line.

Information for Line Retention Decision

Revenue received by PC ------------------------ $31, 876
Average Revenue Per Carload -------------- $261

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ----- 102,570
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) -------- 0
Cost incurred beyond the branch line_-- 163, 682

Total variable (avoidable) cost ------------ 166,252

Net contribution (loss) : total ------------------ (34, 376)
Average per carload --------------------- (68)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.ph.).

Preliminary Recommendation

It is not recommended that this portion of the Rich-
mond Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual, excess
financial burden amounting to $34,376 or $68 per car-
load. Recovery of costs would require approximately
a 43 percent increase in traffic or a 26 percent rate in-
crease over the 1973 levels. Shippers at Anderson will
continue to be served.

PORTION OF THE RICHMOND BRANCH

USRA Line No. 524

Penn Central
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This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from Elwood (Iile-
post 139.0) to Iokomo, Ind. (Milepost 156.5), a distance
of 17.5 miles, in Madison, Tipton and Howard Counbies,
Ind. Continuations of this line extend northwestward
from Kokomo to Logansport and beyond, and southeast-
ward from Elwood to Anderson and beyond. The line
southeastward is also under study in this Report. This
line connects at Elwood with the N&W to Frankfort,
and Muncie; and at Kokomo with the N&W to Delphos
and Frankfort and to Indianapolis and Michigan City.
An abandonment application has been filed with ICC
Docket No. AB-5, Sub. 131, 132; with USRA, Docket
No. 75-40. This line was described as potentially excess
in the U.S. DOT Report (see Zones 117 and 119).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this lintY:
Curtisville ----------------------------------------- 37
Windfall ----------------------------------------- 61
Nevada ------------------------------------------- 4
Hemlock -..--------------------------------------- 75

Total carloads generated by the line -------------- 177
A verage carloads per week --------------------------- 3.4
Average carloads per mile ---------------------------- 10.2
Average carloads per train -------------------------- 3.4
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1973 operating information:
Number of round trips per year ------.------------- 52
Estimated tine per round trip (hours) --------------- 2.2
Locomotive horsepower--- ---------------- 1, 750
Train crew size .. ......----------------- L ------- 4

Information Provided by RSPO, Shippers, Government

-Agencies

Information provided at the hearings conducted by
-the Raifl Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary of Transportation's Rail Service Repbrt" indi-
cated that at least two shippers on the line will incur
higher shipping costs if the line is abandoned. The
Rydman and Fox Company recently invested $70,000
in a new rail siding based on PC's wdrd that the line
would not be abandoned..The Butcher Manufacturing
Company estimated that the loss of this line would cost
it $40,000 in additional transportation costs.

The Governor's Task Force indicates freight revenues
of $220,367 in 1973 as opposed to branch costs of $139,-

-009 equaling an estimated profit of $81,363. The analysis
of this line suggests that it is viable, therefore the Task
Force recommends retention of the line.

Information for-Line Retention Decision

Revenue received by PC ----------------------- $83, 228
Average revenue per carlod ---------------- $470
Variable (avoidable) cost -of continued

service:
Cost incurred on the branch line --------- 122,396
Cost of upgrading branch line to FRA

Class I: (1/10 0a total upgrading cost) -_ 0
Cost incurred beyond the branch line --- 51,962

Total variable (avoidable) cost .... ---------- 174,358

Net contribution (lbss) : total------------------ (91,130)
Average per carload --------------------- (515)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operat{ng speed of 10 m.p.h.).

Preliminary Recommendation

It iglot recommended that this portion of the Rich-
mond Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $91,130, or $515 per carload. Re-
covery of costs would require approximately a three-
fold increase in traffic or a 110 percent rate increase
over the 1973 levels. Shippers at Kokomo wilZ continue to

-be served.

PORTION OF THE NEWMAN SECONDARY
TRACK

USRA Line No. 556

Penn Central

1*-PC to Adams

PC to Indianapolis I /PC to Springfield
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c&O to -PORTION OF THE NEWMAN
S C thicago SECONDARY TRACK, PC
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/

/ PC to Dayton
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PC to Indianapolis,,, e New Paris
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This portion of the Newman Secondary Track, for-
m.erly part of the Pennsylvania, RR, extends from Rich-
mond (Milepost 2.0) to Lynn, Id. (Mlilepost 15.6), a
distance of 1..6 milee, in Wayne and Randolph Coun-
ties, Indiana. A continuation of this line extends north-
ward from Lynn to Adams. (Over this portion the line
is called the Fort Wayne Branch and Ridgeville Sec-
ondary Track). This continuation is also under study
in this Report. Connections include: the PC Indianap-
olis to Columbus line, the PC Richmond Branch, and
the Chesapeake & Ohio Ry., Cincinnati to Chicago at
Richmond. At Lynn, there is a connection with the PC
Springfield Branch. The PC Richmond Branch, Spring-
field Branch and Columbus-to-Indianapolis line are also
under study in this Report. This line was described as
potentially excess in the U.S. DOT Report (see Zone
120).

Information Provided by RSPO, Shippers, Government
Agencies

Ngo specific information concerning this line was pro-
-vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Repor"

Information for Line Retention. Decision
This line has been used as an overhead detour route; it

serves no local traffic. Since the PO line through Goshen
and Anderson has been upgraded, this line is no longer
required.

Preliminary Recommendation
It is knot recommended that this portion of the New-

man Secondary Track be included in the ConRail
System.
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PORTION OF THE NEWMAN SECONDARY
TRACK AND THE FORT WAYNE BRANCH

USRA Line No. 557

Penn Central

PC to Decatur and
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RIDGEVILLE
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This portion of the Newman Secondary Track and
the Fort Wayne Branch, formerly part of the Pennsyl-
vania RR, extends from Lynn (Milepost 15.6) to Ridge-
,ille, Ind. (Milepost 33.0), a distance of 17.4 miles, in

Randolph County, Ind. Continuations of this line ex-
tend southward from LTpnn and northward from
Ridgeville (this portion is the Ridgeville Secondary
Track). These continuations are also under study in this
Report. Connections include: the PC Springfield
Branch at Lynn (portions of which are also under study,
in this Report), the PC Cleveland-to-Indianapolis line
at Winchester, and the PC Columbus-to-Chicago line at
Ridgeville. PC has filed for abandonment with the ICC
Docket No. AB-5 Sub. 138, 139. PC has also filed with
USRA Docket No. 75-37. This line was described as
potentially excess in the U.S. DOT Report (see Zone
120).

Information Provided by RSPO, Shippers, Government
Agencies - ,

No specific informationi concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." An analysis by the Gover-.
nor's Rail Task Force gives total annual branch cost as
$67,626, while total branch freight revenue is listed as
$3,872. Rehabilitation costs are estimated at $225,760.
To continue operations, an annual estimated subsidy of
$63,756 would be needed. The main economic activity in
the area is agriculture and light industry. The Task
Force nbted that there is nfo potential for traffic growth
and recommended abandonment of this line segment.

Information for Line Retention Decision

This line has been used as an overhead detour routo;
it serves no local traffic. Since the PC line through
Goshen and Anderson has been upgraded, this line is no
longer required.

Preliminary Recommendation

It is not recommended that this portion of the, New-
man Secondary Track and the Fort Wayne Branch be
included in the ConRail System.

PORTION OF THE GREENCASTLE BRANCH

USRA Line No. 565

Penn Central

PC I&F Branch to Lebanon
E 29.6 miles PC to Indianapolis

GREENCASTLE 2.6, miles .

PC to Terre Haute BEN DAVIS

PORTION OF THE GREENCASTLE
BRANCH, PC

This portion of the Greencastle Branch, formerly
part of the Pennsylvania RR, extends from Ben. Dait's
(Milepost 6.9), to Greencastle, Znd. (Milepost 36.5), a
distance of 29.6 miles, in Marion, Hendricks, and Put-
nam Counties, Indiana. Continuations of this line ex-
tend eastward from Ben Dalris to Indianapolis, and
westward from Greencastle to Terre Haute. The por-
tion between Greencastle and Terre Haute is also under
study in this Report. This line connects with the I&F
Branch of the PC at Ben Davis. The Penn Central Com-
pany has filed a petition for abandonment of this line
with the ICC. No action has been taken. This line was
described as potentially excess in the U.S. DOT Report,
(see Zones 122 and 126).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Bridgeport ---------------------------------------
Plainfield ....... ..........................
Clayton---------------------------------------
Amo ..........................................
Coatesville ... ....................................
Fillmore ----------------------------------------- 14

.Total carloads generated by the line ------------- 716
Average carloads per week --------------------------- 1. 5
Averag6 carloads per mile ----------------------------. 2,
Average carloads per train -------------- ............. 1I 5
1973 Operating Information:

Number of round trips per year ---------------------- 52
Estimated time per round trip (hours) -------------- 3
Locomotive horsepower ----------------------------- 5,250
Train crew size ------------------------------------ 5
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-Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their

-reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicated

that there was little public protest to the potential aban-

donment of the Indianapolis to Terre Haute line, -which

includes the Ben Davis to Greencastle segment. How-

ever, Lone Star Industries at Limedale, near Green-

castle but not on this segment, said the line is needed to

.provide adequate service and alternative routing be-

tween Terre Haute and Indianapolis. Penn Central cur-

rently operates two parallel lines between 'hose two

points. The Governor's Rail Task Force stated that the

main economic activities along this segment are agri-

6ulture and agri-business. The Task Force estimated

that an_ annual subsidy of $100,576 would be required to

keep the line in operation. The estimated rehabilitation

was listed at $354,560. Abandonment would mean the

los of about 60 jobs.

Information for Line Retention Decision

Revenue received by PC ---------- - 21, 563

Average revenue per carload ------------ 284

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line- - 222, 801
Cost of upgrading branch line to FRA

Class 1: (1/10 of total upgrading
cost) 0

Cost incurred beyond the l ranch llne.. 11, 562

Total variable (avoidable) cost ------------ 234,363

Net'contribution loss) : total -------- ------ (212,800)

Average per carlod. ----------- (2, 800)

This line would require no upgrading to meet the re-

quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a

maximum safe operating speed of 10 mph). Evaluation

of coal reserves by USRA shows no coal deposits ad-

jacent to this line.

Preliminary Recommendation

It is qwt recommended that this portion f -the Green-

castle Branch be included in the ConRafi System. Con-

tinued operation of this line would require a rail serv-

ice continuation subsidy. Under 1973 traffic, revenue

and cost levels, this line generates an annual excess fi-

nancial burden amounting to $212,800 or $2,800 per car-

load. Recovery of costs would require approximately a

21-fold increase in traffic or ,a 986 peifcent rate increase
over the 1973 levels.

PORTION OF THE GREENCASTLE BRANCH
I

USRA Line No. 566

Penn Central

LAN to C:hiar

PC b Terr H=to -A S. lcit . -eenut -e

-GREENCASTLr EOP 3 5)

• .- .- L 8!. pcr9
LEH 0 OE3tM 18.0 ,rJUlet-af

.~( (MP 33.9)

1=1BR=ZL (CIrtSVi:LLE)\ LAN. ourwll
PC b Ter 11=9* POR710H OF THE GREENCA$'LE BUANCH. PC

This portion of the Greencastle Branch, formerly
part of the Pennsylvania fiR, extends from Greencastle
(Milepost 36.5) to Brazil, hId. (Milepost 54.5), a dis-
tance of 18.0 miles, in Putnam and Clay Countiesi nd.
This line is also known as the Davis to Lenox Line.
Continuations of this line extend eastward from Green-
castle to Indianapolis and westward from Brazil to
Terre Haute. Both of these continuations are also under
study in this Report. Connections are made at Limedale
with the Louisville and Nashvil RR Monon-to-Louis-
ville line. Abandonment application was filed with the
ICC, Docket No. AB-5, Sub. 145. This line was de- -
scribed as potentially excess in the U.S. DOT Report,
except for the portion from Greencastle to Limedale
(see Zones 125 and 126).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Greencastle 1,210
Limedale 948

Reelsvllle - 0

Total carloads generated by the lIne 2,158
Average carloads per week - - 41.5
Average carloads per mle. _ 119.9
Average carloads per tran_- 6.2
1973 operating information:

Number of round trips per year----- 350
Estlmated time per round trip (hours) 5.1
Locomotive horsepower 5,250
Train crew size-

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted- by
the Rail Services Planning Office as reflicted in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Servlice Report" indicated that
public protest of potential abandonment was slight.
Both protesting shippers would continue to have rail
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service, although alternate routings could reduce their
desired level of service.

The Governor's Task Force analysis indicated the
segment operates at a profit, generating 53 carloads per
mile, not including Greencastle traffic.

Information for Line Retention Decision

Revenue received by PC -------------------- $977, 308
Ave.age revenue per carload ---------------- $453

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 322, 541
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost-- 0
Cost incurred beyond the branch line-n_- 362,574

Total variable (avoidable) cost ------

Net contribution (loss) : Total-----------
Average per carload---------------

This line would require no upgrading
requirements of the Federal Railroad Admi
minimum safety standards (Class I track,
maximum safe operating speed of 10 mph)

Recommendation

It is recommended that this portion of the
Branch be included in the ConRail System.

PORTION OF GREENCASTLE BRA

USRA Line No. 566a

Penn Central

Milwaukee to
Chicago

Terre Haute

PC to East
St. Louis

k__ UN to chicago

SOtter Creek Junction

fey . PC to Indian

.. Burnett
1

- 17.9 miles

Terre Haute Yard

Spring lHil . r-

PC to Worthington

Milwaukee to Seymour
L&N to Evansville

REEtICASTIL

This portion of the Greencastle Branch, formerly
part. of the Pennsylvania RR, extends from Brazil
(Milepost 54.5) to Terre Haute, Ind. (Milepost 72.4),
a distance of 17.9 miles, in Clay and Vigo Counties, Ind.
This line is also known as the Davis-to-Lenox Line. A
continuation of this line extends westward from Terre
Haute to St. Louis, and it is under study in. this Report.
Another continuation of this line extends eastward
from Brazil to Greencastle, and it is also under study in

685,115

292,193

to meet the
nistration's
which has a

Greencastle

this Report. Connections at Brazil are made with tlt
Louisville and Nashville RR to Chicago, and at Terre
Haute with the PC Peoria Secondary Track, the PC
Clay City Secondary Track, the PC Indianapolis-to-
St. Louis Line (via Pana and Effingham) ; the Louis-
ville & Kashville to Vincennes and Danville, and the
Chicago, Milwaukee, St. Paul & Pacific RR to Chicago.
All'of the PC lines at Terre Haute except for the In-
dianapolis to St. Louis Line (via Effingham) are also
under study in this Report. This line was not described
as potentially excess in the U.S. DOT Report (see
Zone 125).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Brazil ---------------------------------------- -580
Staunton ---------------------------------------- 134
Seelyville --------------------------------- ------ 04
Terre Haute - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 4,295

Total carloads generated by the line ---------- 5,079
Average carloads per week ------------------------ 1. 7
Average carloads per mile ---------------------------- 283. 7
Average carloads per train ------------------------- 14.5
1973 operating information:

Number of round trips per year -------------------- 350
Estimated time'per round trip (hours) --------------- 4. 7
Locomotive horsepower ---------------------------- 5,250
Train crew size ------------------------------------ 5
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

NCH Agencies
Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Arketex Ceramic Corporation located in Brazil, stress-
ed requirement of rail service to move bulk raw mate-,
rials from distances of over 1,000 miles. The firm

iapolis shipped over 278 carloads in 1973. The present track
condition is poor and the spur leading to this plant was

PC to Indianapolis out of order 33 days in 1973. Prior to 1970, the firm
BRAZIL I shipped 50 percent of its total volume via rail, but rail
-, -.-.- shipments accounted for only 31 percent, in 1973. The

drop was attributed to inadequate service.

THE The Governor's Rail Task Force supplied no infor-
LE BRANcH. PC mation about this particular segment of the line.

Information for Line Retention Decision

Revenue received by PC ---------------------- $1, 599, 201
Average revenue per carload -------------- $315

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 350, 510
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)- 12, 637'
Cost incurred beyond the branch line --- 692, 62

Total variable (avoidable) cost ------------ 1, 055, 775
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Net contribution (loss)-: total -------------------- 543.420Average -per carload --------------------- 107

This line would- require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available informaiion, this upgrading would include the
replacement of a total of 1,011 crossties (an average of
57 crossties per mile).

Recommendation',

It is recommended that this portion of the Greencastle
Branch be included in the ConRail System.

PORTION OF THE WHITEWATER RUNNING

TRACK

USRA Line No. 571

Penn Central

PC to Connersville

- ,BROOKVILLE

7.2 Miles
-PORTION WHITEWATER
RUNNING TRACK, PC

\ CEDAR GROVE
PC to Valley Junction *X

This portion of the Whitewater Running Track,
formerly part of the New York Central RR, extends
from Cedar Grove (Milepost 36.7) to Broo7oville, bId.
(Mlep6st 43.9), a distance of 7.2 mile8, in Franklin,
Co.unty, Indiana. Continuations of this line extend
southeastward from Cedar Grove and northwestward
from Brookville. The latter portion is also under study
in this Report. PC filed .n abandonment application
with the ICC on July 18, 1973, Docket No. AB-5, Sub.
180. This line was described as potentially excess in the
U.S. DOT Report (see Zone 120).

Trdffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cedar .Grove ------------------------------- 60
Brookville --------------------------------- 685

-Total carloads generated.by the line ------------ 745

Average carloads per wee ..... 14.3
Average carloads per mile......... 103.5
Average carloads per train ...........---- 10.6
1973 Operating Information:

Number of round trips per year-........ 70
Estimated time per round trip (hours)-- 4. 0
Locomotive horsepower- - 1,750
Train crew size------ 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's -Rail Service Report" indicated that
the Franklin Coumty Farm Bureau Cooperative oper-
ates a facility at Brookville. The State of Indiana rec-
ommends that this line could be operated as a branch-
line from Valley Junction, Ohio, to Beeson, Ind., or as
a branch from Cambridge City south over :Norfolk &
Western track to Beesons and from Beesons, south to
Harrison, Ind.

Information for Line Retention-Decision

Revenue received by PC---- $179, 39
Average revenue per carload . ......... $241

Variable (avoidable) cost of continued serv-
Ice:

Cost incurred on the branch line - 92,465
Cost of upgrading branch line to FRA

Class I: (1/10 of total uligrading cost) 16,321
Cost incurred beyond the branch line-_-_ 104,402

Total variable (avoidable) cosL .- -. 213,1 88

Net contribution (loss): ta(33,796)
Average per earload........ (45) -

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
a maximum safe operating speed of 10 m.p h.). Based
on available information, this upgrading would include
the replacement of a total of 4,645 crossties (an average
of 645 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the White-
water Running Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsily, Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $33,796 or $45 per
carload. Recovery of costs would require approximately
a 45 percent increase in traffic or a 19 percent rate in-
crease over tlhe 1973 levels.
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PORTION OF THE WHITEWATER RUNNING
TRACK ,

USRA Line No.. 573

Penn Central

Ni&W to New Castle

PC to Indianapolis "* PC to Richmond

Cambridge City
*. 4- N&W (PC has Trackage

BEESON Rights to Cambridge City)

PORTION OF WHITEWATER 6.8 miles
RU NNIN G TRACK, PC

R .", B&O to.1-1amilton, Ohio
_ .......

B&O to Indianapolis CONNERSVILLE

PC'to Valley Junction \

This portion of the Whitewater Running Track, for-
inerly part of the New York Centfal RR, extends from
Connersville (Milepost 67.3) to Beeson, Id. (Mile-
post 74.1), a distance of 6.8 m s, in Fayett and Wayne
Counties, Indiana. A continuation of this line extends
southward from Connersville. Connections include the
Baltimore & Ohio to Indianapolis and Hamilton at
Connersville, and the Norfolk & Western to New Castle
at Beeson.'This line was not shown in the U.S. DOT
Report (see Zone 120).

Traffic and Operating. Information
Stations (with their 1973 carloads) served by this line:

Connersville ---------------------------------- 5,958
Beesons ---------------------------------------- 0

Total carloads generated by the line ------------- 5,958
Average carloads per week ------------------------ 114.6
Average carloads per mile ------------------------ 876. 2
Average carloads per 'train ----------------- 23.4
1973 operating information:

Number of round trips per year -------------------- 250
Estimated time per round trip (hours) --------------- 8. 0
Locomotive horsepower ---------------------------- 1, 750
Train crew size ----------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" noted that the
Early and Daniel Co. of Cincinnati recommends that
the N&W should purchase and operate the PC line from
Beeson to Valley Junctioni This- would establish a main
line on the N&W from the west to Norfolk via Cincin-
nati and would reduce circuity.

Indiana's Rail Task Force did not analyze the Beeson
to Connersville line segment separately but includes it. in
a longer segment extending from Harrison at the
Indiana-Ohio state line north to Beeson. The task
Force estimates that annual profits on this longer seg-
ment is $1,820,203. Estimated rehabilitation cos is
$255,063. The rail group recommends retention of serv-
ice on the entire line segment and inclusion in the Con-
Rail System.

Information for Line Rqterqtion Decision
Revenue received by PC --------- ------------- $1, 758,001
Average revenue per carload ---------- $295

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 339, 258
Cost of upgrading branch line to FRA'

Class I: (1/10 of total upgrading
cost) ---------------------------- 25,287

Cost incurred beyond the branch line-- 1,111, 015

Total variable (avoidable) cost ------------- 1, 475, 560

Net contribution (loss) : Total ----------------- 282,441
Average per carload ------------------------------ 47

This line would require upgrading to meet the require-
ments of the Federal Railroad Administraftion's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on
available information, this upgiading would include
the replacement of a total of 4,443 crossties (an average
of 650 crossties per mile).

Recommendation
It is recommended that service to Connersville be

assumed by a solvent carrier. If such ali agreement
cannot be reached, it is recommended that this portion
of the Whitewater Running Track be included in the
ConRail System. ConRail would serve the line from
Richmond, id.

PORTION OF THE CINCINNATI TO KANKAKEE

LINE

USRA Line No. 574/574a

Penn Central
.This portion of the. Cincinnati-to-Kankakee Line,

formely part of the New York Central RR, extends
from Brant (Milepost 113.5), to Lebanon, Ind. (Mile-
post 131.0), a distance of 23.5 miles, in Marion and
Boone Counties, Indiana. Continuations of, this line ex-
tend southeastward from Brant and northwestward
from Lebanon. The latter portion is also under study in
this Report. Connections are: the Peoria & Eastern
line at Brant (out of service) and the PC I&F Branch
at Lebanon. The Peoriaand. Eastern and a, portion
of the PC I&F are also under study in thig Report. PC



PC I&F- Branch to Logansport

PC to Kankakee Central Indiana Ry to Anderson

./A LEBANON

PC (P&E) to Peoria /
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and St. Louis

P _ Terre Haute, 
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cated that they both expect to begin using rail service at
Indianapolis, and their combined traffic would add 115
carloads. It was also suggested at the hearings -that
this line through Zionsville could be used for suburban
passenger service. The Governor's Rail Task Force in-
dicated that this line generated $24,747 in revenue,
$108,953 in branch line costs and operated at a profit of
$165,793. Estimated rehabilitation costs for the line
were set at $252,000. The Task Force found traffic to
consist of 93.1 carloads or 32 cars per mile. Abandon-
ment of the line would result in 45 jobs being lost, rep-
resenting $382,608 in wages. The Task Force could

project no traffic growth, but recommended that this
line be included as part of the ConRail System. A par-

Ri allel PC line runs between Lebanon and Indianapolis

just to the west of this line. I

has filed an abandonment application with the ICC

Docket No. AB-5, Sub. 94. This line was described as

potentially excess in-the U.S. DOT Report (see Zone

122).-

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
-Rock Island----_ - 212
Augusta -----------------------. ...------------ 418
Zionsville ------------------------------------- 285
Whitestown ..... : ---------------------------------- 
Indianapolis - - - - - - - - - - - - - - - - - --....... . . ---- 109

Total qarloads generated by the n1, 033
Average carloads per week.-- --- --- 19.9
Average carloads per mile---- ----- 44.0

Average carloads per train. -6.9
1973 operating information:

Number- of round trips per yr150
Estimated time per round trip (hours) --------------- 4.0
Locomotive horgepower -- 1,750
Train crew size ---------------- ------- 4
1 Includes only trafc on this segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Swiggert Lumber of Zionsville woild have to pay $300
to $400 more for a carload of materials without direct
rail service. Swiggert shipped 3 carloads in 1973. The
Stenotype Company stated that its paper transport
costs would double without rail service. Carloads gen-
erated by Stenotype in 1973 were 59, and the firm pro-
jects future traffic of 72 carloads per year. Rheem Mfanu-
facturing Company and James Held- Company indi-

Information for Line Retention Decision

Revenue received by .. $301, 087
Average revenue per carload------ $291

Variable (avoidable) cost for continued
service:
Cost incurred on the branch line..... 203,292
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 52, 282

Cost incurred beyond the branch line-. 162, 087
i

Total variable (avoidable) cost .......... 417,661

Net contribution (loss) : total ---- (116, 574)

Average per carload (12)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading-would include
the replacement of a total of 11,750 crossties (an average
of 500 crossties per mile).

Available data indicates that the near term poten-
tial traffic growth of the line may amount to 130 car-
loads per year. However, an 80 per cent growth in
traffic would be required for financial self-sufficiency.

Preliminary Recommendation

It is not recommended that this portion of the Cin-
cinnati to Kankakee Line be included in the ConRail.
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,

revenue and cost levels, this line generates an annual
excess financial burden amounting to $116,574 or $112
per carload. Recovery of costs would require approxi-
mately an 80 percent increase in traffic or a 35 percent
rate increase over the 197'3 levels. Traffic between

Lebanon and Indianapolis can be routed via the E&P.

- 449
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PORTION OF THE CINCINNATI-KANKAKEE
LINE

USRA Line No. 575

Penn Central -

PC to Kankakee (N&W owns
this portion to Templeton,
PC operates via Trackage
Rights) \L&N to Michigan City

"-N&W to Peru

NW to Frankfort

LAFAYETT ' Crawfordsville
Secondary

' -3l 2 mies Track. PC
u , • mie %.T&/"to-/ I&F Branch. PC

L&N to Louisville Cott I

KANKAKEE INE. PC I

PC to Cincinati-"

This portion of the Cincinnati-to-Kankakee Line,
formerly part of the New York Central IR, extends

from Lebanon (Milepost 139.0) to Lfaye te, md.

(Milepost 170.2), a distance of 3/. mies, in Boone,
Clinton and Tippecanoe Counties, ind. nTorfolk &

restern owns the portion of the line from Laayette to

Templeton. PC operates via trackage rights. Continua-

tions of this line extend southeastward from Lebanlon
and northwestward from Lafayette. Both of these con-

tinuations are also under study in this report. Connec-

tio en include: the PC I&F Branch andthe Central In-

diana y at Lebanon; the PC Crawfordsville Second-

ary Track at Colfax; the Norfolk & Western to Frank-

fort and eogwatCar knd at Lafayette, the

Louisville & Nqashvillg's Louisville-to-Michigan City
line and the orfolk & Western lines to Frankfort,

Danville, and Peru. The PC Crawfordsville Secondary

Track is also under study in this report. This line was
described as potentially excess in the U.S. DOT Report
DOT Report (see Zones 117, 122 and 127).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at tl~e hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary
of Transportation's Rail Service. Report covers this seg-
ment in terms of a longer segment which extends from
Indianapolis to Lafayette. The Indianapolis Power
and Light Co., the report observed, has invested $3,-
000,000 in a new plant rail siding on this longer segment
and depends upon rail service to receive coal. Ayr-Way
Stores, Inc., a 27 store chain, established a distribution
center and warehouse at Lebanon in 1970. Richard Fall
spoke for the Boone County'Farm Bureau Coop. and
for three grain elevators, trwo fertilizer plants and one
lumber yard on the line between Lebanon and Colfax.

He believes this 15 mile segment could generate 35 cars
per mile if cars were available. The Governor's Rail
Task Force studied USRA's segment between Lebanon
and Lafayette. The Task Force estimates branch costs
at $135,252 annually with Penn Central's freight rev-
enue amounting t6 $145,586 annually, for a profit of
about $10,000. Estimated rehabilitation costs are listed
as $74,297. Amtrak at one time ran passenger service on
this line between Chicago and Indianapolis until the
route was shifted to go thru Logansport due to ex-
tremely bad track conditions northwest of Templeton
towards Kankakee, Illinois. The Task Force recom-
mended that this Lebanon to Lafayette segment be in-
cluded in the Final System Plan ai part of ConRail.
USRA's shipper file shows that the General Foods plant
at Lafayetteis clearly the major shipper on this line seg-
ment. Howard Jones of General Foods stated that his
firm had ii~vested $65 million in its Lafayette facility
and is now investing another $20 million. By 1975, he ex-
pects the plant's 1973 traffic to double to 1,500 carloads.

Information for Line Retention ,Decision

This line is required for through freight service after
rehabilitation therefore local rail services will be pro-
vided to all shippers located on the line.

Recommendation

It is recommended that this portion of the Cincinnati
to Kankakee Line be included in the ConRail System.

PORTION OF THE CINCINNATI TO KANKAKEE
LINE

USRA Line No. 576

Penn Central

% PC to Kankakee

\ TEMPLETON

N&W tPeon L&N to Chicago

PC TRACKAGE RIGHTS OVER N&W to Fort Wayno
NORFOLK & WESTERN -,:

22.4 miles
L afayette Lafayette Junction

N&W to Danville and SL Louis : ....... -N&W to Frankfort
: / JAFAYETTE (ALTAMONT)
7//' kq pc to Lebanon

L&N to Louisville

These PC Trackage Rights over the N&W extend
from' Lafayette (MTilepost 170.2), to Templeton, Ind,
(Milepost 192.6), a distance of 22.4 miles, in Tippecano
and Benton Counties, Indiana. This portion of the PC
Cincinnati to Kankakee line is owned by the Norfolk
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& Western; PC operates via trackage rights. Continua-
tions of this line extend northwestward from Temple-

ton and southeastward from Lafayette; both are under

study in this Report. Connections include the Norfolk &
Western to Danville, Fort Wayne and Frankfort and

the Louisville & Nashville to Louisville and Chicago at

Lafayette: Another connection is the Norfolk & West-
ern to Peoria at Templeton. This line was described as

potentially excess in the U.S. DOT Report (see Zones

127 and 128).

Information Provided' by RSPCO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Sei-viceReport"

The Governor's Rail Task Force suggested retention
-of the PC trackage rights over this line in order to pro-
vide effective routing of traffic moving from Kankakee,
Illinois through Indianapolis to Cincinnati.

Information for Line Retention Decision

This -line is required -for through freight service:
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that trackage rights over this por-
tion of the N&W be included in the ConRail System.

CINCINNATI-KANKAKEE LINE

USRA Line No. 577

Penn Central -
&ICG to hicaga

KANKAKEE_,, -- 4-PC to 5outhend

PCta11z7a ar 4C&El Ci39
iCGtoMemphis

I res

N&Ct LafscTa
.(PC has Trak RI~ts)

This portion of the Cincinnati-Kankakee Line, for-

merly part of the.New York-Central RR, extends-from

Templeton, Ind. (Milepost 192.6) to Sheff, Ind. (Mile-
post 211.3), a distance of 18.7mi7es, in Benton and New-
ton Counties, Ind.

At Templeton, this line continues southeast to La-
Fayette via trackage rights with the Norfolk Westerrf
Ry. It also connects with the Penn Central Danville
branch at Sheff. A portion of the Penn Central Dan-
villh Branch is also under study in this Report. This
line was described as potentially excess in the U.S.
DOT Report (see Zones 128 and 139). The map for
this line indicates that the 56.8 miles from Templeton
to Kankakee is under study. Only the Eastern 18.7
miles between Templeton and Sheff is discussed here.

information Provided by RSPO, Shippers, Government

Agencies

Infornation provided at the hearings conducted by
the Rail Ser-vices Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Senrice Report' indicated
that the St. Anne Grain Company would have increased
its shipments over this line by 100 carloads per year
had sufficient cars been available.

In addition, the Benton County Shippers and Re-
ceivers Association protests the abandonment of this
line. The Control States Grin Company has spent
more than $400,000 in order to build a 100-car unit
train loading facility at Swanington. The company
estimates at least 10 train loadings in 1975.

Information received from the Governor's Rail Task
Force indicates that the line generates 48 carloads per
mile peryear and operates at a profit.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that the Templeton to Sheff por-
tion of the Cincinnati to Kankakee line be included in
the onRail System.

PORTION OF THE ANDERSON-GREENSBURG
SECONDARY TRACK

USRA Line No. 578

Penn Central

This portion of the Anderson-Greensburg Secondary
Track, formerly part of the New York Central RR,
extends from Emporia (Milepost 173.5) to Knights-
tozn, Ind. (Milepost 187.5), a distance of 14.0 m7es,
in Madison, Henry and Hancock Counties, Ind. Con-
tinuatiQns of this line extend southward from Knights-
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\,,,-PC to Anderson

EMPORIA

PORTION OF THE ANDERSON- PC to Springfield

GREENSBURG SECONDARY -- +
TRACK, PC-

C Shirley 14.0 miles

PC to Indianapolis Ctolumbus

', krKNIGHTSTOWN

PC to Indianapolis &PC to Carthage

town and northward from Emporia (this becomes the
PC Michigan Branch); the former portion is also un-
der study in this Report. Connections include the PC.

Springfield Branch at Shirley and the PC Columbus to
Indianapolis lne at Knightstown. The. Springfield
Branch is also under study in this Report. PC applied
for abandonment of this line in ICC Docket No. AB-5,
Sub. 121. This -line was described as potentially excess
in the U.S. DOT Report (see Zones 119 and 120).

Traffic and Operating Information'

Stations (with their 1973 carloads) served by this
line:

Markleville --------------------------
Shirley - - - -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  11

Total carloads generated by the line ------------- 14
Average carloads per week .. ----------------- 0.3
Average carloads per mile --------------------- 1.0 -

Average carloads per train -------------------- 0.5
1973 Operating Information.

Number of round trips per year -------------------- 28
Estimated time per round trip, hours ---------------- 6
Locomotive horsepower ------------------------- 1,500
Train crew size ------ --------------------------- 3
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected -in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." The Governor's Rail Task
Force estimated branch costs at $60,112 with freight
revenue amounting to $372,216. Rehabilitation costs are
estimated at $119,755. The Task Force, noting that in-
termediate stations between Emporia and Knightstown,
Shirley and Markleville, do not generate significant
traffic and that Shirley would be served by another line,
recommended that this line be abandoned.

Information for Line Retention Decision

Revenue received by PC --------------------------
Average revenue per carload ------------- $442

$0, 85

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 90,905
Cost of upgrading branch line to IRA

Class I: (1/10 of total upgrading cost) - 34, 847
Cost incurred beyond the branch line ---- 1, 679

Total variable (avoidable) cost ------------ 133,431

Net contribution (loss) : total .------------------ (127,240)
Average per carload ------------------- (9,089)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the'replacement of a total of 7,000 crossties (an average
of 500 crossties per mile). USRA studies reveal no fos-
sil fuel resources in the area.

Preliminary Recommendation

It is qwt recommended that this portion of the Ander-
son-Greensburg Secondary Track be included in the
ConRail System; Continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $127,246
or $9,089 per carload. Recovery of costs would require
approximately a twenty-eight fold increase in traffic
or a 2,055 per cent rate increase over the 1973 levels.

PORTION OF THE ANDERSON-GREENSBURG

SECONDARY TRACK

USRA Line No. 579a

Penn Central

PC PC to ColumbusPC toAnderson\ \

- " KNIGHTSTOWN.

PC to Indianapolis 4-PORTION OF THE ANDERSON-
jGREENSBURG SECONDARY

6.0 miIes* TRACK, PC

CARTHAGE

This portion of the Anderson-Greensburg Secondary
Track, formerly part of the New York Central RR,
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extends from Knightstoum (Mfilepost 187.5) to
Carthage, Ivd. (MRlepost 193.5), a distance of 6.0 miles,
in Henry and Rush Counties, Ind. Continuations of
this line extend northward from Knightstown and
southward from Carthage" (this portion has been aban-
d6ned to Greensburg). The former continuation is also
under study in this.Report. This line connects -with the
PC Columbus to Indianapolis line at Knightstown.
This line was not described as potentially excess in the
U.S. DOT-Report (see Zone 120).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Carthage - 9----------------
Knightstown - - - - - - - - - - - - - - - - - - - - - - - - 41

Total carloads generated by the line ------- 1,340

Average carloads per week ---------------------- 25.8
Average carloads per mile ......-- --------------- 223.3
Average carloads per train ------------------- - 8.9
1973 operating information:

Number of round trips per year ---------------- 150
Estimated time per round trip ---------------- 4
Locomotive horsepower-........ 1,500
Trai crew size .....- - 5
'Includes only traffic on segment.

•Information Provided by RSPO, Shippers, Government

Agencies
-No specific information concerning this line was pro-

vidid at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." The Governor's Rail Task
Force'recommends retention of service on this line as
it generates a sufficient amount of traffic to produce a
substantial profit. The Task Force indicates that PC
earned $3j7,199 in revenue vs. $18,785 in branch costs.
Rehabiiltation costs were estimated at $37,143.

Information for Line Retention Decision
Revenue received by PC ........... ----------- $357, 476
Average revenue per carload ------------ $267

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ------- 102, 290
Cost of upgtading branch line to FPA

class I (1/10 of total upgrading cost)-- 67, 911
Cost incurred beyond -the branch line .... 209, 815

Total variable (avoidable) cost_--- 380, 016

Net contribution (loss) : Tbtal ------------ - (22,540)
Average per carload_---------- --------- (17)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacernexit of a total of 17,50 crossties (an average
of 2,586 crossties per mile).

This line must be served via the Richmond-to-
Indianapolis line which is not recommended for
inclusion in the ConRail System.

Preliminary Recommendation

It is n6t recommended that this portion of the
Anderson-Greensburg Secondary Track b included in
the ConRail System.

PORTION OF THE SHELBYVILLE SECONDARY
TRACK

USRA Line No. 582

Penn Central

FLAT ROCKMP I2.6MLP PORTION OF THE
Louisville Branch, PC SHELBYVILLE

--- SECONDARY TRACK
\ PC

-8.8 miles

L S ' -- CH&G Running
COLUMBUS Track, PC
MP3.8 J

eColumbus-Madison
Secondary Track, PC

This portion of the Shelbyville Secondary Track, for-
merly part of the Pennsylvania RR, extends from Cfo-
Zumbus (Milepost 3.9) to Flat Rock, bid. (Milepost
12.6), a distance of 8.8 miles, in Bartholomew and
Shelby Counties,.Indiana. Connections include: the PC
Louisville Branch and the PC Columbus-M1adison Sec-
ondary Track at Columbus. These two are under study
in this Report. Another connection is the PC CII&G
Running Track at Columbus, a portion of this line is
under study in this Report. PC has filed for abandon-
ment of this line, Docket No. AB-5 Sub. 57, 58,59 and
USRA. has also filed Docket NTo. 75-53. This line was
described as potentially excess in the U.S. DOT Report
(se6 Zone 121).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Clifford ...........................................
Flat Rock ...............................

Total carloads generated by the line --------------
Average carloads per week ---- ----------------------
Average carloads per mile ------------
Average carloads per train ----------------------------
1973 operating information:

Number of round trips per year ----------------------
Estimated time per round trip (hours)...........
Locomotive horsepower ----------------
Train crew size ..............

16
41

57
1.1
6.5
1.1

52
2.5

1,200

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Respons6 to the Secretary of Transporta-
tion's Rail Service Report."

Information received from the Indiana Governor's
Rail -Task Force indicates that the total carloads and
revenues for the PC are well below breakeven cost. The
State of Indiana recommends a discontinuation of serv-
ice unless PC patrons wish to subsidize this line.

Information received from Armuth Farm Service in-
dicates that they are opposed to abandonment of this
line because of the gross injustice that it would hive on
their business. The line is to be served to Milepost 3.8
and they wish to extend this to Milepost 7.0. Max D.
Andress, Mayor, City of Columbus, has also sent a let-
ter asking for a 3.5 mile extension of the line. Addi-
tionally, U.S. Representative Lee H. Hamilton, 9th Dis-
trict, Indiana, has asked for an extension of the line
because of the resulting economic hardship that cur-
tailment of service, would have on the adjacent areas.

Another source of information came from John C.
Kohl, Trustee of the Philadelphia, Baltimore and
Washington Railroad Company, who supports aban-
donment of this line in the absence of information in-
dicating that traffic will increase.

Information for Line Retention Decision

Revenue received by PC --------- -------------- $15, 078
Average revenue per carload --------------- $265

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ---------- 64, 759'
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 0
Cost incurred beyond the branch line ---- 9,472

Total variable (avoidable) cost ------------- 74,231

Net contribution (loss) : Total ----------.. .. --- (59,153)
Average per carload --------------------- (1038)

This line would require no upgrading to meet the re-
quiremenfs of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that this portion of the Shol-
byville Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $59,153 or $1,038
per carload. Recovery of costs-would require approxi-
mately an 11-fold increase in traffic or a 390 percent
ra&e increase over the 1973 levels.

PORTION OF THE SHELBYVILLE SECONDARY
TRACK

USRA Line No. 584

Penn Central

PC to Indianapolis
- and Kankakee

PC to Rushville

SHELBYVILLE

4.2 miles \ PC to Cincinnati

FENNS/

PORTION OF THE
SHELBYVILLE SECONDARY
TRACK, PC

This portion of the Shelbyville Secondary Track,
formerly part of the Pennsylvania RR, extends from
Fenns (Milepost 18.8) to Sheftyville, Ind. (Milepost
23.0), a distance of 4.2 miles, in Shelby County, Indi-
ana. A continuation of this line extends northeastward
from Shelbyville. The continuation is under study in
this Report. At Shelbyville this line connects with the
PC Cincinnati to Kankakee line. PC has filed for aban-
donment with the ICC Docket No. AB-5, Sub. 57, 58
and 59 and USRA Docket No. 75-53. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 122)..



Traffic and Operating Information.
Stations (withi their 1973 carloads) served by this line:

Feuns---------------- ---------

Total carloads generated by the line .-...------------ 1
Average carloads per week ------------ ----- 0.02
Average carloads per mile-------- 0.2
Averiage carloads per train 0.5
1973 operating information:

Number of round trips per year- ----- ..-.... 2
Estimated time per round trip (hours) 1.5
Locomotive horsepower -------- 1 750
Train crew siz ... ------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as .reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
there was little public protest to the possible abandon-
ment of this line. Certain-Teed Products Corporation
ships over thi line and has recently invested $15,000 for
its Shelbyville Plant. Certain-Teed estimated a 15 per-
cent increase in its rail usage. The Governor's Rail Task
Force indicated that the line had a $14,868 operating
loss. The Task Force recommended the abandonment of
this line due to insufficient traffic, and no growth
prospects.

Information for Line Retention Decision

Revenue received by PC --------------------------- $200
Average revenue per carload------------- $200

Variable -(avoidable) cost, of continued
service:

Cost incurred on the branch line .------- 26, 750
Cost of upgrading branch 'line to FRA

Cliss I: (1/10 of total upgrading cost) 13, 757
Cost incurred beyond the branch line---- 135

Total variable (avoidable) cost------------- 40, 642

Net contribution (loss) : total .. ---------------- (40,442)
Average per carload_-__-..--------------- (40, 442)

The line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating. speed of 10 mph). Based on
available information, this upgrading would include
th6 replacement of a total of 2,100 crossties (an average
of 500 crossties per mile).

Preliminary Recommendation

It is iwt recommended that this portion of the Shel-
byville Secondary Track be included in -the ConRail
System. Continued operation of this line would require
-a rail service continuation subsidy. Under L973 traffic,
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revenue and cost levels, this line generates an annual
excess financial burden amounting to $40,442 or $40442
per carload.

PORTION OF THE SHELBYVILLE SECONDARY

TRACK

USRA Line No. 5851586/587

Penn Central

PC to IndinaolisI PORTION OF THE N&W to New Castle
SHELBYVILLE
SECONDARY.TRACpcC to Andeso-
PC \ B&O-"

Ind is4-*... ~ ~ NORTH
\ SHELBY ILLE .. RURSHVILE~~~Rushville '".

/_ PC Andersn-Greensbur\ "
\ s jn _" Secondar Trac. PC SBaO to

to Greensburg Hanilton. Ohio
PC to Fenns - 8.3 miles

This portion of the Shelbyville Secondary Track, for-
merly part of the Pennsylvania RR, extends from Shel-
byrille (Milepost 27.0), to North Ru8shlnAe, ld. (Mile-
post 45.3), a distance of 18,3 m47e8, in Shelby and Rush
Counties, Indiana. A continuation of this line extends

-southwestward from Shelbyville to Fenns (also under
study in this Report). Connections include the Cincin-
nati to Indianapolis line at Shelbyville and the PC
Anderson-Greensburg Secondary Track, the Norfolk &
Western Ry., and the Baltimore & Ohio RE, at Rush-
ville. The PC Anderson-Greensburg Secondary Track is
also under study in this Report. This line was described
as potentially excess in the U.S. DOT Report (see Zo-nes
120 and 122).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
RMy's Crosin. . ...
Manlga --
Homer
Rushlwlle

17
7

20
360

Total carloads generated by the line___ __ 404
Average carloads per week - 7.S
Average carloads per mile- - - 22.1
Averhgp carloads per train iu__ 4-0
1973 operatlng Information:

Number of round trips per year- .. . ...... 100
Estianiited time per round trip (hours) 11. 0
Locomotive horsepower ... 1,750
Train crew size-- ---- 5

Information Provided by RSPO, Shippers, Goveffiment
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
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Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." The Governor's Rail Task
Force described the area's economic activity as agribusi-
ness. They estimated the loss generated by the line to be
$53,600, indicated that the required rehabilitation would
cost $288,000 and therefore recommended abandonment
of the line. The USRA shippers file shows that the
Schnadig Corp. at Rushville received 35 incoming cars
in 1971 and 24 incoming cars in 1972. The company says
the poor condition of the line is the reason for its decline
in usage. The company notes that the commodities it
ships and receives, including heavy density lumber and
upholstered furniture, are well suited for rail trans-
portation. Moreover, line abandonment would "cer-"
tainly jeopardize the Schnadig Corporation's position
in receiving their fair share of access to the iation's
furniture markets." The Shelby County Chamber of
Commerce, Inc. contends that, this line is needed by
three of the largest industries at Shelbyville, General
Electric, KCL Corp., and the Admiral Corp. Moreover,
continued rail service is needed if several possible in-
dustrial sites are to be developed. USRA studies show
no fossil fuel reserves in the area. Alternate rail service
is available at Rushville from the'B&O and the N&W.
Shelbyville can be served off of the Indianapolis to
Cincinnati line.

Information for Line Retention Decision
Revenue received by PC ------ $93, 646
Average revenue per carload ------------ $232

Variable (avoidable cost of continued
services:

Cost incurred on the branch line ----- 191; 495
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading
cost) ---------------------------- 51,006

Cost Incurred beyond the branch line-- 54,397

Total variable (avoidable) cost ----- 296, 898

Net contribution (loss) : Total ----------
Average per carload -------------------- (503)

(203,252)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 9,150-crossties (an average
of 500 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Shel-
byville Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail seivice continuation subsdy. Under 1973 traffic,
revenue and cost levels, this line generatd 'an annual
excess financial burden amounfii; to $2W'i252 or $503

per carload. Recovery of costs would require approxi-
mately a five-fold increase in traffic or a 220 percent rate
increase over the 1973 levels.

COLUMBUS-MADISON SECONDARY TRACK

USRA Line No. 588a

Penn Central

i PC to Flat Rock

PC to Indianapolis

COLUMBUS

PC to Louisville I PORTION OF THE COLUMBUS.
>1 M MADISON SECONDARY TRACK,

PC, AT COLUMBUS
2.5 miles

PC to Madison l

This portion of the Columbus-Madison Secondary
Track, formerly part of the Pennsylvania RR, is at
Columbus, Milepost 0.0 to Milepost 2.5, a distance of
2.5 miles, in Bartholomew County,-Indiana. A continua-
tion of this line extends southward Irom Columbus;
which is also under study in this Report. Connections
include: the PC Louisville Branch, the PC Shelbyville
Secondary Track. These lines are also under study in
this Report. This line was described as potentially ex-
cess in the U.S. DOT Report (see Zone 121).

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated that
a portion of the line between Columbus, Indiana and
Madison, Indiana is out of service. No specific comments
were made about this short segment of track.

Information for Line Retention Decision

There are eight shippers clustered on this short 2.5
mile segme'nt. The segment is, in fact, an industrial sid-
ing from the Indianapolis to Louisville through freight
line.

Preliminary Recommendation

It is recommended that this portion of the Columbus-
Madi on Secondary Track be included in the ConRail
System.



PORTION OF THE COLUMBUS-MADISON
SECONDARY TRACK

USRA Line No. 589

Penn Central

PC to Columbus, lnd.

t m / B&O to CincinnatiB&O to Seyrnofr'-nd o. /

East St. Louis
.... VORTH- VERNON

B&O to -PORTION OF THE COLUMBUS-
MADISON SECONDARY
TRACK, PC

,NORTH MADISON

Madison

This jortiorh of the Columbus-Mladison Secondary
Track, formerly part of the Pennsylvania RR, extends
from Nor'tk Vernoh (Milepost 19.1) to No'th. Madison,
hId. (Milepost 42.9), a distance of 23.8 mile8, in Jen-
nings and Jefferson Counties, Indiana. Continuations
of this line eitend northwestward from North Vernon
and southeastward from North Madison. These con-
tinuations are also under study in this Report.. Connec-
tions at North Vernon include the Baltimore & Ohio
Mlain Line, and a B&O branch to Jeffersonville; Ind.,
and LoTuisvile, Ky. A portion of the PC extension
from North Vernon to Columbus is out of service, and
PC is presently operating via its Louisville Branch to
Seymour, thence via the B&O to North Yernon. This
line was described as potentially excess in the U.S. DOT
Report ('see Zone 121).

Traffic and- Operating Information

Stations (with their 1973 carloads) served by this line:
North Vernon ---------------------- ---- 69
Vernon - -------------------------------- 47
DuPont 0
Wirt ---------------------- 73
North Madison-- ----------------------- -2
Madison. ----------------- 04

Total carloads generated by the line --------- 095
Average carloads per week ..------------------ - --- 19.1
Average carloads per mile ------ - .....--- 41.8
Average carloads per train --------------- --- 4 0
1973 operating information:

-Number of round trips per year --------------------- 250
Estimated time per round trip (hours) 9.8
Looniotive hbrsep -er --- -------------- 1,200
Train crew' size_- - - ---------
'Includes only traffic on segment.

9,797

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Plaming Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
heavy public protest concerning possible abandonment
of the line from North Vernon to Madison. (Madison
is on the Indiana-0hio border just to the south of North

fadison). This is the only rail link to ]-adison, a man-
ufacturing town of 25,000. The Transportation Corn-
mittee of the Madison Chamber of Commerce empha-
sized that the potential 'exists to double rail use on the
line if service were improved. The Chamber said that
1973 traffic data for 26 Madison-area, shippers showed
about 52 carloads per mile. The Indiana and Michigan
Electric Co. at Jefferson needs rail service to move trans-
former oil and heavy equipment. The U.S. Army, Jeffer-
son Proving Gromd, also ships heavy equipment. Testi-
mony stated that the Clifty Creek Power Plant of the
Indiana-Kentucky Electric Corp. in Madison supplies
electric power to the U.S. Atomic Energy Commission's
gaseous diffusion plant near Portsmouth, Ohio and
argues that there is no satisfactory alternative to trans-
porting heavy machinery by rail. Furthermore, it is
seeking to sell millions of tons of ash that it. has re-
claimed from the coal it consumes. Railroads provide it
with the flexibility needed to reach markets for this ma-
terial. Other companies said there is no alternative to
rail for meeting their transportation needs. The Gover-
nor's Rail Task Force analyzed the line from Columbus
to Madison, almost twice as long as the North Vernon to
North Madison segment. It says that "the Columbus to
Madison line is a 45-mile linebut is not operated a such.
A bridge is out at Scipio necessitating local service on an
as needed basis for that station. The same applies for
Elizabethtown. In serving Madison, therefore, the line
actually runs over USRA segment 619 to Seymour, then
over the Chessie (B&O) tracks to North Vernon and
then to Madison. "The circuitous routing," the Task
Force says, "is detrimental to the viability of the North
Vernon-fadison line. Beyond the above, industries cur-
rently located in fadison need to have rail service due
to the size of products produced. Based on the profit-
ability of this line, the State reconmends its inclusion
in the Final System Plan and transfer to ConRail," the
Task Force said. The TTSRA shippers' file noted that
Rexuord. Inc. manufacturers highway construction ma-
chinery and needs rail service both for incoming mate-
rial and outgoing products. USRA studies show no fos-

sile fuel resources in this area.

Information for Line Retention Decision
Itevenue- recelved, by P $284, 738
Average revenue per arload $286
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Variable (avoidable) cost of continued

service:
Cost incurred on the branch line ---- 324,553
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 59, 029
Cost incurred beyond the branch line ... 161,592

Total variable (avoidable) cost -------------- 545,174

Net contribution (loss) : total ------------------ (260,436)
Average per carload -------------------- (262)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I trackwhich has a
maximum safe operating speed of 10 mn.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 11,715 crossties (an aver-
age of 492 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Colum-
bus to Madison secondary track be included in the
ConRail System. Continued operation of this line would
require a rail service continuation subsidy. Under-1973
traffic, revenie and cost levels, this line generates an
annual excess financial burden amounting to $260,436 or
$262 per carload. Recovery of costs would require ap-
proximately a two-fold increase in traffic or a 90 percent
rate increase over the 1973 levels

PORTION OF THE COLUMBUS-MADISON

SECONDARY

USRA Line No. 590

Penn Central

\ .. ,-PC to North Vernon
\ and Columbus. Ind

NORTH MADISON

PORTION OF THE COLUMBUS-

2.0 miles- MADISON SECONDARY
TRACK, PC

MADISON

This portion of the Columbus-Madison Secondary
Track, formerly part of the Pennsylvania RR. extends
from North llfad son (Milepost 42.9) to Moldison, Ind.
(Milepost 44.9), a distance of 2.0 miles, in Jefferson
County, Indiana. Madison is the end of this line. The
continuation of this line extends northwestward from
North Madison, and is also under study in this Report.
This line was described as potentially excess in the
U.S. DOT Report (see Zone 121).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
M aI ison 1 - --------------------------------------- 178

* Total carloads generated by the line ------------- 178
Average carloads per week ------------------------- 3.4
Average carloads per mile ---------------------------- 89. 0
Average carloads per train -------------------------- 8,4
1973: operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) --------------- 3
Locomotive horsepower ------------------------------ I, 200
Train crew size ----------------- q ------------------
Include only traffic segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to theSecretary
of Transportation's Rail Service Report" indicated
heavy public protest concerning possible abandonment.
of the line from N. Vernon to Madison. This is the. only
rail link to Madison, a manufacturing town of 25,000,
the Report observed. The Transportation Committee of
the Madison Chamber of Commerce emphasized that the
potential exists to double rail use on the line if service
were improved. The Chamber said that 1973 traffic data
'for 26 Madison-area shippers showed about 52 carloads
per mile. The Indiana and Michigan Electric Co. at
Jefferson needs rail service to move transformer oil and
heavy equipment. The U.S. Army, Jefferson Proving,
Ground, also ships heavy equipment, the Report notes.
The Clifty Creek Power Plant of the Indiana Kentucky
Electric Corp. in Madison supplies electric power to
the U.S. Atomic Energy Commission's gaseous diffu-
sion plant near Portsmouth, Ohio, the Report said, and
argues that there is no satisfactory alternative to trans-
porting heavy machinery by rail. Furthermore, it is
seeking to sell millions of tons of ash that it has re-
claimed from the coal it consumes. Railroads provide it
with the flexibility needed to reach markets for this
material. Other companies said there is no alternative
to rail for meeting their transportation needs. The Gov-
ernor's Rail Task Force analyzed the line from Colum-
bus to Madison, almost twice as long as the N. Vernon
to N. Madison segment and much longer than N. Madi-
son to Madison. It says that the Columbus to Madison
line is a 45-mile line but is not operated as such. A bridge
is out at Scipio necessitating local service on an as needed
basis for that station. The same applies for Elizabeth-
town. In serving Madison, therefore, the line actually
runs over segment 619 to Seymour, then over the
Chessie (B&O) tracks to North Vernon and then to
Madison. "The circuitous routing," the task force says,
"is detrimental to the viability of the North 'Vernon-
Madison Line. Beyond the above, i ndustries cirrently
located in Mfadison need to have rail service due to the
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size of products produced. Based on the profitability of
this line, the state recommends its inclusion in the Final
System Plan and transfer to ConRail," the Task Force
said. The U SRA shippers' file noted that Rexnord, Inc.
manufactures highway construction machinery and
needs rail service both for incoming material and out-
going produicts.

Information for Line Retention Decision
Revenue received by PC ----------------------- $53, 22
Average revenue per carload -------------- $299

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ..-------- 29,728
Cost ,of upgrading branch line to FRA class

I: (1/10 of total upgrading'cost) -------- 6,830
Cost incurred beyond the branch line.... 31,094

Total variable (avoidable) cost- ------------- 67,652

Net contribution (loss) : total ------------------- (14,430)
Average per carload ------------------- (81)

This line would require upgrading to meetthe require-
ments of the Federal Railroad Administration's mini-
mum safety standards (blass I track, which has a
maximum safe operating slieed of 10 mph). Based on
availa;ble information, this upgrading would include
the replacement of a total of 1278 crossties (an average
of 639 crossties per mile). USRA studies show no fossil
fuel resources in this area.

Preliminary Recommendation

It is not recommended that this portion of the Colum-
bus-Madison Secondary Track be included in the Con-
Rail System. Continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $14,430 or
$81 per carload. Recovery *of costs would ^require ap-
proxiniately a 65 percent increase in traffic or a 25 per-
cent rate increase over the 1973 levels.

PORTION OF CLAY CITY SECONDARY TRACK

USRA Line No. 591

Penn Central

This portion of the Clay City Secondary Track, for-
merly part of the New York Central RR, extends from
Coryt (Milepost 12.4) to Worthington, bIzd. (Milepost
38.6)' a Aistane 'of 26.2 2iles, in Clay, Owen and
Green Counties, imd. A continuation of this line ex-
tends northwestward ifrom Cory and southeastward

PC to Terre Haute

TRACK. PC )

L&N to Midlanc

WORTHINGTON HP

PC to Indianapolis

Rincon Junction ...4r
Worthington

I'..~ Junction
PC to Vincennes I PC to Evansville

from Worthington-to Worthington Junction. Connec-
tions are: a Louisville & Nashville branch to Wallace
Junction & Iidland at Clay City and the PC Peters-
burg Secondary Track at nearby Worthington Jnc-
*tion. The latter is also under study in this Report. PC
has filed for abandonment to the ICC Docket No. AB-5,
Sub. 151. This line was described as potentially excess
in the U.S. DOT Report (see Zone 123 and 125).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Riley -- ---------------- 0
Cory 15

Clay City. ------- 5
Lancaster ---- ---- 2
Coal City ----- 0
Mancourt---------- 5

Total carloads generated by the line:------ 76
Average carloads per weL ... 1.5
Average carloads per mle.- 2.9
Average carloads per train .... 1.5
1973 operaling Information:

Number of round trips per year.... 52
Estimated time per round trip (hours)----- 6
Locomotive horsepower- 9.000
Train cr size ---------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled7"The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that the Clay County Farm Burean's operation at Clay
City generates 20 cars inbound and 49 outbound, mith
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a potential for 35 cars inbound and between 100 and
250 outbound. The Bureau hopes that in the event of a
PC abandonment, the L&N will consent to switcl the
Bureau's Clay City facilities. -

The Governor's Rail Task Force found that the
stretch of track between Riley (Milepost 10) and
Worthington (Milepost 40) would require an annual
subsidy of $115,956. The rehabilitation costs were es-
timated at $468,000. The Task Force concluded that the
branch should be abandoned.

Information for Line Retention Decision

Revenue received by PC-
Average revenue per carload --------------- $251

$19, 09S

Variable (avoidable) cost of continued
service:

Cost incurred on the branch-line -------- 186,965
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 59,406
Cost incurred beyond the branchline --- 12, 748

Total variable (avoidable) cost ------------- 259,119

Net contribution (loss) : total ------------------ (240, 021)
Average per carload -------------------- (3,158)

This line would require upgrading to meet, the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed bf 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 10,296 crossties (an aver-
age of 393 crossties per mile).

An evaluation of coal reserves by USRA staff indi-
cated that there are no recoverable reserves between
Clay City and Worthington. However, there are proven
reserves along the right-of-way between Greenwood and
Cory- (see Segment 591a). Amax Coal Co. and their
Chinook Mine are currently loading coal at Riley for
movement to American 'Electric Power Co. at Breed
near Sullivan, Indiana. This coal actually moves all the
way via the L & N. The L & N leases the right-of-way
between Milepost 5 and Milepost 12.4 (Riley) and has
already upgraded the track along this segment.

Preliminary Recommendation

It is not recommended that this portion of the Clay
City Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation -ubsidy. Under 1973 .traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $240,021 or $3,158
per carload. Recovery of costs would require approxi-
inately a thirty eight-fold increase in traffic or 'a 1,258
percent rate increase over the 1973 levels. "

PORTION OF THE PETERSBURG SECONDARY
TRACK

USRA Line No. 593

Penn Central

L&N to Chicago

" PC to Indlanapolls

PC to Terre Haute' \ . ATNYLk ~ ~~ ~ M'" , 
l ART IN SV IL L E

RINCON JUNCTION . GoSport Junction

7k- Worthington d*¢.L&N to Loulsvillo
PC to Vincennes,' \ 43.2 miles

/ PORTION OF THE PETERSBURG

PC to Evansville, SECONDARY TRACK, PC

This portion of the Petersburg Secondary Track,
formerly part of the Pennsylvania RR, extends ifrom
Martinsville (Milepost 30.6) to Rinconb Juwtion, Ind.
(Milepost 73.8), a distance of 43.2 miles, in Morgan,
Owen, and Greene Counties, Indiana. Continuations of
thisline extend northward from Martinsville and south-
westward from "Rincon Jet. The Petersburg section
angles to the south from Rincon Jet. All lines are under
study in this Report. Connections include: the Louisville
&'Nashville at Gosport (Milepost 44.1); the PC Clay
City Secondary Track at Worthington (Milepost
72.3); and the PC Vincennes Secondary Track at
Rincon Junction. This line was described as potentially
excess in the U.S. DOT Report (see Zones 122 and 123).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Paragon --------------------------------------- 11
Gosport -------------------------------------------- 0
Gosport Junction ---------------------------------- 0
Romona ---------------------------- -------------- 0
Spencer -------------------- ..--------------------- 1 361
Freedom ----------------------------------------- 1
Worthington ------------------------------------- 22

T6tal carloads generated by the line ------------ 1, 395
Average carloads per week_ ------------------------- 2. 8
Average carloads per mile --------------------------- 32.3
Average carloads per train ------- -----------------. 5.0
1973 operating information:

Number of round trips per year -------------------- 250
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower ---------------------------- 7, 000
Train crew size ------------.--------------------

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Officd as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated con-
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cern over the ability of coal from southern Indiana's
mines to move north into the Indianapolis area, among
others, if this PC line were dropped. There also was
concern expressed about the ability of shippers in gen-
-eral in southwestern Indiana to maintain adequate
rail access to- other parts of the state. The Pevbody
Coal Co. noted that its Lynnville Mine is the largest
coal producing mine in Indiana and the 10th largest
in the country. The'Indianapolis Power and Light Co.
received over 2 million tons of coal at Petersburg from
the Lynnville Aine and 229,251 tons of coal at its Stout
Station in Indianapolis from the Lynnville Aline. A
submission by the Spencer Chamber of Commerce indi-
cates the city, along with many other small cities all
along the line, would be adversely affected by
abandonment.

Information for Line Retention Decision

Revenue received. by PC ----------------------- $120,629
Average revenue per carload ---------- $86

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 654 983
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line.... 114, 040

Total variable (avoidable) cost ..------------ 769, 023

Net contribution (loss) total ------------------- (648,394)
Average per carload -------------------- (465)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). USRA
studies confirm' that this line carries substantial
amounts of coal from southern Indiana.

Preliminary Recommendation

It is not recommended that this the portion of Peters-
burg Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. The' possibility of
trackage rights around this line will be explored.

PORTION OF THE PETERSBURG SECONDARY

TRACK

USRA Line No. 593a

Penn Central

PC to Vincennes 4 -PORTION OF THE
PETERSBURG

". I SECONDARY
Beehunter .TRACKPC

EnMilwaukee to Seymour

41.4 Miles
Duff B&O to Cincinnati

7 Chappell Washington
B&O to E.
St. Louis

THOMAS

PC to Evansville-I

This portion of the Petersburg Secondary Track,
formerly part of the Now York Central RR, extends
from Rincon Junction (Milepost 41.2) to Thomas, Ind.
(Milepost 82.6), a distance of 414 miles, in Greene and
Daviess" Counties, Ind. Continuations of this line ex-
tend northeastward from Rincon Junction and south-
westward from Thomas. Both of these are also under
study in this Report. Connections include: the Chicago-
Milwaukee St. Paul & Pacific to Terre Haute at Elnora
(M1ilepost 61.2), and the Baltimore & Ohio Main Line
at Chappell (MBilepost 78.8). Another connection is the
Vincennes Secondary Track at Rincon Junction, which
is also under study in this Report. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 123).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Newberry 7
Elnora 67
PlainvHie 5

Graham 108
Jordan -------- 6
Thomas 1

Total carloads generated by the line.......... 194
Average carloads per week- - --- 3.7
Average carloads per mle____ 4 7
Average carloads per trn.....-0.8
1973 operating Information:

Number of round trips per year-- 250
Estimated time per round trip (hours) . 12
Locomotive horsepower ........ - 2,000
Train crew slze-- - 5



Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public-Response to the Secretary
of Transportation's Rail Service Report" indicated con-
cern over the ability of coal from southern Indiana's
mines to move north into the Indianapolis area, among.
others, if this PC-line were dropped. There also was con-
cern expressed about the ability of shippers in general
in southwestern Indiana to maintain adequate rail access
to other parts of the State. The Peabody Coal Co.
noted that its Lynnville Mine is the largest coal pro-
ducing mine in Indiana and the 10th largest in the
country. The Indianapolis Power and Light Co. re-
ceived over 2 million tons of coal at Petersburg from
the Lynnville Mine and 229,251 tons at its Stout Station
in Indianapolis from the Lynnville Mine.

Information for Line Retention Decision

Revenue received by PC ----------------------- $58, 924

Average revenue per carload .......... $304

Available (avoidable cost of continued
service:
Cost incurred on the branch line -------- 445, 327
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 0
Cost incurred beyond the branch line -- 34, 712

Total Variable (avoidable) cost ------------- 480, 039

Net contribution (loss) : total ------------------ (421,115)
Average per carload -------------------- (2,171)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). USRA

studies confirm that this line carries substantial

amounts of coal from southern Indiana.

This line is required to serve USRA segments 593b,
591 and 595. Shippers located on this line will continue

to receive service.

Recommendation

It is recommended that this portion of the Peters-
burg Secondary Track be included in the ConRail

System.

PORTION OF PETERSBURG SECONDARY TRACK

USRA' Line No. 593b

Penn Central

PC to Indianapolis

PORTION' OF THE PETERSBURG
SECONDARY TRACK, PC

S/ .Algers, Winslow &J7Western Ry to Cato

. 32.6 miles
•../

SOU to Louisville

'ynnville Secondary Track, PC

This portion of the Petersburg Secondary Track, for-
merly part of the New York Central RR, extends from
Thomas (Milepost 82.6), to Buckskin, bId. (Milepost
'115.2), a distance of 32.6 miles, in Daviess, Pike and Gib-
son Counties, Indiana. Continuation of this line extends
northward from Thomas and southward from Buckskin.
These continued portions are also under study in this
Report. Connections include: the Southern to Louisville
at Oakland City; the Algers, Winslow & Western Ry. at
Gray Junction (Milepost 107.2) and the PC Lynnville
Secondary Track at Buckskin. This PC line is also under
study in. this Report. This line from Oakland to Thomas
was not described as potentially excess in the U.S. DOT
Report (see Zone 123).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bennett --------------....----------------------
Petersburg _.-------------
A shby ------------- .

Little ------------------------------------------
Oakland City ------------------------------
Oakland City Junction -...............
Kerwin --- ...................................
Mackey ----------------------------------------
Buckskin .......................................
Tecumseh ---------------------------------------

16,422
0
0

41
27, 855

121
19

Total carloads generated by the line ----------- 43, 458
Average carloads per week ------------------------- 831.9
Average carloads per mile ----------------------- 1,326.9
Average carloads per train -------------------------- 81.0
1973 operating information:

Number of round trips per year --------------------- 530
Estimated time per round trip (hours) -------------- 8.1
Locomotive horsepower --------------------------- 3,500
Train crew size ---------------------------------- 5
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Information Provided by RSPO, Shippers, Government
Agenciesz

Information provided at -the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Publi Response to the Secretary of
Transportation's Rail Service Report" indicated con-
cern over the ability of .coal from southern Indiana's
mines to move north into the Indianapolis area, among
others, if this PC line were dropped. There also was con-
cern expressed about the ability of shippers ii general
in southwestern Indiana to maintain adequate rail access
to other parts of the state. The Peabody Coal Co. noted
that its Lynnville Mine is the largest coal producing
mine in Indiana and the 10th largest in the country. The
Indianapolis Power and Light Co. received over 2 mil-
lion tons of coal at Petersburg from the Lynnville Mline
and 2291251 tons of coal at its Stout Station in Indianap-

olis from the Lynnville lfine.

Information for Line Retention Decision

Revenue received by PC -------.-------- , 603.14S
Average revenue per carload ------------ $153

Variable (avoidable) cost of continued
service:

Cost incurred- on the branch line ----- 1,286,784
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line --- 4,099,757

Total variable (avoidable) cost----------- 5,386,541

Net contribution (loss) : total ------------------ 1,210,607
Average per carload ---------------- 28.

This line would require no upgrading to meet the re-
quirements of the, Federal Railroad Administration's
minimum safety standards (Class I track, which has a
.maximum safe operating speed of 10 mph). USRA
studies confirm that this line carries substantial amounts
of coal from southern Indiana.

Recommendation , '

it is recommended that this portion of the Petersburg
Secondary Track be included in the ConRail System.

PORTION OF. THE PETERSBURG SECONDARY

TRACK

USRA Line No. 594/594a

Penn Central

This portion of the Pltersburg Secondary Track. lor-
merly part of the New York Central RR, extends from
BucksAkin (Miepost ' 115.2), to Evansville, hId.
(Straight Line Junction) (Mlilepost 130.9), a distance

PC to Indianapolis

PORTION OF PETERSBURG /
SECONDARY TRACK. PC /\ ,BUCKSK IN

PC Evansville Secondary L&N to \K

Track to Mount Carmel. III Ter Haute A

ICG to Decatur. III ./ Z'Lynnville Secondary
\ 

Track. PC

*-15.7 milles

EVANSVILLE
: (STRAIGHT LINE JUNCTION)

*4 .-" - LN (PC has Trackage
L&N to St. Louis . ....... Rights to Evansville)

\ " Evansville Ri
Southern Ry to Huntingburg

4--L&N to NashvilleTenn.

t-L&N and ICG to Henderson, Ky.

of 16.7 miles, in Gibson, Warrick and Vanderburgh

Counties, Indiana. A continuation of this line extends
northeastward from Buckskin, which is also under study
in this report. Connections include: the PC Lynnville
Secondary Track at Buckskin, the Evansville Secondary
Track at Dvansville, the Southern Railway crosses at
Straight Line Junction, and the Louisville and Nash-
viUle and the Illinois Central Gulf at Evansville. All

PC lines are under study in this report. This line was
described as potentially excess in the U.S. DOT Report
(see Zones 123 and 124).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Evansville 14,432

Elberville _

Daylight 44

Total carloads generated by the line ---- 14,483
Average carloads per week.-.--------- 2.5
Average carloads per m9le.... 9-- 5
Average carloads per train- 7.9
1973 operating Information:

Number of round trips per year 250
Estimated time per round trip (hours) 9.5

Train crew sie

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Whirlpool Corp. believes its experience in Evansville
has proven beyond any doubts that the L&EY, Southern
and ICG could not, without major realignment of man-
power, motive power and equipment, serve the needs of
its manufacturing-warehousing complex. Whirlpools
traffic alone constitutes well over half the traffic density
which the DOT Report attributed to the line. The com-
pany stated thalt substantially higher volumes would be



9804

generated if substandard track conditions were cor-
rected. The Report said the Governor's Rail Task Force
did not analyze this line because at the time it was not
under study by USRA. The USRA shippers' files show
concern that solvent railroads which would continue in
operation if the Penn Centrdl line is dropped might not
be able to handle the Evansville traffic, that Evansville's
status as an inter-regional gateway might be eroded.

Information for Line Retention Decision
Revenue received by PC ---------------------- $4, 647, 974
Average revenue per carload ------------ $321

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 559,987
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 23, 873'

Cost incurred beyond the branch line --- 3,055, 894

Total variable (avoidable) cost ------------ 3, 639,754

Net contribution (loss) : total ------------------ , 008, 220
Average per carload -------------------- 70

The line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of 2,720 crossties (an average of 173 cross-
ties per mile). USRA studies show that coal reserves are
found only along the northern extension of this line.

Recommendation

It is recommended that this portion of the Petersburg
Secondarr Track be included in the ConRail System.

LYNNVILLE SECONDARY TRACK

USRA Line No. 595

Penn Central

PC to Indianapolis

/ LYNNVILLE
BUCKSKIN /SECONDARYSTRACK, PC

/r

/ PC to LYNNVILLE
Evansville

The Lynnville Secondary Track, formerly part of the
New York Central RR, extends from Buckskin (Mile-

post 0.0), to Lynnville, Ind. (Milepost 7.8), a dis-
tance of 7.8 miles, in Gibson and Warrick Counties, In-
diana. At Buckskin, this line connects with the PC

-Petersburg Secondary Track, which is also under study
in this Report. This line was described as potentially
excess in the U.S. DOT Report. (see Zones 123 and
124).

Traffic and Operating Information

Stations (with theli 1973 carloads) served by this line.
Buckskin --------------------------------------- 2
Suntec Spur ------------------------------------- 20,231

Total carloads generated by the line ----------- 2, 233
Average carloads per week ------------------------- 504. 3
Average carloads per mile ----------------------- 3, 301,9
Average carloads per traii u------------------------ 99.0
1973 operating information:

Number of round trips per year --------------------
Estimated time per round trip (hours) -------------
Locomotive horsepower ..........................
Train crew size ..................................

265
6.0

0,000
5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated that
the Peabody Coal Company's Lynnville coal mine is the
largest coal producing mine in Indiana and the tenth
largest producing mine in the country. The Company's
capital investment at the site is tremendous, the Report
said. Peabody estimated that it would require 480 trucks
eacl day, six days a week, to carry the coal the company
now ships by rail from the Lynnville Mine. The Indi-
anapolis Power and Light Co. received over 2 million
tons at Petersburg from the Lynnville Mine via a direct
PC haul through Oakland City to Petersburg. In 1973,
Indianapolis Power also received 229P51 tons of coal
at its Stout Station plant in Indianapolis from the
Lynnville Mine. The Governor's Rail Task Force lists
total branch costs as $18,785, freight revenue as $3,433,-
242. It calls the line perhaps the most viable branch line
in the State of Indiana. Based on its viability and fossil
fuel role, the State recommends continuation of servico
on this line and its inclusion in the new ConRail System.

Information for Line Retention Decision

Revenue received by PC-----------
Average revenue per carload ----------- $130
Variable (avoidable) cost of continued

service:
Cost incurred on the branch line ------- 611, 285
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading
cost ......................... -- - -

Cost incurred beyond the branch linb'- 2, 397, 311

Total variable (avoidable) cost-----

$3, 411, 0

3,008, s9o



Net contribution (loss) : total
Average per carload ...................

402, 796

This line would, require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class'I track, which has
a maximum safe operating speed of 10 m.p.h.). The
USRA staff has confirmed the existence of the Peabody
coal traffic on this branch.

Recommendation

It is recommended that the Lynnville Secondary
Track be included in the ConRail System.

DUFF RUNNING TRACK

USRA Line No. 596

Penn Central

- j-PC to Indianapolis

DUFF JUNCTION DUFF RUNNING
k-T RACK, PC

_--2.4 miles

Petersburg Secondary .. ...... 4-B&O to Cincinnati

Track, PC l * WASHINGTON
To Evansvilla B&O to East St. Louis

The Duff Running Track, formerly part of the New
York Central Railroad, extends from Duff Junctim
(Milepost 77.6), to Washington, Indiana (Milepost
80.0), a distance fo 24 miZes, in Daviess County, In-
diana. At Duff Junction, this line connects with the PC
Petersburg Secondary Track, which is also under study
in this Report. Another connection is with the Balti-
more & Ohio, Ciicinnati-East St. Louis line at Washing-
ton. PC has filed for abandonment with the ICC (Doc-
ket No. AB-5, Sub. 91). This line was not described as
potentially excess in the U.S. DOT Report (see'Zone
123).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Washington ------.--- .............--------------- 85

Total carloads generated by the line ........---------- 85
Xverage carloads per week ... ----------------- 6- 1.
Average carloads per mile ------- 37.0
Average carloads per train-* ........... L 6

1073 operating Information:
Number of round trips per year.-._ .
Estimated time per trip (hours)- - 1.
Locomotive horsepower- 2, CO(
Train crew size -------

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Service
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information received from the PC iudicates that
Whirlpool in Evansville, Indiana uses this track as an
indirect route to Evansville.'Apparently, because of
service reasons, traffic is routed to Washington via
Baltimore & Ohio and then to Evansville via PC route
to Washington, Duff Junction, Evansville. The firm
generates 2,000 or more cars per year.

The Governor's Rail Task Force recommends that
the line be retained because traffic was of sufficient
quantity to generate a substantial profit in 1973. The
Task Force estimated Penn Central revenue from this
line at $17,062, costs at $[,514, and profit at $9,548.

Information for Line Retention Decision

Revenue received by Pd-
-Average revenue per carload- - ---- $196

Variable (avoidable) cost of continued service:

Cost incurred on the branch line --- 26,327
Cost of upgrading branch line to FRA class

I (1/10 of total upgrading cost) _ 8,932
Cost Incurred beyond the branch lne--- 14,939

$16,618

Total variable (avoidable) cost--------- 50,198

INet contribution (loss) : TotaL - (33, 580)
Average per carload (395)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would in-
clude the replacement of a total of 1,150 crossties (an
average of 500 crossties per mile).

An evaluation of coal reserves by USRA staff indi-
cates that this line is currently used as an interchange
route for some coal shipments.

Preliminary Recommendation

Itis -not recommended that the Duff Running Track
be included in the ConRail System. Continued opera-
tion of this line would require a rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $33,580 or $395 per carload. Recovery of
costs would require approximately a twenty-fold in-
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crease in traffic or a 200 percent. rate increase over the
1973 levels.

PORTION OF THE VINCENNES SECONDARY
TRACK

USRA Line No. 597

Penn Central

P~C to Terre Haute PC to Indianapolis

RINCON JUNCTION
ICG to Effingliam, Ill. Worthington Junction.......... -'..,. ~kICG to Indianapolis

PORTION OF THE VINCENNES Sit . C. to.I..a.. oli
SECONDARY TRACK, PC Yloomfield

Milwaukee to
Terre Haute %.% 17.9miles .e

SAN DSORN .0

PC to Vincennes 3(,. Elnora

-Milwaukee Road
to Seymour

J PC to Evansville

This portion of the Vincennes Secondary Track;
formerly part of the Pennsylvania, RR, extends from
Rincon Junction (Milepost 73.8), to Sandborn, I'd.
(Milepost 91.7), a distance of 17.9 miles, in Greene and.
Knox Counties, Indiana. A continuation of this line
extends southwestward from Sandborn; it is also under
study in this Report. Connections include: the PC
Petersburg Secondary Track at Rincon Junction; the
Illinois Central Gulf RR to Indianapolis and Effing-
ham, Illinois, at Switz City; and the Chicago, Mil-
waukee, St. Paul and Pacific RR to Terre Haute and
Seymour at Beehunter. The PC line is also under study
in this Report. This line was described as potentially
excess in the U.S. DOT Report (see Zone 123).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Switz City ............................. I ......... 22
Lyons ------------------------------------ ------- 5
Bushrod -------------------------------...-------- 25
Beehunter --------------.------------------------- 21

Total carloads generated by the line --------------- 73
Average carloads per week ------------------------ 1. 4
Average carloads per mile --------- ----------------- 4. 2
Average carloads per train --------------------------- 1.4
1973 operating information:

Number of round trlps, per year ..------ ------------- 52
Estimated time per round trip (hours) 8
Locomotive horsepower___, ------------------ ------- 1,750
Train crew size ----------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that this line is a major through-route for coal ship-
ments and curtailment of service would necessitate a
virtually impossible switch to motor carriers. Miami
County Circuit Judge John L. Niblack pointed out that
the PC delivers 640,000 tons of coal to the Martinsville
plant using a switch at Sandborn. The only alterna-
tive to this route is a line that needs rehabilitating. Ie
also noted the loss of tax revenues to the communities
should the railroads abandon operations.

Other testimony expounded on the large shipments
of coal and the inherent problems that would arise duo
to a switch to another transportation mode.

Additi6nally, the Greene County Farm Cooperative
Association emphasized the necessity of rail service to
the agriculture industry.

Information for Line Retention Decision

Revenue received by PC -------------------------- $14, 074
Average revenue per carload --------------- $205

Variable (avoidable) cost of continued service:
Cost ,incurred on the branch line ------- 160, 778

Cost of upgrading branch line to FRA class
I (1/10 of cost upgrading cost).............

Cost incurred beyond the branch line ............
39,254

11, 792

Total variable (avoidable) cost ------------ 211,824

Net contribution (loss) : total ---------------- (190, 850)
Average per carload -------------------- (2, 690)

This line would require minimum upgrading to meet
the requirements of the Federal Railroad Administra-
tion's minimum safety standard (Class I track, which
has a maximum safe operating speed of 10 m.p.h.).
Based on available information, this upgrading would
include the replacement of a total of 7,242 crossties (an
average of 404 crossties per mile).

An evaluation of coal reserves by USRA staff con-
firms that this line is currently used as a through-route
for coal shipments.

The portion of this line between Sandborn and Switz
City is required to serve USRA segment 598.

Preliminary Recommendation

It is recommended that the portion of the Vincennes
Secondary Track between Sandborn and Switz City be
included in the CofiRail System.

It is not recommended that the portion of the Vin-
cennes Secondary Track between Switz City and Rincon
Junction be included in the ConRail System.

466 -



PORTION OF THE VINCENNES SECONDA

TRACK

USRA Line.No. 598

Penn Central

PC to RinconJunction and
Indianapolis

LRY

SANDBORN,

11.2 miles

PORTION OF THE VINCENNES
SECONDARY TRACK, PC

/"BICKNEL-

/ PC to Vincennes

This portion of the Vincennes Secondary Track,
formerly part of the Pennsylvania RR, extends from
Sand rm (Milepost 91.7) to 'Bickell, 1id. (Mfilepost
102.9), a distance of 11.2 mie, in Knox County, Ind.
Continuations of the line extend northeastward from
Sandborn and southwestward from Bicknell. Both are
also under study in this Report. This line was not de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 123).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this lne:
Sandborn -------------- 14,379
Westphalia ------------------------------ 1
Edwardsport ----------------------------------- 308
Biclmell ---------------------- 92
Hawthorne ------------------------------------- 10

Total carloads generated by the line ---------- 14,550
Average carloads per week - - ------- 270.9
Average carloads per mile ----------------------- 1,257.5
Average carloads per train ------------------------- 93.9
1973 opeiating information:

Number of round trips per year .-----------------. 250
Estimated time per round trip (hours) 4.0
Locomotive horsepower -..........------- 7,000
Train crew size ---------- ----------- 5

Information Provided by RSPO, Shippers, Government

Agencies

1o specific information cohcerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

The Governor's Rail Task Force indicates that PC
earns$297,785 in. freight revenues as compared to $97.-

682,in branch 'costs equlaling a $190,112 estimated profit.
Total rehabilitation costd totaled $240,000. The total an-
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nual traffic over this line was 971 carloads or 37 cars
per mile. There is also an electrical generation facility
on the line. For these reasons and others mentioned
about USRA Line No. 597, the Task Force recommends
inclusion of this line in the Final System Plan.

Information for Line Retention Decision
Revenue received by .$2, 151, 331
Average revenue per carload $153

Varlable (avoidable) cost on continued
Service:

Cost Incurred on the branch lne----- 449,309
Cost of upgrading, branch line to FIA

Class I: (1/10 of total upgrading
cost) 42, 957

Cost incurred beyond the branch line-- 1, 469,315

Total variable (avoidable) cost..... .. 1, 961,581

Net contribution (loss) : total 189,750
Average per carload_- 13

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
ininimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would includethe
replacement of a total of 6,720 crossties (an average
of 600 crossties per mile). An evaluation of coal re-
serves by USRA staff confirms that this line is used to
move coal to Edwardsport.

Recommendation

It is recommended that this portion of the Vmcennes
Secondary Track be included in the ConRail System.

PORTION OF THE CRAWFORDSVILLE

SECONDARY TRACK

USRA Line No. 602

Penn Central

PC (P&E) to Peoria N.
-- L&N to Chicago

th CRAWFORDSVILLE

15.0 miles "A4_,I•:7 '-.- L&N to Louisville

PC (P&E) to Indianapolis

'P RTION HOPTHE
CRAWFORDSVILLE

WAVELAND SECONDARY TRACK, PC

This portion of the Crawfordsville Secondary Track,
formerly part of the Pennsylvanim RR. extends from
Waveland (Milepost 37.0), to Cfrawfordsvile, Ind.
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(Milepost 52.0), a distance of 15.0 miles, in Mont-
gomery County, Indiana. Continuations of this line did
extend northeastward from Crawfordsville and south-
westward from Waveland. These continuations have
been abandoned. There are two connections on this line.
They are the PC Peoria & Eastern line, and the Louis-
ville & Nashville Chicago-Louisville line, both at Craw-
fordsville. The PC line is also under study in this Re-
port. The PC has filed for abandonment of this line with
the ICOand USRA (Finance Docket No. 26784; USRA
Docket No. 75-50). This line was described as potential-
ly excess in the U.S. DOT Report (see Zone 126).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line.
Crawfordsvile' -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  3
Waveland ----------------------------------- 0

Total carloads generated by the line --------------- 3
Average carloads per week ------------------------- 0.1
Average carloads per mile --------------------------. 2
Average carloads per train --------------------------. 5
1973 operating information:

Number of round trips per year ------------- --- 6
Estimated time per round trip (hours) --------.-....- 4
Locomotive horsepower_ ------------------------ 1,750
Train crew size-...--------------------------------- 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report".

The Governor's Rail Task Force recommends aban--
doiment of this line die to insufficient traffic. A letter
received from Otis R. Bowen, M.D., Governor of the
State of Indiana, substantiated .the Rail Task Force's
opinion, and additionally, it noted that total 1973 ship-
ments on this line were,7 carloads.

A letter received from Harold B. ,aylor of West
Lafayette, Ind., indicated that he is in favor of
abandoning this line because of the deterioration of the
railroad property.

Information for Line Retention Decision

Revenue received by PC ------------------------- $759
Average revenue per carload - $253

Variable (avoidable) cost of continued service
Cost incurred on the branch line -------- 97.142
Cost of upgrading branch line to PRA

class I (1/10 of total upgrading cost)-__ 41,016
Cost incurred beyond the branch line.... 319

Total variable (avoidable) cost ------------- 138,477

Net contribution (loss) total ------------------ (137, 718)
Average per carload ------------------ (45,906)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 10,365 crossties( an average
of 691 crossties per mile).

Preliminary Recommendation

It is -not recommended that this portion of the Ciaw-
fordsidlle secondary track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $137,718 or $45,900

,per carload. Recovery of costs would require approxi-
mately a three hundred-fold increase in traffic or a
18,145 percent rate increase over the 1973 levels.

PORTION OF THE COLUMBUS TO LOUISVILLE
LINE

USRA Line No. 619

.Penn Central

PORTION OF THE LOUISVILLE
kBRANCH, PC

20.5 miles

. /(i-PC to Flat Rock

PC to Jeffersonville COLUMBUS
/ " PC to North Vernon

(out of Service)
/I

This portion of the Columbus to Louisville Line,
formerly part of the Pennsylvania RR, extends from
Franklin (Milepost 20.0) to Columbus, mnd. (Milepost
40.5) a distance of .0.5 miles, in Johnson and Bartholo-
mew Counties, Indiana. Continuations of this line ex-
tend northward from Franklin to Indianapolis and
southward from Columbus to Jeffersonville and Louis-
ville. The latter portion is also under study in this
Report. Connections at Columbus include the PC Shel-
byville Secondary Track to Flat Rock and the PC
Columbus-Madison Secondary Track also under study
in this Report. This lifie was described as potentially
excess in the U.S. DOT Report (see Zones 121 and 122).
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Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that most objections to curtailment of service centered
on the discontinuance of service from Indianapolis
to Louisville.

The Edinburg Chamber of Commerce is vehemently
opposed to any discontinuance of rail service. Accord-
ing to the Chamber, the possibility exists that over 1,200
people would lose their jobi. Three firms from Edin-
burg agreed wholeheartedly with the Chamber. Com-
munity Grain, Inc. of Edinburg, with capital invest-
ments of.$.5 million, are fearful of losing their business
if rail service is discontinued. Huntington Creek Corp.,
DBA Lotus Warehouses estimates that the cost of relo-
ating a new elevator would cost over $.5 million. The
American Walnut Associatfin noted that 3 firms at Ed-
inburg are responsible for shipping 41 percent of the
domestic and export walnut veneer. The increased costs
attributed to the switch to truck freight service would
affect their ability to compete. dongressman William
G. Bray termed the impact of abandonment on Edin-
burg disastrous. He -added that Edinburg generates-
2,675 cars per year and one firm is delaying expansion
pending determinatiqn of tfie line's status.

The Governor's Rail Task- Force indicates that PC
earned $486,101 in freight revenues as opposed to $78,-
897 in branch costs equalling a $107,211 estimated profit.
The total annual traffic over this line totaled 1,935
carloads or 92 cars per mile. This section of track is also
used by Amtrak for north-south passenger service. For
these reasons and those mentioned above, the Task Force
feels that this line warrants inclusion into the Final
System Plan.

Information for Line Retention Decision

-This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Columbus
to Louisville Line be included in the ConRail System.

NEW WATSON BRANCH

USRA Line No. 621

Penn Central

The New Watson I3-ranch, formerly part of the Penn-
sylvania RR, extends from Jeffersonville (Milepost 0.0)

PC to Indianapolis :
.0- &O To North Vernon

, ."" \ WAT

B To Jeffersonville

.. €' I .. 'so
JEFFERXOHVILLE (Boyd)* 40 Miles

-NhEW WATSON BRANH, iPC

B&0 To ;C~ CTo Louisville
New Albany

to Watson, Id,. (Milepost 4.0), a distance of 4.0 miles,
in Olark County, Ind. This line connects with the fol-
lowing lines: the PC Louisville Branch, the PC New
Albany Branch and the B&O to North Vernon at Jef-
fersonville. It also connects with the Baltimore &
Ohio to Vernon at Watson. The PC lines am also under
study in this Report. This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 205).

,Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Charlestown 548
Watson 0

Total carloads generated by the line: -----... 548
Average carloads per week--. . 10.5
Average carloads per mile------ 137. 0
Average carloads per train-. . 3.7
1973 operating Information:

Number of round trips per year 1.......0. 0
Estimated time per round trip (hours) 3
Locomotive horsepower ..- - -- 1,200
Train crew size- .--- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided, at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's

. Rail Service Report." The Indiana Army Ammunition
Depot at Charlestown owns the track from Watson to
Charlestown, but it is switched by the PC.

Information for Line Retention Decision

Revenue received by PC,
Average revenue per carload . 453

$248, 379

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch lne.... 5T, 038
Cost of upgrading branch line to FRA

Class I: (1/10of total upgradingcost) 9,036
Cost ncurred beyond the branch line_--.. 118, 979

rTotal variable (avoidable) cos.- _185, 053

Nei contribution (loss) : totaL... ..... 63; 326
Average per carload--.-- . 119
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 2,000 crossties (an average of
500 crossties per mile).

Recommendation

It is recommended that -the New Watson Branch be
included in the ConRail System.

NEW ALBANY BRANCH

USRA Line No. 621b

Penn 'Central

B&O to North Vernon

PCto Indianapolis I %:
Watso np

I .':
Jeffersonville I  -'

L&N to Chicago (Boyd)

Southern to - " .- "* 4.6Milesi
E. St. Louis o "

N W AL BA NY:* 1 JEFFERSON VILLE

.I2' NEWALBANY I PC to Louisville
Kentucky & Indiana BRANCH. PC
Terminal RR to-
Louisville

The New Albany Branch, formerly part of the Penn-
sylvania RR, extends from Jeffersonville (Milepost
0.0) to New Abany, Tnd. (Milepost 4.6), a distance of
4.6 miles, in Clark and Floyd Counties, Indiana. At
Jeffersonville, this line connects with the PC Louisville
Branch and the Baltimore & Ohio line to North Vernon.
The PC lines are also under study in this Report. At
New Albany, this line connects with the Southern Main
Line, the Baltimore & Ohio to North Vernon, the Louis-
ville & Nashville to Bloomington and the Kentucky &.
Indiana Terminal to Louisville. This line was not ate-
scribed as potentially excess in the U.S. DOT Report
(see Zone 205).

Traffic and Operating Information

Stations (with their 1973 carloads) served by. this line:
Jeffersonville - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 161
New Albany ------------------------------------- 236

Total carloads generated by the line ..-.-------- 397
Average carloads per week------- 7.6
Average carloads per mile ------------------------- 86.3
Average carloads per train ------------------------- 3.2

1973 operating information:
Number of round trips per year -------------------- 125
Estimated time per round trip (hours) -------------
Locomotive horsepower --------- .----------------- 1,200
Train crew size --------------------------------- 4
1 (Includes only traffic on segment).

Information Provided by RSPO, Shippers, Govornment
Agencies

No specific information concerning this line was pro-
vided at the hearings cqnducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Ptblic Response to the Secretary of Transporta-
tion's Rail Service Report"

Information for Line Retention Decision

Revenue received by PC ------------------------.. 14, 330
Average revenue per carload -------------- $364

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 55, 645
Cost of upgrading branch line to FRA

,Class I (1/10 -of total upgrading cost)- 17, 154
Cost inctirred beyond the branch line --- 78, 629

Total variable (avoidable) cost ------------- 151,428

Net contribution (loss) : total - ------ (7, 098)
Average per carload --------------------- (18)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 n.p.h.). Based o
available information, this upgrading would include the
replacement of a total of 2,290 crossties (an average of
498 crossbies per mile).

Although this line generates a loss, a 10 percent in-
crease in traffic or a 5 percent rate increase over 1973
levels would enable financial self-sufficiency.

Recommendation

It is recommended that the New Albany Branch be
included in the ConRail System.

PORTION OF ANDERSON-LEBANON LINE

USRA Line No. 622/623

Central Indiana Railway

PC to Logansport

-' I PORTION OF THE ANDERSON-LEBANON LINE
PC toL&N to Hammond LNN&W to Michigan City

PC to Kankakee I I

S32. miles CI to Anderson

LEBANON'% Westfield: - obleevlllo FISHERDURG

:vrN&W to Indianapolis

SL&N to Indianapolis
PC to Indianaqoi
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This portion of the Anderson-Lebanon line of the
Central Indiana Railway extends from Fisherburg
(Milepost 10.6), to Lebanon, Ind. (Milepost 42.7),
a distance of 32.1 mies. in Madison, Hamilton, and
Boone Counties, Indiana. A continuation of this line ex-
tends eastward from Fisherburg. Connections include:
the Norfolk & Western-to Michigan City and Indian.ap-
olis at Noblesville; the Louisville & Nashville to Ham-
mond and-Indianapolis at Westfield; and at Lebanon,
the PC Cincinnati-to-Kankakee line and the PC I&F
Branch. Portions of both of the PC lines are also under
-study in this Report. PC has filed for abandonment of
this line with the ICC, Finance Docket No. 26587; with
USRA, Docket No. 75-561. This line was described as
potentially excess in the U.S. DOT Report (See Zone
"122).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated that
the Brockway Glass Company employs 500 people and
operates 24 hours per day, 7 days per week. The firm re-
ceives 50, percent of their traffic via PC and 50 percent
via Norfolk & Western. Th& firm emphasized the need
to maintain this delivery ratio between the carriers in

- order to continue their 7-day-a-week operation. The firm
stated that motor carriers could not supply the neces-
sary service if rail freight via PC was discontinued.
Without adequate rail service, the firm may be forced
to cease operations.

Tebco Fertilizer Co. is concerned about the effects on
the agricultural communities. They stated that fer-
tilizer does not lend itself to truck shipments because of
increased-freight charges and the necessity of moving
large amounts rapidly.

The Central Indiana Railroad has not responded to a
-request from the Governor's Rail Task Force for traffic
data concerning the line. Therefore, the Task Force has
delayed making any recommendation for the line at this
time.

Testimony was receivid from William Hudnut, Illi-
nois Congressman, 11th Congressional District, indicat-
ing that this line is the only right-of-way bypassing
Indianapolis.

Information for Line Retention Decision

The Central Indiana Railway is independent of the
PC and therefore has not been subjected to detailed
analysis and is not to be a part of the ConRail System.

Preliminary Recommendation

It is ot recommended tlit this portion of the Cen-
tral Indiana. Railway be included in the ConRail
System.

PORTION OF THE EFFNER SECONDARY
TRACK

USRA Lhe No. 630

'Penn Central

0i3n llo Boch. PC. , *
to Idi=a .Hatbc L311 to Miirig City

SI/ .:Z

I PCL to go sdrt
TP&w to Peoria j/o.tld ". hl /

....... ~ s~ KENHETH• EFFHE " RT I": : f-_.

PC to Danville. 1II t 111 t2 Ldilvlle
PORTON OPFTHE EFFNER

PC K-a.nkiiccMT1i=lS SECOHDARY TRACK. PC

This portion of the Effner Secondary Track, formerly
part of the Pennsylvania RR, extends from Kenneth
(Milepost 5.7) to Effner, Ind. (Milepost 612), a dis-
tance of 55..5 miles, in Cass, White, Jasper and Newton
Coumties, Ind. A continuation of this line extends east-
ward from Kenneth to Logansport. Connections are:
the PC Logansportto-Chicag line at Kenneth; the
Louisville and Nashville line to Hammond and Indiana-
polis at Monticello; the Louisville and Nashville to
Michigan City and Louisville at Reynolds the PC Dan-
ville Branch at Kentland; and the Toledo Peoria &
Western RR to Peoria at Effner. The PC Danville
Branch is also under study in this Report, as is-a portion
of the PC Logansport to Chicago line. The portion of
this line from Monticello to Kenneth was described as
potentially excess in the U.S. DOT Report (see Zones
117 and 128).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Lake Clecott--
Burnettsvllle
Idavlle
Montlcello
leynolds
Seafleld -
Wolcott --
Remington
Goodland
Perkins-
Effner
Kentland' - ---------

32
34

895
1,240

0
159
927
945
18
5

271

Total carloads generated by the line --- -- 4, 526
Average carloads per wee- 87.0
Average carloads per m -81.5
Average carloads per train .. 15.1

See footnote at end of table.
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1973 Operating information:
Number of round trips per year -------------------- 300

Estimated time per round trip (hours) --------- ----- -12

Locomotive horsepower ---------------------------- 3, 500

Train crew size ----------------------- --------- 5

I Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicated that

the testimony directed itself only to the portion of the

line from Monticello to Kenneth. The Toledo Peoria &

Western protested abandonment on the grounds that

discontinuance of service would destroy its competitive

position because the TP&W's only eastern connection is

with this PC line at Effner, to the west of Kenneth.

The Monticello Chamber of Commerce maintained
that area businesses are dependent upon rail service to

maintain their competitive position. Another firm sub-

mitting testimony, the Cheesebrough Ponds Company,
generated 900 tons of freight over this line in 1973. The
company depends on a multimodal distribution system.

The Chemetron Corporation stated that it is vitally
dependent on the railroads. The company transports
heavy, bulky items. In 1973, the firm shipped 537 car-
loads over this line. Until the line's status is resolved,
they are delaying any expansion.

Testimony received from Edward J. Hassenger, Traf-
fic Manager, The Early & Daniel- Co. advocates the re-
tention of the TP&W Peoria, Illinois~to Kentland, In-
diana connection. This connection is preferred in lieu of
Chicago because of distance and congestion problems.

The TP&W has suggested to USRA staff that they
are interested in somehow maintaining an eastern inter-
change with a main line of ConRail. The TP&W may
even be interested in purchasing part of the former PC
lines in this area in order to protect their connections
with ConRail.

Information for Line Retention Decision

Revenue received by PC ---------------------- $1, 752,792
Average revenue per carload ------------ $387

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 748,571
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) ---------------------------- 51,207

Cost incurred beyond the branch
line -------------------------- 1,326,743

Total variable (avoidable) cost ------------ 2, 126,521

Net contribution (loss) : total ------------- (373, 729)
Average per carload ------- ----------- (83)

This line would require. upgrading to meet the re-
quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include

the replacement of a total of 1j280 crossties (an aver-
age of 23 crossties per mile). The TP&W has suggested
to USRA staff that they are interested in maintaining
an eastern interchange with a main line of Conrail.
The TP&W may be interested in purchasing part of the
former PC lines in this area in order to protect such
a connection.

Preliminary Recommendation

It is vot recommended that this portion of the Eflnor
Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, rev-
enue and cost levels, this line generates an annual ex-
cess financial burden amounting to $373,729 or $83 per
carload. Recovery of costs would require approximately
a 90-percent increase in traffic or a 20-percent rate in-
crease over the 1973 levels. It is expected that the TP&W
will be interested in acquiring the track between Effner
and Kentland (see Appendix D).

PORTION OF THE COLUMBUS-TO-

INDIANAPOLIS LINE

USRA Line No. 633

" Penn Central
I -- 67.3 tot los-

PC to K-.takihOe.ll, 111 t C.8t PC to Ad.oo
PCtLoiootpott P / PC to Adot ot I .C&O ito CIICS

pc~pseto I. FmliltoPtokt / NN t. Ill. C.110 PC Io wYthtltt
Pei I PCottttd / . , ' L I PCto Dnat.ed *

t-to 'I , - -"/ /P tt.o ta, / cah - * ., I City
NooD " t"- DIAPOtIS * . ON '.

sp -t'l- ;, 1 R * H'M : N. oll

S A,.J iX"*. f & i PC IPtottoN

PC Tt -.1 A I ,,i , | 1 to ,€tll "CN t t o o Oo

PTh i s port on t PChe lst- (PCohlumbust-I CADto noln ,
p " 1: a Pt~ l IZ5 . p aw ri)

PC to Ev=$ iia PC to L.oWls1. PORTION OF THEl COLUMBS-~

ICGWINDIAINAPOLIS LINE, PC

This portion of the Columbus-to-Indianapolis Line,

formerly part of the Pennsylvania RR, extends from
Richmond (Milepost 119.6) to Indianapolls, Id.
(Milepost 186.9), a distance of 67.3 iniles, in Wayne,
Henry, Hancock and Marion Counties, Ind.

A continuation of this line extends eastward from
Richmond towards Dayton, Ohio. At Richmond, this
line connects with the Penn Central Richmond Branch
to Hamilton, Ohio and Anderson, Ind., the Penn Cen-
tral Newman Secondary Track to Winchester, and the
Chesapeake & Ohio to Chicago and Cincinnati. Other
connections are: the Norfolk & Western at Cambridge
City and Dunreith, the Penn Central Anderson-Greens-
burg Secondary Track at Knightstown, and at Indi-
anapolis, the Penn Central Louisville Branch, the Penn
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Central Cincinnati-to-Kankakee Line, the Penn Cen-
tral Petersburg Secondary Track to Evansville, the
1'emr-Central to Springfield, Ohio, Peoria & Eastern
Line, the Penn Central Greencastle Branch to Terre
Haute, the Penn Central Springfield Branch, the Penn
Central Clevelandto-Indianapolis Line, the Penn Cen-
tral Indianapolis-to-St. Louis Line, the Penn Central
I&F Branch, the Baltimore & Ohio to Chicago and the
Norfolk - Western to Frankfort. This line Was not
described as potentially excess in the U.S. DOT Report
(see Zones 120 and 122).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Richmond I
Centerville--------------------
Germantown----------------------------
Straughn --------------------------------
Cambridge City---------
Dunreith--------------------------- --

Charlottesville
Greenfield
Gem------------------------- ------
.Knightstown -
Cumberland-------------------
Indianapolis' - - -- - -----------

Total carfoads generated by the line ....... I
Average carloads per week ...-------------------
Average carloads per nile -----.-----
Average cirlbads per train --------------------------
1973 operating information: '

Number of round trips per year --------------....
Estimated time per round trip (hours)----------
Locomotive horsepower .................
Train crew size ...........

8,521
440
24
31
69
35

117
577
186
6
89

5,104

5,317
294.6
227.6

6L3

250
36

1,750

Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this lile was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion'sRail Service Report."

The Governor's Rail Task Force indicated that the
line generated $3,547,754 in freight revenues as opposed
to $240,448 branch costs equaling an estimated profit
of $3,307,306. Estimated rehabilitation costs are $701,-
000 (these are all 1973 figures). The seiment carload
figures are 13,141 or 205-per mile. The analysis indicates
that the line appears to be profitable and capable of
covering rehabilitation costs. Therefore, the Task
Force recommends retention of service on this line.

Information for Line Retention Decision

-Revenue received by PC -------------------- $4, 182,160
-Average revenue per carload-- -------- - 273

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line_- 1 336, 767
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost Incurred beyond the branch
line i, 965, 072

- Total variable (avoidable) cost-..... 3,301,839

Net contribution (loss) : total----- 880,321
'11verge per carload-- .. ... 5T

The majority of the traffic listed above is generated
at Richmond and Indianapolis. Those shippers located
in these two areas will continue to receive service. The
portion of the line between Richmond and Indianap-
olis appears to generate insufficient traffic to be finan-
cially self sufficient,

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). This seg-
ment is presently used by Amtrak for service between
Columbus, Ohio, and St. Louis. In order to preserve
this direct passenger route, Amtrak may wish to ac-
quire this segment as provided for in the Reorganiza-
tion Act.

Preliminary Recommendation

It is not recommended that the portion of the Rich-
mond to Indianapolis Line between these cities be in-
cluded in the ConRail System. However, shippers
located in Riclunond and- Indianapolis will continue to
receive service.

PORTION OF THE I&F BRANCH

USRA Line No. 634

Penn Central

PC to Logansport
PC to KakakeCentral Indiana

- ... Ry to Anderson

LEBANON CPC to Indianapolis
,. and Cincinnati

4---PORTION OF THE
I&F BRANCH. PC

CLERMONT
PC (P&E) to Peoria

PC to Davis and
Indianapolis

This portion of the I&F Branch, formerly part of
the Pennsylvania RR, extends from Olermont (0ile-
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post 12.6), to Lebanon, Indiana (Milepost 31.6),
a distance of 19.0 miles, in Boone, Hendricks, and
Marion Counties, Indiana. Continuations of this line
extend northward from Lebanon and southward from
Clermont. Connections at Lebanon include: the PC,
Cincinnati to Kankakee line and the Central Indiana
Ry. to Anderson. Portions of both of these continux-
tions are also under study in this Report. Connections
at Clermont are made with the PC Peofia & Eastern
line which is also under study in this Report. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 122).

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report.'"

The Governor's Rail Task Force did not analyze this
line.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the I&F
Branch be included in the ConRail System.

PORTION OF

COLUMBUS-CHICAGO LINE

USRA Line No. 689a

Penn Central

PC to Chlezio

,"PC to Indiana Harbor

HARTSDALE PC to East Gay

(MILEPOST 284.0 ...... EJ&E to Porter

PC to Joliet -
"  

and Gary•..-'" f, "L .
-NmsH lo EL. Ic&

EJ&E to Jollet (Milost 46.5 at " s /1-PC to South Bend
281.7) ; miles / . Lae Cros ~ u aB28 7)' m . - /NORTH JUDSON

. . ... to 'f Cairo-o ::" " EL to Marion. OhioPORTION. COLUMBUS- L&' Ei

CHICAGO LINE. PC . \ .

PC to Kankakee / C&O to Cincinnati
•PC to

Loransport

This portion of the Columbus to Chicago Line, for-
merly part of the New York Central RR, extends from
North Judson (Milepost 2W7.5) to Hartsdae (Mile-
post 284.0), a distance of 46.5 miles, in Starke, Porter

and Lake Counties, Ind. From, North Judson, the line
extends to Logansport where it intersects with both
north-south and east-west PC lines. At Hartsdale there
are. alternative routes into Chicago as well as an
east-west line to Joliet and P6rter. Connection with
C&O are at North Judson and LaCrosse. The EL 'is
intersected at North Judson and Kouts and there is
a connection to the EJ&E at Hartsdale. This line was
not described as potentially excess in the U.S. DOT
Report (see Zones 128 and 130).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
LaCrosse ----------------------------------------- 20
Kouts -------------------------------------------- 58
Aylesworth ---------------------------------------- 302
Hebroa .. . . ..------------------------------------ 2
Leroy --------------------------------------- 18
Crown Point -------------------------------------- 300
Schererville -------------------------------------- 552

Total carloads generated by the line ------------ 1,848
Average carloads per week --------------------------- 25,0
Average carloads per mile ---------------------------- 29,0
Average carloads per train --------------------------- 0. 0
1973 operating information:

.Number of round trips per year ----------- ---------- 2
Estimated time per round trip (hours) --------------- 0
Locomotive horsepower ---------------------------- 1,750
Train crew size ----------------------------------

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public "Response to the Secretary
of Transportation's Rail Service Report" indicated, in
general, that trucks could not provide an adequate
transportation alternative to rail. Weight restrictions
and the sheer volume of grain shipped were cited as
the reasons. Much of the testimony focused on the need

'to maintain Indiana lines for serving overhead traffic.
This segnient was designated for study after the pub-

lication of the Task Force study. Therefore, no analysis
of the line was included in that Report.

Information for Line Retention Decision

Revenue received by PC --------------------.-.. $403, 351
Average revenue per carload -------------- $360

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ------- 435, 835,
Cost of upgrading branch line to FRA

Class I: (1/10 6f total upgrading cost) _ 0
Cost incurred beyond the branch line .... 279, 733

Total variable (avoidable) cost ------------- 715,608

Net contribution (loss) : Total ------------------ (222, 217)
Average per carload --------------------- (105)
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This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the. Columbus
to Chicago Line be included. in the ConRail System
as an alternative through route pending rehabilitation
of the parallel route via Sheff.

PORTION OF COLUMBIA CITY SECONDARY

TRACK

USRA Line No. 700

Penn Central

I PC to Columbia City
PCto Goshen--4 1 - "

I
N. MANCHESTER

~ 4 COLUMBIA CITY
SECONDARY TRACK

VYAT N. MANCHESTER

PC to Mexico PC to Marion

This portion of the Columbia City Secondary Track,
formerly part of the Pennsylvania RR, extends from
MAilepost 36.9 to Milepost 37.2, a distance of 0.3 9niles, at
N. -Manchester, in Wabash County, Ind. This line was
described as potentially excess in the U.S. DOT Report
(see Zone 1f7).

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the S~cretary of Transporta-
tion's Rail Service Report". The Governor's Rail Task
Force reported that it had no data about this line and
therefore could not make a recommendation.

'Information for Line Retention Decision

This line does not directly serve any shippers.

Preliminary Recolmmendation

It is jzot recommended that this portion of the Colum-
bia City Secondary Track be included in the ConRail
System.

PORTION OF CINCINNATI-TO-KANKAKEE LINE

UVSRA Line No. 577a

Penn Central

iC ..... C& El (tAX hu Tacia Rijt,

-*-----: ,." ,,,,%PC Ped. I%.. Pc a iC
%dS TP&Wn Ehiei

KAN4KAKE :KCISM

ONOPMUMr. Od =

KAN'KAESUNE. PC m-k.pmMT 3Pa.IPt z..

L& t Ev=%villa 4

This portion of the Cincinnati-to-Kankakee Line,
formerly part of the Pennsylvania RR, extends from
kiheff, Ived. (Milepost 211.3), to Kankakee, Ill.
(Milepost 249.4), a distance of 38.1 m7eg, in Iroquois
and Kankakee Counties, Ill. and Benton County, Ind.
A continuation of this line extends eastward to Cincin-
nati, also wider study in this Report. This line connects
with the PC to Evansville and the PC to Chicago at
Sheff, Ind. These two'lines are both under study in this
Report. This line connects with the TP&W lines to
Effner and to Peoria at Sheldon. At Nelson this line
connects with the Mlwaukee- Road Chicago-Terre
Haute Main Line. This line also connects with the C&EI
Mfain Line from Chicago to Evansville at St. Anne.
(The C&EI line to Chicago uses the L&N trackage. At
Kankakee this line connects with the ICG Chicago-New
Orleans Mfain Line. It also connects with the PC lines
to South Bend and to Peoria at Kankakee).

This line was not described as potentially excess in
the U.S. DOT Report (see Zones 128 and 139).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this lne:

Raub 149
Sheldon 1,194
Iroquois 109
Donovan - 184
Beaverville ----------------------- 204
St. Anne _-132
Aroma Park 15
Kankakee' - 482

Total carloads generated by the lne .. . 2,469
Average carloads per week-- 4T. 5
Average carloads per mile. - - - 64.8
Averajge carloads per train 16.5
1973 operating Information:

Number of round trips per year....-..150
Estimated time per round trip (hours)- 7
Locomotive horsepower - 1,750
Train crew size -------- 4
1 Includes only traffic on segment
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Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings condlucted by the Rail Services
Planning Office as reflected in their reports entitled'
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by PC --------------------- $1,034,157

Average revenue per carload ------------ $419.

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line - 376, 695
Cost of upgrading branch line to FBA

Class I:
(Ao of total upgrading cost) --------- 0

Cost incurred beyond the branch line-- 834,436

Total variable (avoidable) cott -------------- 1, 211,131

Net contribution (loss) : total ------------- (76, 974)
Average per carload -------------------- (72) -

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). -

Preliminary Recommendation
It is not recommended that this portion of the Cin-

cinnati to Kankakee Line be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $176,974 or $72
per carload. Recovery of costs would require approxi-
mately a 90 percent increase in traffic or a 17 percent
rate increase over the 1973 levels.

PORTION OF THE DANVILLE BRANCH

USRA Line No. 604

Penn Central'

This portion of the Danville Branch, formerly part
of the New York Central RR, extends from High la'nds,
Ind. (Milepost 6.3) to Danville, Ill. (Milepost 110.2),
a distance of 103.9 miles, in Lake, Newton, Benton,
Warren, and Fountain Counties, Ind. and Vermilion
County, Ill. A continuation of this line runs north from
Highlands to Indiana Harbor. At Highlands this, line
connects with the Erie Lackawanna and the Chesapeake
and Ohio, Other connections include: the Grand Trunk
Western at Hays; the PC Columbus Chicago line, the
Joliet Branch and the EJE line at Hartsdale; the
Louisville and Nashville at St. John; the PC Kankake

PC to Indiana Harbor

V EL-C&O Joint
Track to Griffith

A ' .. HIGHLANDS
EL-C&O Joint Track

to Hammond
GTW to Chicago GTW to Port Huron*.... 4............
PC to Chicago IHays

PCto Chicao C to East Gary

Hartsdale .........

PC to Joliet-. EJ&E to Griffith

EJ&E to Joliet PC to Columbus
St. John
.. ... L&N to Louisville

L&N to Chicago
PC to Kankakee PC to South Bend

103.9 miles -"

PC to Effner Schneider
.- PC to Kenneth

PC to Kankakee Kentland -
onka -PORTION OF THE

Shelf DANVILLE BRANCH, PC
,. Sheff PC to Indianapolis

N&W to Peoria ,.nd

L&N to Rossville N&W to Lafayette
-1 Stewart

Milwaukee to L&N to Judyville
Chicago " . .. dy...

L&N to Chicago . "" N&W to Fort Wayne

DANVILLE %

PC (P&E) ." "." PC (P&E) to
to Peoria . * Indianapolis" 1 r , : "1

N&W to Decatur / _,-to D Ca ro L&N to Terra Haute
PC to Cairo

Milwaukee to Seymour

Branch at Schneider; the PC Effner Secondary Tracic
at Kentland; the PC Cincinnati to Kankakee line at
Sheff; the Norfolk & Western at Handy; the Louisville
& INashville at Stewart; and the PC Cairo Branch, the
PC Peoria & Eastern line, the Louisville & Nashville,
and the Norfolk & Western at Danville. The PC
Kankakee Branch, the PC Cincinnati to Kankakee line,
the PC Cairo Branch, and the PC Peoria & Eastern
line are also under study in this Report. This line was
originally completed in 1906 for the purpose of moving
coal from Southern, Illinois to the then new steel plants
along Lake Michigan. This line was described as po-
tentially excess in the U.S. DOT Report (see Zones 126,
128,130 and 139).

A7r
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.Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
theXRail Services Planning Office as reflected in their
rep6rts entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated
that the Pillsbury Co. has a 1.1 million bushel grain
elevator at Tab, Indiana. In 1973, Pillsbury spent
$50,000 to upgrade rail facilities in order to be able to
handle 100 car unit trains. Pillsbury ships 15 to 18
unit trains each year from this location. Indiana's Rail
Task Force reported to the Governor that this line
earned $1,746,568 hi revenue while accumulating on-
branch costs o~f $338,130. Because of this estimated profit
of more than $1 million, the Iridiana Task Force recom-
mended that this segment be made a part of the ConRail
System. USRA staff has noted that the Free Grain Co.
of Handy, Indiana is like Pillsbury, a large shipper of
grain by -aiit train.

Information for Line Retention Decision

This line is required for through freight service,
therefore local .rail service will be provided to all
shippers locAted on the. line.

Recommendation

It is recommended that the Danville Branch be in-
cluded in the ConRail System.,

PORTION OF THE EVANSVILLE SECONDARY

TRACK

USRA Line No. 612

Penn Central

PC to Danville I

Southern to
E. St. Louis | Souern to Louisville

"MOUNT CARMEL. PORTION OF THE EVANSVILLE
ILL. I X SECONDARY TRACK, PC.

PC to Cairo-* 'J SKELTON

4.6.miles \ PC to Evansville

This portion of the Evansville Secondary Track,
formerly part of the Ne~w York Central .R, extends
,frmm ilf . (Idine,l.*1Z (Mlj 127.11, to; ASketonl Ind.
,(MilepOst i:0), a distand e'of 4.6 ilWe, in ,Gibson
County, Tiidiana and Wabash Co un, Illino i From

Skelton, this line continues to Evansville. At Mount
Carmel, the line connects with the PC Cairo Branch
and the Southern Ry Line to St. Louis. The PC Cairo
Branch and the continuation of this line are also under
study in this Report. This line was described as poten-
tially excess in the U,.S. DOT Report (see Zones 123 and
141).

Traffic and Operating Information
Stations (with their 1973 carloads) served, by this line:Mt. Ca:rm el 603

Total carloads generated by the llne._, 603
Average carloads per week- -- - 11.6
Average carloads per mle- 12.3
Average carloads per train- . - 5.0
1973 operating Information:

Number of round trips per yea120
Estmated time per round trip (hours) 4.0
Locomotive horsepower.---------------- 4,000
Train crew sizee-.... 4
2 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

.Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicat'd that
Public Service of Indiana is constructing a new-power
station at Carol, Ind. Knowin as the Gibson Station.
this powerplant will require 2.2 million tons of coal in
1975 and 3 to 6 million tons in 1976 and subsequent
years. The coal will be mined at Amax Coal's Keens-
burg Mine (Line Segment 606A). The utility company
stated that if the line were abandoned they might be
interested in acquiring the right-of-way. The Indiana
Rail Task Force, uinder the technical direction of Wil-
liam R. Black, recommended that this short segment of
line should be retained for the future committed coal
business. However, the Task Force concluded that the
continuation of this interstate branch between Carol
(Skelton) and Evansville, Ind., was-not necessary
since the Task Force estimated a $66,557 annual operat-
ing lbss, and a rehabilitation tab of $42,000.

Information for Line Retention Decision
Revenue received by PC- $319,326
Average revenue per carload. .- 5.

Variable (avoldable) cost of continued
service:

Cost incurred on the branch line---- 82, 826
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---- 0

Cost incurred beyond the branch line-- 11q, 2Z

Total variable (avoidable) o 196;080

Net Contribution (loss) : total-.-- --- ... 126,246
Average per carload - ___ 209

477
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This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administation's
minimum safety standards (Class I track which has a,
maximum safe operating speed of 10 m.p.h.). An evalua-
tion of coal reserves by USRA staff confirmed the Hear-
ing and Task Force reports on the Gibson powerplant.
USRA. hus also found that there are substantial proven
reserves of coal adjacent to line segment 613 between
Skelton and Nisbet, Ind., although no active min-
ing is underway, and no firm mining plans have been
announced.

Recommendation

It is recommended that this portion of the Evansville
Secondary Track be included in the ConRail System.

PORTION OF PEORIA & EASTERN LINE

USRA Line No. 616

Penn Central

MIIokeA to ChoT.

LAM to Chdogo ,PCtoChl.p

PC (P&E) to Pjr. * N5WbFW Wayne

" X PORTION OF PEOrJA
&EASTERN. PC

DANVILLE . /
H&W to Fooaoklod.

Lam to Chimp T

. . . . Votb ..rg *' *... J. B 0tIn... li

PM C t4 s , od I, . PDto --i--t"

Hi.& Tr .tos .7 MNWt t St. Looi
LA~oloo~s. PtoIos CLERMJONT PC(P&E)to

7300 Mile ~ P1\

PC to T- Hae ..4 -II. PC to Iltioa;.oI1.

This portion of the Peoria, & Eastern Line, form rly
part of the New York Central RR, extends from
G'lemont, Ind. (Milepost 9.0) to Danville, Ill. (Mile-
post 82.0), a distance of 73.0 miles, in Marion, Hen-
dricks, Boone, Montgomery, Fountain and Warren
Counties, Indiana and Vermilion County Illinois. At
Clermont, this line connects with the PC I&F Branch
to Logansport and continues to Indianapolis. Other
connections include: the PC Crawfordsville Secondary
Track and the Louisville & Nashville to Lafayette at
Crawfordsville; the Norfolk & W"estern to Frankfort
at Veedersburg. At Danville the line continues west to
Peoria and also -connects with the PC Cairo Branch,
the Louisville & Nashville to Chicago and Terre Haute
and the Norfolk & Western Ft. 'Wayne-Decatur line.
Additionally under study in this Report are: the PC
Crawfordsville Secondary Track, the PC Cairo Branch,
the PC I&F Branch and the continued portion of the
P&E line. This line was described as potentially excess
in the U.S. 'DOT Report (see Zones 122, 126 and 139).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Crawfordsville ------------------------------------ 3, 507
Brownsburg ---------------------- ; ---------------- 23
Pittsboro ----------------------------------------- Il
Lizton ------------------------------------------- I
Jamestown --------------------------------------- 8
New Ross ------------------------------------ ---- 34
Tile Siding ----------------------------------------- 0
Waynetown ------------------------------------ 43
Range Road -------------------------------------- 7
Hillsboro ----------------------------------------- 42
Veedersburg -------------------------------------- 1
Palmerton ---------------------------------------- 0
Covington --------------------------------------- 39
Olin ------------------------------------------ 004
Foster ------------------------------------------.. 5
Danville - ------ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  880

Total carloads generated by the line ------------- 5, 578

Average carloads per week -------------------------- 10-,5
Average carloads per mile ---------------------------- 75.2
Average carloads -per train --------------------------- X. 0
1973 operating information:

.Number of round trips per year -------------------- 150
Estimated time per round trip (hours) -------------- 22.0
Locomotive horsepower---------------- : -------- 1., 750
Train crew size- ' --.....------------ 5

I Includes-qnly shippers on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates
that R.R. Donnelley & Sons at Crawfordsville doubts if
it could compete if a shift to trucks became necessary.
Cost of operations would increase 250%. Midstates Steel
& Wire Corp. at Crawfordsville stated that loss of rail
service might cost 200-225 jobs.

Information for Line Retention Decision

Revenue received by PC ------------------------ $2, 073,575
Average revenue per carload -------------- $378

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 844, 221
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading Cost).. 0
Cost incurred beyond the branch line-S- 898, 532

Total variable (avoidable) cost ----------- 1,742,753

Net contribution (loss) : total ------------------- 330, 822
Average per carload 6--------------------- G0

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

478 -



Recommendation

It is reconmended that this portion of the Peoria &
Eastern Line be included in the ConRail System.

PORTION OF THE DAVIS TO LENOX LINE

USRA Line No. 618

Penn Central

PC Peoria Seconday Milwzakea Road
Track to Decatur to

\ i-PC to Danville L&N to Chcago

I PORTION OF DAVIS- 'F -PC to Rockville
TO-LENOX LIN PC TERRE. -* -..

.4. HAUTE*-

T Y'A%.IS I i. PC to lodianQaIsPC to Mattoon V ,. 17.0 miles - ,o a: .

and - PCCairoB anch _ : -.
East St. Louis toA ount Cael Seco r y--- - * ntd • ; Track to Ylor lngton

+~-Milwaukee Rd
PC to Effiogh.n

- and East SL Louis - L&N to Evansville * to Semor

This- portion of the Davis to Lenox Line, formerly
part of the New York Central RR, extends from Tgme
Haute, Ind., (Milepost 72.0), to Paris, Ill. (Milepost
89.0), a distance of 17.0 miles, in Vigo County, Indiana
and Edgar County, Illinois. Continuations of this line,
which extend eastward from Terre Haute to Indian-
apolis and westward from Paris to East St. Louis are
also under study in this Report. Connections at Terre
Haute are: two PC, Indianapolis-Terre Haute lines
and the PC Clay Secondary Track; the Chicago, Mil-
waukee, St. Paul & Pacific RR to Chicago and Sey-
mour; and the Louisville & Nashville RR to Chicago
and Evansville. In addition there are two PC connec-
tions at Paris, the Peoria Secondary Track and the
Cairo Branch. All of the PC lines are also under study
in this Report. This line was described as potentially
excess in the U.S. DOT, Report (see Zones- 125 and
141).

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was
provided at the hearings cofiducted by the Rail S erv-
ices Planning Office as reflected in their reports en-
titled "The Public Response to the'Secretary of Trans-

" portation's Rail Service Report," and the Governor's
Rail Task Force did not report on this segment.

Information for Line Retention Decision

This line is required for through line freight service,
therefore local rail service -rill be provided to all ship-
pers located on the line.

It is recommended that this portion of the Davis to
Lenox Line be included in the ConRail System.

PORTION OF THE RICHMOND BRANCH

USRA Line No. 520a

Penn Central

c&oChicago- : FPC
Cincinnati--g. I Hewmnm PC

'. I Secondar/ Indianapolis-
Richmond'. ; J Track /-Columbus
Brand -. % - Main LinePC ..

PC RI H M OND ..j+-PORTION.

S- RICHMOND
- ~ BRANCH, PC

PC to ---+ EATON
Cincinnati

This portion of the Richmond Branch, formerly part
of the Pennsylvania RR, extends from Eaton, Ohio
(Milepost 58.0), to Ri hmond, mnd. (Milepost 72.1),
a distance of 14.1 mies8, in Preble County, Ohio and
Wayne County, Ind. The Richmond Branch runs south
to Cincinnati and continues north beyond Richmond to
Logansport; both extensions are also under study in this
Report as is the Newman Secondary Track which con-
nects at Richmond. At Richmond the C&O Chicago-
Cincinnati line and the Penn Central's Indianapolis-
Columbus line also cross. This line was not described
as potentially excess in the U.S. DOT Report (see
Zones 108 and 120).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Eaton 1, 063
New Hope.. .... ..- 44
Campbelistown 29

Total carloads generated by the line---- 1,13
Average carloads per week.. . 21 8
Average carloads per mile-_ . . .. 80.6
Average carloads per tran. ........ 3-8
1973 Operating Information:

"Number of round trips per year---- .- 300
Estimated time per round trip (hours). 2.0
Locomotive horsepower . . .. 1,500
Train crew size...... 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The

Recommendation
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Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ------- .----------------- $274,874

Average revenue per carload -------------- $242

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 154,149
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) _- 0
Cost incurred beyond the branch line --- 161,055

Total variable (avoidable) cost ------------- 315, 204

Net contribution (loss) : Total ------------------- (40, 330)
Average per carload --------------------- (36)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Corres-
pondence fr6m Westvaco Corporation at Eaton indi-
cates a $1,750,000 expansion program which would in-
crease rail shipments by one-third.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Richmond Branch not be included
in the ConRail System, the possibility of immediately
increasing revenue must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $40,330 or
$36 per carload. Recovery of costs would require ap-
proximately a 35 percent increase in traffic or a 15 per-
cent rate increase over the 1973 levels. Also, a reduction
in service frequency may improve the financial results
if such reduction does not result in a decline in traffic..

PORTION OF THE SPRINGFIELD BRANCH

USRA Line No. 554

Penn Central
PC to Anderson C&O to Chicago

PC N&W to Muncie \ Losantville PC to Winchester

- - PC to Springfield

40mtsLynn 'N
~ 4. miCS~.NewGLEN KARN

Indianapolis
- Sirey *. . -. ~14-PC to Richmond
HUNTER I , "

Z I N&W to Rushville*
PC to Greensburg H&W to Connersville

PCto Richmond

t-C&O to Richmond

PORTION OF THE
SPRINGFIELD BRANCH,
PC

This portion of the Springfield Branch, formerly
part of the New York Central RR, extends from Glen
Karn, Ohio (Milepost 60.4) to Hunter, mvd. (Milepost
131.2), a distance of 64.0 miles, in Marion, Hancock,
Henry, and Randolph Cos., Ind., and Darke Co., Ohio.
The total mileage between these points is 70.8, however,
there are a number of small line segments--especially at
key junctions that are not under study. At Hunter this
line continues west to Indianapolis and at Glen IKarn
it continues east to Springfield. Connections with other
lines are: the PC Anderson-to-Greensburg Secondary
Track at Shirley; the PC Richmond Branch and the
Norfolk and Weston to Rushville, Connersville, and
Muncie at New Castle, the Chesapeake & Ohio Ry. at
Losantville and the PC Newman Secondary Track to
Richmond and Winchester at Lynn. Portions of or the
entire line of the PC connections listed above are also
under study in this Report.

Abandonment applications have been filed by the PC
with the ICC, Finance Docket No. AB-5, Sub. 17, and
TUSRA. Docket No. 75-54 and 75-55.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Glen Karn_-- - - - - --.................................
Crete --------------------------------------------
Lynn . --------------------------------------------
Carlos City .......................................
Modoc -------------------------------------------
Losantville ---------------------------------------
M ooreland -------- z --------------------------------
New Castle 1 -------------------------.... .......
K ennard ------------------------------------
Wilkinson ----------------------------------------
Willow Branch ------------------------------------
Maxwell -----------------------------------------
Mohawk ........................................
Mount Comfort ------------------------------------
Hunter ...........................................

44
1
0

63

Total carloads generated by the line -------------- 005
Average carloads per week --------------------------- 11.0
Average carloads per mile ---------------------------- 0. 5
Average carloads per train --------------------------- (. 7
1973 operating information:

Number of round trips per year -------------------- 90
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower ------------------------ ---- 1, 750
Train crew size ------------------------------------ 4

1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
potential abandonment of the line from Indianapolis
(just to the West of Hunter) to Savona, Ohio, produced
heavy public protests from rail users in Indianapolis.
The Business Relations Council of the Indianapolis
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Chamber of Commerce argued that PC's Springfield
-branch is essential for industrial.development and the
-future growth of.Indianapolis. According to the Re-
port, the line serves a number of shippers of bulky
products suited only for rail transport. L. W. Schaller,
speaking for the Maxwell Grain Company, which has
elevators at Maxwell and Mohawk, said the company
stopped using rail in 1971 because it could not obtain
cars, but based on production estimates for 1973 it could
use 920 high cube cars for corn, 640 cars for soybeans
and 65 cars for fertilizer.

An accompanying chart shows Bookwalter Co., Div.
of American Can Co. used an estimated 320 carloads in
1973. This number is expected to grow to 875-1,000.
Hook Drugs, Inc., used an estimated 200 carloads in
1973..Growth will up this number to 762, according to
the Report.

The Governor's Rail Task Force lists estimated
branch cost at $255,476 with freight revenue amounting
to $179,107. A subsidy of $76,364 is listed. Rehabilita-
tioi" cost is estimated at $870,400. The Task Force con-
siders future.traffic potential as "stable."' The Task
Force- said that -even though the line is losing money
that if certain other lines are abandoned this line seg,
ment would pick up allthe New Castle traffic of the Penn
Central. Under that circumstance, the line would be
above the break-even point and therefore should lie in-
cluded in the new ConRail System. USRA studies show
no fossil fuel resources in this area.

Information for Line Retention Decision

RevenuR received by PC .$193, 351
Average revenue per carload ---------- $320

Variable (avoidable) cost of continued
-service:

Cost incurred on the branch ne_ .... 483,700
Cost of upgrading -branch line to FRA

Class I: (1/10 of total upgrading cost) -55, 88
Cost incurred beyond. the branch line-.-- 77,451

Total variable (avoidable) cost- ......... 617,019

Net contribution (loss) : TotaL__. ------- ------- (423,668)
Average per carload .. ... - (700)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
m axinum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 625 crossties (an average
of 10 crossties per nile). Correspondence has been re-
ceived which indicates that a grain elevator at Maxwell
is planning an expansion of the facility. This firm ex-
pects to increase rail use substantially over the next few
years.

USRA studies show no fossil fuel resources in this
area.

Preliminary Recommendation

It is -zot recommended that this portion of the Spring-
field Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $423,668 or $700 per carload. Re-
covery of costs would require approximately a 365 per-
cent increase in traffic or a 220 percent rate increase
over the 1973 level&

WHITEWATER RUNNING TRACK

USRA Line no. 571a

Penn Central

4% 4-PC to Beeson
4%

'CEDAR GROVE

" /PORTION OF THE WHITEWATER
"RUNN ING TRACK, PC

4-19.0 miles

VALLEY JUCTI H

PC to Cincinnati

PC to Indianapolis and Kankakee

This portion of the Whitewater Running Track, for-
merly part of the New York Central RR, extends from
Vallky Junction, Ohio (Milepost 11.7), to Cedar Grove,
.Id. (Milepost 36.7), a distance of 19.0 miles, in Hamil-
ton County, Ohio and Dearborn, Franklin, Fayette and
Wayne Counties, Indiana. At Valley Junction, this line
connects with the PC Cincinnati-to-Kankakee Line,
and at Cedar Grove it continues to Beeson. The latter
continuation and a portion of the former line are also
under study in this Report. This line except for the
portion from Valley Junction to Dearborn County-
Franklin County boundary in Indiana was described
as potentially excess in the U.S. DOT Report (see
Zones 106 and 120).

Traffic and Operating Information
Stations (with thelr 1973 carloads) served by this line:

Valley Junction_. _.. 7
White Water....... 104
Harrison 274

Total carloads gerierated by the line--. 38
Average carloads per week ... ee........ 7.4
Average carloads per m1 .e... 20,3
Average carloads per train_ . .......... 4. 3
1973 operating information:

Number of round trips per year------ . 0
Estimated time per round trip (hours) 7
T _n.m H, # 1tl-onm. I _A

Train crew size .. .... .. . .
-~ . &tL JV

5
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Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearing conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to -the Secrdtary of Transporta-
tion's Rail Service Report." A major portion of the pro-
duction by Cincinnati, Inc. is large presses which must
move by rail.

Information for Line Retention Decision

Revenue received by .......... - $136, 325
Average revenue per carload ------------- $354

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 171,238
Cost of upgrading branch line to FRA

Class I: (1/10 of total- upgrading
cost) ------------------------------ 57,191

Cost incurred beyond the branch line .... 51,626

Total variable (avoidable) cost ----------- 280,055

Net contribution (loss) : total --------------- (143,730)
Average per carload ------------.---- (373)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Admihistration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 10,260 crossties (an average
of 540 crossties per mile). USRA evaluation of coal re-
serves show no fossil fuel resources in this area.

Preliminary Recommendation

It is not recommended that this portion of the White-
water Running Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $143,730 or $373
per carload. Recovery of costs would require approxi-
mately a 170 percent increase in traffic or a 105 percent
rate increase over the 1973 levels.

PORTION OF COLUMBUS-TO-INDIANAPOLIS

LINE

USRA Line No. 638

Penn Central

This portion of the Colurfibus-to-Indianapolis line,
formerly part of the Pennsylvania RR, extends from
New Paris, Ohio (Milepost 113.8) to, Richmond, Ind.
(Milepost 119.6), a distance of 5.8 miles, in Preble

F
I

PC to Winchester

C&O to Muncie
C to . I
ogansport I PORTION OF THE COLUMBUS

'.* / TO INDIANAPOLIS, LINE
PC to .
Indianapolis--

- .' '" '" . mie PC to Bradford
RICHMOND: mile s w r-

C&O to Cincinnti- " NEW PARIS /

\ PC /oDyo

PC Richmond Branch to--P to Dayton

Cincinnati

County, Ohio, and Wayne County, Ind. At Richmond
this line continues west to Indianapolis and at New
Paris east to Dayton. The PC line to Bradford connects
at New Paris. All of these continuations are also under
study in this Report. Connecting at Richmond is the
Chesapeake & Ohio Ry. to Cincinnati and Muncie. At
Glen the PCRichmond Branch and Newman Secondary
connect; they are also under study in this Report. This
line was not described as potentially excess in the U.S.
DOT Report (see Zones 108 and 120).

Information Provided by RSPO, Shippers, Government
Agencies

No specific -information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision
This line does not directly serve any shippers. How-

ever, it is required as an overhead line to serve Rich-
mond.

Recommendation
It is recommended that this portion of the Columbus-

to-Indianapolis Line be included in the ConRail System.

PORTION OF THE WATERLOO BRANCH

USRA Line No. 401

Penn Central

MONTGOMERY
PORTION OF THE WATERLOO j
BRANCH, PC

miles
PC to Hillsdalo
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This portion of the Waterloo Branch, formerly part
of the New York Central RR, extends from south of A-'-
gola, ITh. (Milepost 39.7), to Montgomery, Mich. (Mile-
post, 54.8), a distance of 15.1 miles, in Steuben County,
Indiana and Hillsdale and Branch Counties, Michigan.
-Continuations of. this line extend northward from
Montgomery and southward from south of Angola.
Both continuations are also under study in this Report.
PC has filed an abandonment application with the ICC
Docket No. AB-5 Sub-193, 194. This line was described
as p6tentially excess in the U.S. DOT Report (see Zones
11Sand150).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ray - 0
Fremont ------------------------ ::... --- ---- 49
Angola.----- 209

Total carloads generated by the line ------ .----- 258
-Average carloads per week.---------------------- 5.0
Average carloads per mile .....------- 17.1
Average carloads per train -------- ------------ 2'6
1973 operating information:

Number of round trips per year ------- ------------- 100
Estimated time per round trip (hours) ------------- 6.0

Train crew size -------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the iRail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretar
of Transportation's Rail Service Report" indicated that
the Steuben County Farm Bureau Coop. Association is
the largest shipper on the line with 84 carloads in 1973.
The Coop. expressed concern that its future use of rail-
road land would be jeopardized. The Coop. has-a lease
for railroad land at an annual cost of $4,000. The North-
er Indiana Public Service Co. stated its concern for
shipment of 54 ton transformers to and from Angola.
Some witnesses suggested that the N&W take over this
line by establishing a connection at Steubenville, three
miles south of PleasantLake..Some of the traffic data
for this line segment will be reported in Table 4 of the
RSPO Michigan Report. For example, Angola Lumber
Co. is reported as shipping 36 to 40 cars, all of which
are presumed as generated at Angola, Ind., as are Moore
Business Form's 48 carloads. Major shippers at Mont-
gomery, Michigan who testified at the Hearings are
Camden Basket Co. (60 cars), and Watson Trading Co.
(195 cars). The Governor's Rail Task Force in Indiana
found that this line's operation resulted in an estimated
loss of $3,805 between'Ray and Pleasant Lake, Indiana.
Rehabilitation costs are estimated at $308,000 between
these two Indiana points. The Task Force concluded

that by dropping service to Pleasant Lake, the line could
have a profitable operation of $24,372 pdr year between
Angola and the State line. Abandonment of the line
was expected to result in the loss of 45 jobs.

Information for Line Retention Deision
Revenue received by PC
Average revenue per carload 160

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line._-._ 140,009
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 37,617
Cost Incurred beyond the branch line--- 35,282

Total variable (avoidable) cost__._

Net contribution (loss) : totaL
Average per carload-

$67,152

212, 9(68

(14A,756)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a.
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 7,550 crossties (an average of
500 crossties per mile).

Preliminary Recommendation

It is vot recommended that this portion of the Water-
loo Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual ezcess financial
burden amounting to $145,756 or $363 per carload.
Recovery of costs would requireapproximately an eight-
fold increase in traffic or a 230 percent rate increase
over the 1973 levels.

PORTION OF CHICAGO TO DETROIT LINE

USRA Line No. 467

Penn Central

/-C&0 t. G¢ d Ra.ds

2L3 miles . ~ BUCHAN

Mop. &-65= .CT PO~t0NOFOCWAGW- PCbtiHJ=d
S=t, Bt4 RR '. -- oEr.OIT 4E. PC M-peti

... " .:" ".. .... , C&O t2 LaCae

PC R r ' b " - Sut% end

C9o t2 Pcda
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This portion of the Chicago to Detroit Line, formerly
part of the New York Central RR, extends from
Buchanan, Michigan (Milepost 199.5) to Michigan
City, Th1. (Milepost 228.0), a distance of 28.5 miles,
in Berrien County, Michigan and La Porte County,
Indiana. At Buchanan, Mich., this line continues east-
ward to Niles and Detroit, and at Michigan City, In-
diana west towards Chicago. The Line eastward from
Buchanan, Mich. is also under study. Connections with
other railroads include the Chesapeake & Ohio at New
Buffalo and Michigan City. Also at Michigan City,
connections are made with the Chicago, South Shore &
South Bend RR, the Louisville & Nashville RR and the
N&W Ry. This line was not described as potentially
excess in the U.S. DOT Report (see Zones 128 and 149).

Traffic and Operating Information

$tations (with their 1973 carloads) served by this line:
Galien ----------------------------------------- 7
Three Oaks --------------------------------------- 9
Buchanan1 ------- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  311

Total carloads geherated by the line ---------- 327
Average carloads per week ------------------------ 6.2
Average carloads per mile --------------------------- 11.4
Average carloads per train --------------------------- 1.3
1973 operating Information:

Number of round trips per year ------------------- 240
Estimated time per round trip (hours) --------------- 3
Locomotive horsepower ------------------------ 2,000
Train crew size ----------------------------------- 5
'Includes only traffic on segment.

Information Provided by RSPO, Shippersi Government
Agencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Serv-
ices Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Amtrak and the State of Michigan both are con-
cerned about the future of passenger service over this
line between Chicago and Detroit, and Chicago and
Port Huron. USRA staff has discussed, with both the
State and Amtrak, the possibility that either entity ma
wish to acquire" or lease this portion of track as
provided for in the Regional Rail Reorganization Act.

Information for Line Retention Decision

Data errors preclude complete analysis prior to the
preliminary system plan.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

The traffic generated at Niles will be served by USRA
segment 637.

Preliminary Recommendation

It does not appear, based on revenue and carloads
per mile, that this line segment is financially self-sus-
taining. Analysis will be completed within 2 weeks.

PORTION OF THE SOUTH BEND SECONDARY
TRACK

USRA Line No. 637

Penn Central

PC to Benton Harbor

PC to Chicago

PC to Detroit

NILES

PORTION OF SOUTH BEND
7.1 Iles SECONDARY TRACK, PC

e - GTW to Port Huron
I Webster

Chicago, South Shore & .C.
South Bend tooChicago

........... 
... sha

PC oto ho OUTH BEND
Pto o .. PC to Nutwood

GT1Y to Chicago
Olivers

New Jrsey, Indiana
PC to Kankakee & Illinois RR to Pine

This portion of the South Bend Secondary Track,
formerly part of the New York Central RR, extends
from Niles, Mich. (Milepost 27.6) to South Bend, Ind.
(Milepost 34.7), a distance of 7.1 miles, in St. Joseph
County, Ind. and Berrien County, Mich. At Niles this
line connects with the PC Benton Harbor Secondary
Track and the PC Chicago-to-Detroit line. At South
Rend this line connects with the PC Kankakee Branch,
the PC Chicago-to-Buffalo line, the Grand Trunk West-
eifn Chicago-Lansing line, the Chicago South Shore &
South Bend RR to Chicago, and the New Jersey, Indi-
ana & Illinois RR to the Norfolk & Western line at

S
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Pine, Ind. The PC Benton Harbor Secondary Track, a
porti6n of the PC Kankakee Branch, and a portion of
the PC Chicago-to-Detroit line, are also under study
in this Report. This line was described as potentially
excessin the U.S. DOT Report (see Zones 129 and 149).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:
- Niles ---- ------------- 637

Notre Dame ...------- ---------------- -_ 744
Bertrand -------------------------------------- 27

Total carloads generated by the line -------------- 1,408
Average carloads per week ----------------------- 27.1
Average carloads per mile ------------- ------ S. 3
Average carloads per train ----------------------- - '5. 1
1973 operating information:

Number of round trips per year.......275
Estimated time per round trip (hours) 2
Locomotive horsepower--------- -.----- - 2,000
Train crew size..... 5

Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information .provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this is part, of a link for through-route shipments be-
tween the large freight yard at Elkhart, Indiana, and
Michigan City, Indiana, which handled 84 cars in 1972,
and 111 cars in 1973 for pulpwood into this plant; only
28% of outbound shipments go this way because of box
car shortages. According to Notre Dame, they reserve
1,000 cars of coal a year, but it understands that rail
access to Notre Dame is to be retained under DOT plans.
Notre Dame said that absence of rail access for coal
would cost the University some $300,000 in excess of
its present price. The Governor's Task force recom-
mended keeping rail access to Notre Dame.

Information for Line Retention Decision
Revenue received by P -- $458, 726
Average revenue per carload ...--------------- $323

Variable (avoidable) cost of continued sere-
ice: J

Cost incurred on the branch line ..--------- 83,430
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ...... 0.
Cost incurred beyond the branch line ..-.. 310,581

Total variable (avoidable) cost--- .........-- 394,011

Net contribution (loss) : total -------------------- 4,715
Average per carload____ .... 46

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the South Bend
Secondary Track be included in the ConRail System.

PORTION OF THE LOUISVILLE BRANCH

USRA Line No. 620/620a/620b

Penn Central
PC Shelbyville Secondar -

Secondary Track to
Flat Rack

PC to Indianapolis PC C b adisoI / PCColumbus-Madisan

,Secondary Track
Milwaukee Road COLUMBUS 1(outofService)

to Terre Haute ,II

B&O to Cincinnati

B&O to St. Louis r o;eymour

PORTION OF LOUISVILLE
BRANCH. PC

L&N to Chicago

Sou. to East %J
St. Louis, . .

1
70.7 miles

I t
B&O to North Vernon.41

New Albany Je...Jeffersonville

Kentucky & Indiana
Terminal RR LOUISVILLE

This portion of the Louisville Branch, formerly part
of the Pennsylvania RR, extends from (olumbwu, hid.
(Milepost 40.5), to Louis=7e, Ky. (Milepost 111.2), a
distance of 70.T mn&es, in Bartholomew, Jackson, Scott,"
and Clark Counties, Ind. and Jefferson County, Ky. At
Columbus, this line continues on to Indianapolis. It also
connects with the Shelbyville Secondary Track and. the
Columbus-Madison Secondary Track at Columbus.
Both the Shelbyville Secondary and. the Columbus-
Madison Secondary Tracks are under study in this
Report. Other connections include the B&O St. Louis-
Cincinnati line and the Milwaukee Road line from
Terre Haute at Seymour. The B&O also crosses the
Penn Central at Boyd. Connections are also made with a
nuniber of major railroads at Louisville. This line, ex-
cept for the portion from Austin to Columbus and from
Speed, Ind. to Louisville, Ky., was described as -poten-
tially excess in the U.S. DOT Report (see zones 121 and
205).

Information Providedc by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted. by
the Rail Services Planning Office as reflected in their
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reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Mayor Blake L. Burns of the City of Scottsburg said
the city has spent a considerable sum of money in public
improvements to attract industries. An industrial com-
plex is planned, but lack of rail servi~e would hinder
any future development. Another industrial complex is
located at Seymour, and discontinuance of rail service
would have a severe effect on the community's economy
and future growth.

A number of firms submitted testimony indicating
their need for large numbers of cars and their need for
increased cars in the future.

The Governor's Rail Task Force noted that Penn
Central earned $1,388,771 in freight revenues in 1973

as opposed to $259,233 in branch costs equaling an esti.
mated profit of $1,129,530.

In 1973, 6,332 carloads or 92 carloads per mile were
shipped. The Task Force maintains that the volume of
traffic and revenues on this line are considerable. The
State recommends retention of service on this line.

The carrier line patron sheets list 38 shippers on this
line.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation
It is recommended that this portion of the Louisville

Branch be included in the ConRail System.

AOC
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MARYLAND

Intrastate

PC

USRA Terminals
line number

148 gassey to Centreville
149 Massey to Chestertown
150 Queen Anne to Denton
151 Queen Anne to Queenstown
152 Hurlock to Preston
153 Hurlock to Vienna
156 Salisbury to East of Salisbury
163 Kings Creekto Crisfield
676 Salisbury to Hebron

Interstate

Maryland

198
204a

to Delaware (these lines are discussed under
Delaware)

Massey, Md. to Townsend, Del.
Snow Hill, Md. to Indian River, Del.
Cambridge, Md. to Seaford, Del.
Easton, Md. to Clayton, Del.

Maryland to Pennsylvania

North of Frederick, Md., to Spring Grove, Pa.
Hagerstown, Md. to Chambersburg, Pa,

Maryland to Virginia

Pokomoke, Md. to Cape Charles, Va.

Maryland to West Virginia and Virginia

Hagerstown, Md. to Wmchester, Va.

PORTION OF CENTREVILLE SECONDARY TRACK

USRA Line No. 148

Penn Central
Chestertown
Secondary Track,

PC
Chesterto -. MASSEY 4-PCto

TownsendPORTION OF" " Tn
CENTREVILLE "J/
SECON DARY' 25.9 miles
TRACK, PC

CENTREVILLE

This portion of the Centreville Secondary Track, for-
merly part of the Pennsylvania RR, extends from Mas-
sey (Milepost 9.2) to Centremfle, Md. (Milepos 35.1),
a distance of &.9 miTes, in Kent and Queen Annes Coun-
ties, Md. At Massey, this line continues toward Town-
send, Del. where it connects with the PC Delmarva
Branch. At this point, it also connects with the PC
Chestertown Secondary Track, which is also under
study in this Report. In November 1972, the PC ap-
plied to the ICC for permission to abandon the line,
Docket No. AB-5, Sub. 197. No final action has been
taken on this application. This line was described. as
potentially excess in the U.S. DOT Report (see Zone
86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Mllllngton 10
Sudlersville 2
Barclay -1.

Price 2
Centreville --- ---- 68
Roberts 0

Total carloads generated by the linee 91
Average carloads per week- _. _1.8
Average carloads per mile-_. 3.5
Average carloads per train... 1.2
1973 operating Information:

Number of round trips per year ........... 75
Estimated time per round trip (hours) 9
Locomotive horsepower--- 1,200
Train crew size_..... 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted
by the Rail Services Planning Office as reflected in
their reports entitled "The Public Response to the Sec-
retary of Transportations Rail Service Report" indi-
cated that the Tidewater Publishing Company of Cen-
treville, which received 250 carloads of paper in 1973,
feels that the rising cost of transferring to motor car-
rier might jeopardize their ability to compete and force
them to close. The Delmarva Sash & Door Co. (100
carloads per annum) might be forced to relocate and
thereby cause unemployment in this area. Letter to
John Ingram (FRA) concerning this branch concludes
that: Penn Central has not maintained-the line; operat-
ing costs have doubled due'to substandard track; car
movements aLre 10-205 behind shipper expectations;
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and a new company (Soybeans & Chickens) will be
opening on this line. USRA staff has not been able to
confirm the 250 carloads of paper reported by RSPO.

Information for Line Retention Decision

Revenue received by P C --------------------- $34, 718
Average revenue per carload ------------- $32

Variable (avoidable) cost of continued service:
Cost incurred on the branch line ---- 206,540
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 27, 585
Cost Incurred beyond the branch line_-- 24,819

Total variable (avoidable) cost ----------- 258,994

Net contribution (loss) : Total -------------------- (224,226)
Average per carload ---------------- (2,464)

Available information indicates that this line requires
a total of 3,880 ties (an average of 149 ties per mile) to
meet the requirements of the Federal Railroad Admin-
istration's minimum safety standards (Class I track,
which has a maximum safe operating speed' of 10
m.p.h.).

Preliminary Recommendation

It is wt recommended that this portion of the Centre-
ville Secondary Track be included in the ConRail Sfs-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $224,226 or $2,464
per carload. Recovery of costs would require approxi-
mately a twenty-two-fold increase in traffic or a 645 per
cent rate increase over the 1973 levels. During 1973,
normal service to the Delmarva Peninsula was inter-
rupted by damage to the C&D Canal bridge and by -
'reduced float service due to the drydocking of the float.
This may have had an adverse ini'pact on the rail traffic
generated in the area, but NOT substantially enough to
affect the recommendation.

CHESTERTOWN SECONDARY TRACK

USRA Line No. 149

Penn Central

CHESTERTOWN
SECONDARY
TRACK, PC7P

CHESTERTOWN T PC to Townsend

_n2. i~e-4n- MA SS EY
Centreville -4 /
Secondary Track,/
PC c entrevile -

The Chestertown Secondary Track, formerly part of
the Pennsylvania RR, extends from Massey (Milepost
0.0) to Chestertown, Md. (Milepost 20.2), a distance of
0.2 miles, in Kent County, Md. At Massey, this line

connects with the Centreville Secondary Track, also
under study in this Report. This line was described as
potentially excess in the U.S. DOT Report (see Zone
86).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Massey ------------------------------------- 12
Kennedyville. ----------------------------- 47
Still Pond ---------------------------------- 11
Lynch -------------------------------------- 52
Cheastertown -------------------------------- 209

Total carloads generated by the line ------------ 421
Average carloads per week --------------------- 8.1
Average carloads per mile ---------------.--- 20.8
Average carloads per train --------------------- 5.8
1973 operating information:

Number of round trips per year ---------------------- 75
Estimated time per round trip (hours) ------------ 8,5
Locomotive horsepower ----------------------------- 1,200

Train crew size ---------- --------------------------- 4
Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by the P.M.
Brooks & Son, Inc. of Chestertown (53 carloads per
annum, with a '74 projection of 130 carloads) ifidicated
that converting to truck carriers would raise the cost
of fertilizer by $4-5 per ton. A letter in behalf of Ten-
neco Chemicals estimates this company's business to in-
crease in 1975 to 325 carloads to be received and 220 car-
loads to be shipped. Loss of rail service would hinder the
company's competitive ability.

information for Line Retention Decision
Revenue received by PC ------------------------ $260, 797
Average revenue per carload ------------- $635

Variable (avoidable) cost of continued
service:

Cost incurred on the 'branch line ----- 177, 891
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-- 40,461
Cost incurred beyond the branch line .... 160, 009

Total variable (avoidable) cost ----------- 3 78, 961

Net contribution (loss) : Total --------------------- (112,164)
Average per carload.------------.. .--- (267)

This line would not require upgrading to meet th re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).
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Preliminary Recommendation

Although the preliminary recommendation is that

the Chestertown Secondary Track not be included in the
ConRail System, the possibility of imnediately increas-

ing revenue must be explored before a final recommen-
dation dan be made. Without immediately increasing

reyenue, continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue 'andcost levels, this line generates an annual
excess financial burden amounting to $112,164 or $267
per carload. Recovery of costs would require approxi-
niately a 100 percent increase in traffic or a 40 percent

rate increase over -the 1973 levels. During 1973, normal
service to the Dehnarva Peninsula was interrupted by
damage to the C&D Canal bridge and by reduced float

service due to the drydocking of the float. This may
have had an adverse impact on the rail traffic generated
in the area, but NOT substantially enough to affect
the recommendation.

PORTION OF DENTON TRACK

USRA Line No. 150

Penn Central

-PC to
Queenstown Oxford Secondary

Track, PC

QUEEN ANNE PORTION OF
DENTON TRACK,

1,1 PCz
. ./1 8.4miles

Oxford Secondary DENTON
Track, PC

This portion of the Denton Track, formerly part of
the Pennsylvania RR, extends from Queen Anne (Afile-
post 0.0) to Denton, Mi. (Milepost 8.4), a distance of
8.4 mi, in Queen Annes and Caroline Counties, Aid.
At Queen Anne, this line connects with the Oxford
Secondary Track and with its own continuation to
Queenstown. Both of-these lines are also under study in
thig report. In June 19737 application was made to the
ICC to abandon this line. (Docket No. AB-5, Sub. 177).
No final action has been taken. This line was described
as potentially excess in the U.S. DOT Report (see Zone
86).

Traffi- and Operating Information

Stations (with their 1973 carloads) served by this line:
-Iflsboro ----------------- -- - 14
Denton 164

Total carloads generated by the line-.--- 178
Average carloads-per week -_ ................ 3.4

Average carloads per mile- 2L.2
Average carloads per train- 3.6
1973 operating information:

Number of round trips per year- -..- 50
Estimated time per round trip (hours) 3
Locomotive horsepower -- ........ 1,200
Train crew size.... ... _4

Information Provided by RSPO, Shippers, Government

Agoncies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
curtailment of rail service would force a, shift to the
use of motor carriers with a resulting impact on the
firms' competitive ability or would cause plant closings
and relocation.

information for Line Retention Decision

Revenue received by P C__ $60,187
Average revenue per carload __$338

Varlabl (avoidable) cost of continued service:
Cost incurred on the branch une-...... 71, 358
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-- 9,302
Cost incurred beyond the branch line..- 45,496

Total variable (avoidable) cost126,156

Net contribution (loss) : total - (65,969)
Average lr crd (371),

Available information indicates that this line requires
a total of 450 ties (an average of 53 ties per mile) to
meet the requirements of the Federal Railroad Admin-
istration's minimum safety standards (Class I track
which has a maximum safe operating, speed of 10
m.p.h.).

Data provided at the RSPO hearings indicated that
the traffic levels on this line can be expected to increase.
However, recovery of costs would require approxi-
mately 1,000 carloads per year.

Preliminary Recommendation

It is ot recommended that this portion of the Den-
ton Track be included in the ConRail System. Contin-
ued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels this line generates an annual excess financial
burden amounting to $65,969 or $371 per carload. Re-
covefy of costs would require approximately a four-fold
increase in traffic or a 110 per cent rate increase over
the 1973 levels. During 1973, normal service to the
Delmarva Peninsula was interrupted by damage to the
C&D Canal bridge and by reduced float service due to
the drydocking of the float. This may have had an
adverse impact on the rail traffio generated in the area,
but NOT substantially enough to affect the recom-
mendation.
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PORTION OF THE DENTON TRACK
I

USRA Line No. 151

Penn Central

/ flyVn.d

A/ /4 Seconda
,U T ./ Track, P

QU EENSTOWN~ e-/

>' QUEEN ANNE
PORTION OF-' --- -
DENTON / PCto -0
TRACK. PC / Denton-- 1  Denton/

It
C

This portion of the Denton Track extends from Queen
Anne (Milepost 0.0) to Queenstovwn, Md. (Milepost
12.4), a distance of 12.4 miles, in Queen Annes County,
Md. At Queen Anne, this line connects'with the Oxford
Secondary Track and with its own continuation to Den-
ton; both lines are also under study in this report. In
June 1973, application was made to the ICC for per-
mission to abandon this line. (Docket No. AB-5, Sub.
No. 118). This line was described as potentially excess
in the U.S. DOT Report (see Zone 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Queenstown -------------------------------------- 38
W ye M ills ---------------------------------- ---- 15
Willoughby --------------------------------------- 0

Total carloads generated by the line -------------- 53
Average carloads per week ---------------------------- 1. 0
Average carloads per mile --- . 4.3
Average carloads per train- .-------------------------- 0.6
1973 operating information:

Number of round trips per year --------------------- 86
Esthmated time per round trip, (hours) ---------- 5---- 5
Locomotive horsepower ----- I --------------------- 1,200
Train crew.size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
curtailment of rail service would force a shift to the use
of motor carriers with a resulting impact on the firms'
competitive ability or would cause plant closing and
relocation.

Information for Line Retention Decision

Revenue received Dy PC ------------------------ 39, 388
Average revenue per carload ---------------- $743

Variable (avoidable) cost of continued service:
Cost incurred on the branch, line ------- 103,21i
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost): ------- 13, 672

Cost incurred beyond the branch line ------- 23, 603

Total variable (avoidable) cost ---.------------ 143,480

Net contribution (loss) : total --------.... ----- (104, 098)
Average per carload ---------------------- (1,004)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the
replacement of a total of 2,169 crossties (an average of
175 crossties per mile).

Data provided at the RSPO hearings indicated that
rail traffic on this line may increase somewhat in the
future. However, recovery of costs would require
an additional 300 carloads per year.

Preliminary Recommendation

It is not recommended that this portion of the Denton
Track be included in the ConRail System. Continued
operation 6f this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cogt
levels, this line generates an annual excess financial
burden amounting to $104,098 or $1,964 per carload,
Recovery of costs would-require approximately a four-
fold increase in traffic or a 264 percent rate increase over
the 1973 levels. During 1973, normal service to the Del-
marva Peninsula was interrupted by damage to the C&D
Canal bridge and by reduced float service due to the
drydocking of the float. This may have had an adverse
impact on the rail traffic generated in the area, but NOT
substantially enough to affect the recommendation.

PORTION OF THE PRESTON INDUSTRIAL TRACK

USRA Line No. 152

Penn Central

PORTION OF PRESTON
INDUSTRIAL

P T TRACK, PC

• , / ,/4- PC to Seaford

Cambvidge s % HURLOCK
Secondary IN
Track, PC ---4/ PC to Vienna

/ Vinna
/

This portion of the Preston Industrial Track extends
from Preston (Milepost 10.0), to HZurlock, Md.
(Milepost 16.2), a distance of 6.2 miles, in Dorchester
and Caroline Counties, Maryland. At Hurlock, this line
continues to Vienna, and it also connects with the Cam-
bridge Secondary Track. Both of these lines are also
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under itudy in this report. This line was described as
potentially excess in the U.S. DOT Report (see Zone
86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Preston 282
Hurlock1  44

Total carloads generated by the line-----------326
Average carloads pei week---------------------- 6.3
Average carloads per mile ----- ....--------------- 2.8
Average carloads per train ----------------------- .4
1973 operating information:

Number of round trips per year ----- --------- 60
Estimated time per round trip (hours) ------------- 3.0
Locomotive horsepower ------------ 1,200
Train crew size _ : ...... -..----............... 4

Includes only tiaffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" expressed con-
cern, especially by the Preston Planning and Zoning
Commission, about the impact of the loss of rail serv-
ice 6n the growth of th community. This sentiment was
also expressed by the Dorchester County Commission
who also accused PC of intentionally downgrading the
line. All of the shippers who testified about this branch
feared the costs of shiftifig to trucks. -Nagal Farm Serv-
ice stated that present rail costs on its rail freight are
about $1.56 per ton, but that truck costs would jump
to a radge of $8.50-10.00 per ton.

Information for Line Retention Decision

Revenue received by PC
Average revenue per carload --............ $419

$136,730

Variable (avoidable) cost of continued
*service:

Copt incurred on the branch line ------- 62, 704
Cost of upgrading branch line to FRA

Class 1 (1/10 of total upgrading cost).. 16, 715
Cost incurred beyond the branch line---- 103, 042

Total variable (avoidable) cost- .....-...-- 182,461

,Net contribution (loss) : totaL -------- (45,731)
Average per carload -----------.. (140)

This line would -require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a. t6talof 3,307 crossties (an average
of 533 crosstiss permile).

Preliminary Recommendation
It is not recommended that this portion of the Preston

Industrial Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an.annual excess fi-
nancial burden amounting to $45,731 or $140 per car-
load. Recovery of costs would require approximately
a 130 percent increase in traffic or a 30 percent; rate
increase over the 1973 levels. During 1973, normal serv-
ice to the Delmarva. Peninsula was interrupted by dam-
age to the C&D Canal bridge and by reduced float
service due to the drydocking of the float. This may
have had an adverse impact on the rail traffic generated
in the area, but NOT substantially enough to affect the
recommendation. a

PRESTON INDUSTRIAL, TRACK"

USRA Line No. 153

Penn Central

Preston ," PC to

Q, 4.Preston
/4-PC to Seaford

, o/ ,-PORTIONOF
HURLOCK> PRESTON

, *"NDUSTRIAL
S TRACK, PC

CambrdgeN t

Secondary
Track, PC VIENNA

This portion of the Preston Industrial Track, extends
from HurZock (Milepost 16.2) to T i'nna, Md. (Mlepost
26.9), a distance of 10.7 miles, in Dorchester County,
Bid. At Hurlock, this line connects with the Cambridge
Secondary Track of the PC. At this point, it also con-
tinues to Preston. Both of these lines are also under
study in this Report. This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hurlock1  151
Vleina. 14

Total carloads generated by the line------ 165
Average carloads per eek ........ 3.2
Average carloads per mile ................ ti5.
Average carloads per train .... .. 3.3
1973 Operating Information:

Number of round trips per year ..... 50
Estimated time per round trip (hours). - 4.0
Locomotive horsepower ...... 1,200
Train crew size.._ 4
s Includes only haMLc on segment.
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-information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-

vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC----------------- -------- $54,243
Average revenue per carload ------------ , $329

Variable (avoidable) cost of continued
-service:

Cost incurred on the branch line .....
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)_.
Cost incurred beyond the branch line---

8?,759

28,062
32,457

Total variable (avoidable) cost --- -143,278

Net contribution (Loss) : total ------------------ (89, 035)
Average per carload --------------- (540)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I-track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 6,336 crossties (an average of
592 crossties per mile)..

Preliminary Recommendation

It is not recommended that this portion of the-Preston
Industrial Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $89,035 or $540 per car-
load. Recovery of costs would require approximately a
four-fold increase in traffic or a 165 percent rate increase
over the 1973 levels.

WILLARD SECONDARY TRACK

USRA Line No. 156

Penn Central
To Wilmington
4,

\4- Pocomoke
I Secondary"

Mardela Track, | Track Pe

PC ~~ 13.0mie
EAST OF

SALISBURY SALISBURY
1 LWILLARD

To Cape SECONDARY
Charles-4) TRACK, PC

This portion of the Willard Secondary Track extends
from Salisbury (Milepost 42.7) to East of Salisbury,
Md. (Milepost 45.7), a distance of 3.0 miles, in Wicom-
ico County, Ald. At Salisbury, this line connects with
the Pocomoke Secondary Track and the fardela Track
of the PC. The latter is also under study in this Report.
This line was described as potentially excess in the U.S.
DOT Report (seeZone 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Salisbury I ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 423

Total carldads generated by the line ------------ 423
Average carloads per week --------------------------- 8.1
Average carloads per mile-- --------- --------- 141.0
Average carloads per train ..------------------------ 4.2
1973 operating Information:

Number of round trips per year ------------------- 100
Estimated time per round trip (hours) --------------- 2.0
Locomotive horsepower ---------------------------- 1, 200
Train crew size ----------------------------------- 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that Perdue Chickens, Inc., which employs approxi-
mately 2,000 people and generates between 500 and 600
carloads per year might be faced with additional trans-
portation costs of $250,000 per year if rail service is dis-
continued. Perdue expects to ship or receive 642 car-
loads in 1974.

Information for Line Retention Decision

Revenue received by PC--------------------------
Average revenue per carload --------------- $847

Variable (avoidable) cost of continued service:
Cost incurred on the branch line --------- 42, 754
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)..- 3,992
Cost incurred beyond the branch line --- 152,748

Total variable (avoidable) cost -----------------

Net contribution (loss) : Total ...................
Average per carload ---------------------- 375

$358, 320

109,404

158,820

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 640 crossties (an average of 213
crossties per mile).
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Recommendation

It is recommended that this portion of the Willard

Secondary Track be included in the ConRail System.

CRISFIELD SECONDARY TRACK.

USRA Lfne No. 163

Penn Central

To Salisbury

Pocomoke /
Secondary \
Track, PC-%j

CRISFIELD -

SECONDARY ~, KINGS CREEK
TRACK. PC

CRISFIELD \es
To Cape

14-Charles. Va.

The Crisfield Secondary Track, formerly part of the
Pennsylvania RR, extends from Kings CroeAe. (milepost
0.0), to Crisfleld, Md. (Milepost 16.7), a distance of
16.7 'miles, in Somerset County, Ald. At Kings Creek-,
this line connects with the Pocomoke Secondary Track
of the P0.-A portion of this line is also under study in

this report. In July, 1972, the PC applied for permission
to abandon this -line (Docket No. AB-5, Sub 71). I~
final action has been taken in this application. This line
was described as potentially excess in the U.S. DOT Re-
port- (see Zone 86).

Tr affic and- Operating Information

Stations (with their 1973 carloads) served by this line:
Westover ---- - ---- ----- ----- ----------- - 3
Kingston .------------ - 2
MafrIon. --------- 8
Crisfield - - -------- - ---------------- - --- 52
Kings Creek I- --- --- - - - - - - -

----------- 153

7 ---

Total carloads generated by the line ---------- 218
Average carloads per wek-------1----42
Average carloads per ml- ..-------- 13.1
Average carloads per .5.5
1973 operating information:

Number of round trips per year--= -------- - -- --40
Estimated time per round trip (hours) -------------- 5.0
0,ocomotive horsepower --------- 1., d----- -1,200
Train crew o d 4
Incindes only sippers on this segment

Information Provided by RSPO, Shippers, Government
Agencies

1to specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled

"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PCM8,$1I8327
Average revenue per carload___ ..... 542

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch llne_---- 123, 95
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-_ 25,361
Cost incurred beyond the branch line--. 107, 733

Total variable (avoidable) cos- . 257,079

Net contribution (loss): Total----------- (138,752)
Average per carload-........ (636)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement, of a total of 4150 crossties (an average
of 248 crossties per mile).

Preliminary Recommendation

It is not recommended that the Crisfield Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $138,752 or $636 per carload. Re-
covery of costs would require approximately a thirteen-
fold increase in traffic or a, 117 percent rate increase
over the 1973 levels. During 1973, normal service to the
Delmarva Peninsula was interrupted by damage to the
C&D Canal bridge and by reduced float service due to
the drydocking of the float. This may have had an ad-
verse impact on the rail traffic generated in the area, but
NOT substantially enough t6 affect the recommendation.

MARDELA TRACK

USRA Line No. 676

Penn Central
To.Wilmington4.

| Pocomoke
Secondary

HHEBRN lkTrack, PC

I Willard Secondary
5.6 mie~ I, Track, PC

ArD'uiLA YSALISBURY
TRACK, PC I

To Cape Chades
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The Mardela Track, extends from Hebron (Milepost
35.2) to Salisbury, Md. (Milepost 40.8), a distance of
5.6 miles, in Wicomico County, Md. At Salisbury, this
line connects with the Pocomoke Secondary Track of
the PC. The latter is also under study in this Report.
This line was not described as potentially excess in the
U.S. DOT Report (see Zone 86).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Hebron ------------------------------------- 825
Salisbury -------------------............-------- 45

Total carloads generated by the line 870
Average carloads per week -----------....... ------. 16. 7
Average carloads per mile ----------.---------------- 155.4

Average carloads per train ----------- -- 7.0
1973 Operating information:

Number of round trips per year -------------------- 125
Estimated time per round trip (hours) -------------- 3. 0
Locomotive horsepower --------------- --- 1,200
Train crew size -------------------------. .-- __ 5
I Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated a
general concern for future service on this. line. The
Marvil Package Co. which originated 668 carloads and
received 1,000 carloads in 1972, stated that trucking
commodities would double present shipping costs.

Information for Line Retention Decision

Revenue received by PC--------------- -- $118, 032
Average revenue per carload --------------- $136

Variable (avoidable) cost of continued service:
Cost incurred on the branch line ---------- 80,825
Cost of upgrading branch line to F RA Class

I (1/10) of total upgrading cost) -------- -8,170
Cost incurred beyond the branch line ---- 72, 582

Total variable (avoidable) cost-........ 16t, 577

Net contribution (loss) : total ------------------- (43, 545)
Average per carload ------------------ (50)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgradingowould include
the replacement of a total of 1,350 crossties (an average
of 241 crossties per mile).

The Penn Central's C&]) Canal Bridge, which is re-
quired to serve the Delmarva Peninsula from the North,
was unserviceable between February 2 and April 21,
1973, leaving only the float operation at Cape Charles

to serve the traffic. The resulting service problem may
have artificially reduced the 1973 traffic volumes, and
more current data will be evaluated before a final rec-
ommendation is made.

Preliminary Recommbndation

Although the preliminary recommendation is that
the Mardela Track not be included in the ConRail Sys-
tem, the possibility of immediately increasing revenue
must be explored before a final recommendation can
be made. Without immediately increasing revenue, con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $43,545 or $50 per carload. Re-
covery of costs would require approximately a 90 per-
cent increase in traffic or a 40.percent rate increase over
the 1973 levels. -Costs may also be reduced by reducing
frequency, although this alone will not make the line
viable. During 1973, normal servich to the Delmarva
Peninsula was interrupted by damage to the C&D Canal
bridge and by reduced float service due to the drydock-
ing of the float. This may have had an adverse impact
on the rail traffic generated in the area, but NOT sub-
stantially enough to affect the recommendation.

PORTION OF THE FREDERICK SECONDARY TRACK

-USRA Line No. 198

Penn Central

WM to York

: PC to York

PORTION OF THE FREDERICK
SECONDARY TRACK. PC SPRING GROVE

WM to Hagerstown --.-

. M to Baltimore0 .u..
NORTH OF 413mie Porters %

FRED ERICK

PC to Frederick

This portion of the Frederick Secondary Track,
formerly part of the Pennsylvania RR, extends from
Spring Grove, Pa. (Milepost 23.9), to North of Fred-
eric , M. (Milepost 65.2), a distance of 41.3 miles, in
York County, Pennsylvania, and Carroll and Frederick
Counties, Md. Continuations of this line extend south-
ward to Frederick and northward from Spring Grove
to York. Connections with the Western Maryland are

.'made at Hanover and Spring Grove. These connecting
lines extend to Hagerstown, York and Baltimore. The

AOA
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continuation to Frederick is also under study in. this
Report. This line was described as potentially excess
in the U.S. DOT Report (see Zones 93 and 88).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Spring Grove -----

Hanover - .- ---------- -------

Sell •- - --
Littlestown

Taneytown
Keymar

Lpgore ------

Woodsboro -

Walkersville ----
ir, rfp-boL

1, 69
1,500

50
405
90
33
1

136
240

1

Total carloads generated by the line- .......... 4,125
Average carloads per week .. ----------------------- 79.3
Average carloads per mile ... ---------------------- 99.9
Average carloads per train .--------- --------------- 15.0
1973 operating information:

Number of round trips per year -------------------- 260
Estimated time per round htip (hours) -------------- 10. 0
Locomotive horsepower - - 0-------- 3,500
Train crew size . ...--.----- -------------- 4.0

Information Provided by RSPO, Shippers, Government
Agencies

Informatio. provided at the hearings conducted by
the Rail Services Planning Office as reflected in teir
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Allis-Chalmers Corp. (steel, turbines) estimated 375
carloads in 1973 and that if it were forced to discontinue
production of turbines, it would have to terminate 865
jobs. Jiffy Mifg. Co. estimated 93 carloads in 1973 and
without rail service would be forced to close. P. H. Glat-
felter estimated 6,962 carloads in 1973. United Cabinet
began operation April 1, 1974, from an expanded facil-
ity, and estimated 311 carloads in 1973, projected 600
carloads in 1974.

Cheintron Corp. estimated 386 carloads in 1973. How-
ever, in testimony at Chicago by Tad K. Walters, Chem-
tron, indicated the Hanover plant had no outbound rail
shipments because of unavailability of cars, long delays
in transit, and damage to shipments. Common and
contract carriers were used instead. Testifying at Balti-
more, Frank Stevens, Clorex Co., served by the B&O at
Frederick, which moves over the PC line, states this
facility used 100 tank cars inbound annually and 25
box cayrs annually.

Information for Line Retention Decision

Revenue received by PC -------------------- $1, 138,877

Average revenue per carload.. -------------- 276

Variable (avoidable) cost of continued
service:

Cost incured on the branch line ------- 565,33

Cost of upgrading branch line to FRA
Class I (1/10 of total upgrading cost)_ 79.800

Cost Incurred beyond the branch line-.._ 835, 896

Total variable (avoidable) cost- ... 1,481,019

Net contribution (loss) : Total_ ....... (342,142)
Average per carload .......... .. (83)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 14,376 erossties (an
average of 3,8.1 crossties per mile).

Littlestown developers stated they are planning an
industrial park in the next 2-3 years.

Although service to the entire line generates a loss,
service to the line from milepost 23.9 to milepost 33.0
(serving shippers at Spring Grove and Hanover who
generated 3,169 carloads in* 1973) would generate
$790,364 in revenue and $761,301 in costs with a result-
ing net contribution of $29,063 or $9 per carload.

Recommendation
It is recommended that the portion of the Frederick

Secondary Track between milepost 23.9 and milepost
33.0 be included in the ConRail System.

Preliminary Recommendation

It is ot recommended that the pdrtion of the
Frederick Secondary Track between milepost 33.0 and
milepost 65.2 be included in the ConRail System. Con-
tinued operation of this line would require -a rail service

.continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $371,205 or $388 per carload.
Recovery of costs would require approximately a six-
fold increase in traffic or a 105 percent rate increase
over the 1973 levels.

PORTION OF THE CUMBERLAND -VALLEY

BRANCH

USRA Line No. 204a

Penn Central

This portion of the Cumberland Valley Branch, for-
merly part of the Pennsylvania RR, extends from
07hambershurg, Pa. (MIilepost 51.6) to Hagerstoim, M1Id.
(Milepost 74.8), a distance of 232 imi7es, in Franklin
County, Pennsylvania, and Washington County, Mary-
land. A continuation of this line extends northward
from Chambersburg, and is also under study in this
Rport. At Hagerstown this line connects with the
Western Maryland BaltimoreElkins line, the Norfolk
& Western line to Roanoke, Va., the Western Maryland



SPC to
Harrisburg

*/4
/ Waynesboro

CHAMBERSBURG Secondary
, Track, PC

Mercersburg
Secondary Track, PC

PORTION OF CUMBERLAND
VALLEY BRANCH, PC Marion *.

WM to Elkins W. Va. 23.2 miles* Hagerstown-
"" Shippensburg

P•to * line,WM

P-HAGERSTOWN
Winchester, Va. -*."

N&W line to,-- /

Roanoke, Va. / WM to Baltimore

B&O to Brunswick

line to Shippensburg, and the Baltimore & Ohio to
Brunswick. Other connections are the PC Winchester
Secondary Track at Hagerstown, the PC Afercersburg
Secondary Track at MAarion, the Waynesboro Secondary
Track aiid the Western Maryland Ilagerstown-Ship-
pensburg Branch at Chambersburg. The last three PC
lines mentioned are also under study in this Report.
This line was not described as potentially excess in the
17.S. I)OT Report (see Zones 80 and 88).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Greencastle ---------------------------------- 4, 647
Maugansville ------------------------------------ 206

Hagerstown - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 6,919
)Maron -------------------------------------- 3,869
Chambersburg --------------------------------- 136

Total carloads generated by the line ---------- 15, 777
Average.carloads per week --------------------------- 303.4
Average carloads per mile ------------------------ 68b. 0
Average carloads per train ------------------------- 43.8

1973 operating information:
Number of round trips per year -------------------- 360
Estimated time per round trip (hours) --------------- 12-
Locomotive horsepower ------------------------- 000
Train crew size ------------------------ --------- 4

1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Iiformation provided at the hearings conducted by
the Rail Services Plannilng Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that specific information was given ornly for the ex-
tension of this line between Chambersburg and Harris-

burg. The Borough of Chambersburg recommended
that the Western Maryland Railroad serve the com-
munity over the PC right-of-way. This would enable
the community to solve a serious grade-crossing prob.
leln since the PC right-of-way is elevated while the
Western Maryland is at street level.

Information for Line Retention Decision

Revenue received by 3C ------------------ $7,038, 800
Average revenue per carload ----------- $446

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-.- 759, 676
Cost of upgrading, branch line to FPRA

Class I (1/10 of total upgrading
cost) ---------------------------- 0

Cost incurred beyond the branch line-- 4, 694, 643

Total variable (avoidable) cost ----------- 5, 4 14, 319

Net contribution (loss) total -------------- 1, 81, 571
Average per carload ------------------- 100

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum 9afe operating speed of 10 m.p.h.).

Recommendation

It is recommended that this portion of the Cumber-
land Valley Branch be included in the ConRail System.
While ConRail will provide service to all the stations
and industries on this line segment, there is a parallel
line. Segments of the Cumberland Valley branch line
not required to serve customers may be removed.

PORTION OF THE POCOMOKE SECONDARY

TRACK

USRA Line No. 166

Penn Central
PC to Delmar

POCOMOKE

PORTION OF
POCOMOKE 63.5 miles
SECONDARY -i
TRACK, PC

CAPE CHARLES

AQA
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This portion of the 'Pocomoke Secondary Track,
formerly part of the Pemnsylvania RR, extends from
Pocomoke, Md. (Milepost 31.5) to Cape Chares, 17a.

(Milepost 95.0), a.distance of 63.6 wi1e, in Worcester
-Comity, Maryland and Accomack and Northampton
Counties, Virginia. At Pocomoke this line continues
north to Delmar. At Cape Charles the line connects
withithe PC Cape Charles freight-car ferry to Norfolk,
Va. The latterline is also under study in this Report.
This line was described as potentially excess in the U.S.
DOT Report (see Zones 86 and 182).

Traffic cind Operating Information

,Stations (with their 1973 carloads) served by this line:
New Church ----------------------------- --------- 19
Lecato . - - - --- --- - - -- - - - - - ----- - 305

Makemie Park .-------------- --------------- 55
Oak Rau - .------------ 7 -----------.- ,-------------
Hallwood - ----------------------- 138
Mears - ------------- 2

Cherion------------ ----------------------- 30Cheriton - - ------ 369

Bay View ------------------------------------ 42
Bloxom _ ---------------- 13
Hopeton -------------------- 32
Parksley --....-----.....- ------------------------ 131
Green Bush ---------------------- 165
Tasley ------ --------------------- 207
Onley ------------------------ 380
Cape Charles ---------------------------------- 14
Melfa --------------------------------------- 10
Keller -------------------------- 84
Painter --------------------------------------- so
Belle Haven -......-...------ ......--------- 148
Exmore ---------- 279
Nassawadox 18
Chesapeake- 4
Wierwood ------------------------------------- 24
-Birdsnest--------- 21
Machipongo 83
Kendall Grove .... ---------------.------------ 1,413
Eastville so
Simpkins ------------------------------------- 7

Total carloads generated by the line -- -........5,494
Average carloads per week--------------- ------ 105. 7
Average carloads per mile .....---------- -------- 80.5
Average carloads per train_ ...------------------------ '72 5
1973 operating information:

Number of round trips per year --------------------- 200
Estimated time per round trip (hours) 11
Locomotive horsepower --------.......--------- 2,000
Train crew size ... ----------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided. at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled-"The Public Response to the Secretary
of Transportation's Rail Service Report" .indicated"

.hat Bayshore Concrete Products Corp. believes shift to
motor carrier would result in a yearly cost increase of
$60,000. Congressman Thomas N. Doirning of the First

District of Virginia noted that liquid fertilizer may not
be brought by t ruck through the Chesapeake Bay Bridge

Tunnel. Brown & Root, Inc., estimated 59- carloads in
1973 and estimated 652 carloads in 1974. This firm re-
cently purchased land for a new factory on this line.
The Association of Virginia Potato and Vegetable
Growers estimated 4,900 carloads in 1973. Byrd Foods
Inc. at Parksley estimated 50 originating carloads in
1973 but could generate 220 cars yearly if they had
better service. Lance J. Eller, Inc., shifteg. from 100
percent reliance on rail service in 1972 to 63 percent. in
1973. This company estimated 846 carloads in 1972 com-
pared with 238 in 1973.

A. R. Lupcho, Jr., Campbell Soup, reported this line
carries 300 carloads of frozen foods per year and
projects 400 carloads. If Cape Charles Ferry route is
abandoned, shipments would move 210 additional rail
miles.

Robert Wilkins, Northern Propane Gas Co., Princess
Anne, Md., stated 23 tank cars delivered 700,000 gal-
lons of LP-gas to this plant and projects 63 tank cars
in1974.

C. Brooks Nagel, Nagel Farm Service, stated they
recei 'ed 82 carloads in 1973 from Portsmouth over the
ferry and projects 300 carloads.

John William Eder, Jr., Zapata Haynie Corp., stated
they shipped 333 rail cars in 1973 through PC yard at
Cape Charles.

Information for Line Retention Decision

Revenue received by PC $1,432 698
Average revenue per carload-. $261

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line--.... 681,435
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 64, 643

Cost Incurred beyond the branch line-- 992,173

Total variable (avoidable) cost- 1, 38, 251

Net contribution (loss): total... -...... , (305, 553)
Average per carload-- (56)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p-h.). Based on
available information, this upgrading would include the
replacement of a total of 6,500 crossties (an average of
102 crossties per mile).

This analysis exeludes the revenues and costs associ-
ated with the traffic using the float operation. There are
alternative through routes for routing the overhead
traffie using the car float. A detailed analysis of the float
operation is contained in Volume II, Chapter 18.
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Preliminary Recommendation

It is not recommended that this portion of the Poco-

moke Secondary Track be included in the ConRail Sys-

tem. Continued operation of this line would require a

rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $305,553 or $56
per carload. Recovery of costs would require approxi-
mately a 70 percent increase in traffic or a 20 percent
rate increase over the 1D73 levels. Costs may also be
reduced by reducing frequency, although this alone
will not make the line viable. During 1973, normal serv-
ice to the Delmarva Peninsula was interrupted by
damage to the C&D Canal bridge and by reduced float
service due to the drydocking of the float. Other carriers
have expressed interest in this line. (See discussion
Appendix D and USRA line 165 above.)

WINCHESTER SECONDARY TRACK

USRA Line No. 205

Penn Central

PC to Harrisburg-'\ -*-MWN to Lurgan

HAGERSTOWN j ..."*""
.. . . .. WM to Baltimore

WNto Cumeidto 
to Weveron

Cumbo Yard N&W to Roanoke
B&O to Cumberland -. 41.0 miles

C Berkeley

PC

Martinsburg

Winchester & Western % ' B&O to Baltimore
R to Gore -WINCHESTER SECONDARY -

WINHES.' .f TRACK, PC
WINCHESTER. B&O to Harpers Ferry

B&O to Strasburg Junction

This portion of the Winchester Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Hagerstown, Md. (Milepost 74.8), to WincleTster, Vma
(Milepost 115.8), a distance of 41.0 miles, in Washing-
ton County, West Virginia and Frederick County, Vir-
ginia. At Hagerstown, this line connects with 'the PC
Cumberland Valley Branch, also under study in this
report. Also at Hagerstown, this line connects'with the
Western Maryland Baltimore-Elkins Line, the Norfolk
& Western to Roanoke, the Baltimore &--Ohio line to
Brunswick, Mld., and the Western Maryland line to
Shippensburg, Pa. In addition, this line connects with:

the PC Cumbo Secondary Track at Berkeley, W. Va.;
and the Baltimore & Ohio Strasburg Branch and the
Winchester & Western RR at Winchester. The Gumbo
Secondary Track is also under study in this Report.
This line was described as potentially excess in the U.S.
DOT Report (see Zones 188, 189 and 196).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Willamsport ------------------------------------- 62
Falling Water1 

--
- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 955

Martinsburg -------------------------------------- 952
Tabers ------------------------------------------- 21
Inwood ------------------------------------------- 0 41
Clearbrook --------------------------------------- 2,450
Winchester --------------------------------------- 2,039
Hagerstown --------------------------------------- 71

Total carloads generated by the line ------------- 7,191
Average carloads per week ------------------------- 138.3
Average carloads per mile --------------------------- 175.3
Average carloads per train --------------------------- 24.0
1973 operating information:

Number of round trips per year ....------------------ 00
Estimated-time per round trip (hours) --------------- 12
Locomotive horsepower ---------------- ---------- 4,000
Train crew size ------------------------------------ 4
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information lirovided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled, "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated that
Western Electric Company's new distribution center at
Tabers, W. Va., is expected to generate between 975 and
1,000 carloads yearly by 1975. Western Electric per-
formed an informal survey, of users on this line and
indicated that if their 1,000 carloads are included, the
line's total annual volume would be almost 9,600 car-
loads. Corning Glassworks estimated 249 carloads in
1973; Erath Veneer projected 100 carloads. Kayser-
Roth projected 300 carloads; Allied/Egry Business
Systems estimated 321 carloads in 1973; Greer Steol
Co. (Germany Valley Limestone) estimated 450 origi-
nating carloads in 1973. They stated in the RSPO hear-
ings that "over the past 6 years an additional 20% of
rail tonnage was lost because cars were not available."
Mr. Thomas McGrath, Certain-Teed Products, sub-
mitted testimony at Baltimore, Md., stating the company
has $3,337,000 invested in the plant and has planned
capital. improvements of $385,000 for 1974. Ie esti-
mated 246 carloads for 1975.

Information for Line Retention Decision

Revenue received by PC ---------------------- $2, 544,195
Average revenue per carload ------------- $354



Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ "691, 4-9
Cost of upgrading branch line to FRA
. Class I (1/10 of total upgrading cost) 34,439

Cost incurred beyond the branch line--- 1,033,397

Total variable (avoidable) cost- ----------- 2,359,205

-Net contribution (loss) : total ------------------- 1S4, 930
Average per carload----------------------- 26

This line would require upgrading to meet the require-

9889

ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maxium safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 3,000 crossties (an uverage of
72 crossties per mile).

Recommendation

It is recommended that this portion of the Winchester
Secondary Track be included in the CouRail System.
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MASSACHUSETTS

Intrastate

PC

USRA Terminals
line number

6
818a/9
10/10a/l
13
14
14a
15
16
17
19
20
21
22
23/24
25
26
29
30
31/32
33
34
35
682
683
684

Millbury to Milbury Junction
Palmer to South Barre
North Adams Junction to North Adams
South Sudbury to Lowell
Framingham- Centre to Clinton
Clinton to Fitchburg
South Braintree to Plymouth
Plymouth Secondary Track at Plymouth
North Abington to West Hanover
Westdale to East Bridgewater
Middleboro to Buzzards Bay
Buzzards Bay to Hyannis
Yarmouth to South Dennis
Buzzards Bay to Falmouth
Stoughton to Easton
Dedham to Readville
Cedaz to Wrentham
Cedar to East Walpole
Walpole to Mlford
Forest Hills to Needham Junction
Needham Junction to Cook Street
Needham Junction to Medfield Junction
Canton Junction to Stoughton
Westfield to Holyoke
Westfield to Easthampton

Interstate

Massachusetts to Connecticut (these lines are discussed under
Connecticut) -

40 Webster, Mass. to Southbridge, Mass.
44 East Longmeadow, Mass. to Hazardvillo, Conn.
54 Westfield, Mass. to Simsbury, Conn.
59 .South Lee, Mass. to Canaan, Conn.
678a Auburn, Mass. to Putnam, Conn.

MILLBURY BRANCH

USRA Line No. 6

Penn Central

The Millbury Branch, formerly a branch of the New
York Central RR, extends from Milibury Junction

(Milepost 0.0) to Aillbuy, M.ass. (Milepost 2.7), a dis-
tance of 2.7 mile&, in Worcester County, Mlass. At Mill-
bury Junction it connects with the Boston-Albany line

Worcester ,M--ILLBURY JUNCTION

S'L-PC Bostn-Albany line

MILLBURY BRANCH, PC

MILLBURY
+o,(-Providence & Worcester RR

of the Penn Central; at Millbury with the Providence
& Worcester RR. This line was not described as potenti-
ally excess in the U.S. DOT Report (see Zone 25).

Traffic and Operaling Information

Stations (with their 1973 carloads) served by this line:,
311llbury - ---- 91

Total carloads generated by the line 91
Average carloads per w 1.8
Average carloads per mle.-33.7
Average cafloads per train---- 1.8
1973 operating Information:

Number of round trips per year---- 52
Estimated time per round trip (hours)--- 2
Locomotive horsepower -- ---- 1, 500
Train crew size ------ 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PCS6-- ,964
Average revenue per carload.------- $

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch Ine----- 26, 860
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 3, 605
Cost incurred beyond the branch line_ ..... 20, 840

Total variable (avoidable) cost 51,305

Net contribution (loss): total (14, 341)
Average per carload- (158)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
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minimum safety standards (Class I track, which has'a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total.of 530 crossties (an average
of 196.3 crossties per mile).

Preliminary Recommendation

It is not recommended that the Millbury Branch be
included in the ConRail System. Continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $14,341 or $158 per carload. Recovery of costs
would require approximately an 88 percent increase
in traffib or a 40 percent rate increase over the 1973
levels.

WARE RIVER SECONDARY TRACK,

USRA Line No. 8-8a-9

Penn Central

SOUTH BARRE

Barre Plainsp

CV o white Creamery Jt 0OWheelwright
River Junction

- WARE RIVER SECONDARY
0 TRACK, PC

- Forest Lake Jct.

S. - - r--- Albany-Boston Line of PC

To Albany- .PALMER 's-To Boston

,4-Central Vermont Ry

T-To New London

The Ware River Secondary Track, formerly a branch
of the New York Central RR, extends from Palmer
(Milepost 0.0) to Sousth Barre, Mass. (Milepost 25.0), a
distance of 25.0 miles, in Hampden, Hampshire and
Worcester counties, Mass. This line connects with the
Albany-Boston line of the Penn Central and with the
Central Vermont Railway at Palmer. The Wheelwright
Branch of the Boston & Maine comes in from North-
ampton at Forest Lake Junction (Milepost 7.2) and
uses these tracks as far as Creamery Junction (Milepost
18.4), where it diverges for Wheelwright. The portion
between Creamery Junction and Wheelwright is being
served temporarily by the PC as a washout between
Northampton and Forest Lake Junction has made that
portion inaccessible to the B&M. Except for the'portion
of the line between Barre Plains (Milepost 283.7) and
South Barre, this line was not declared as potentially
excess in the U.S. DOT Report (see Zones 21 and 24).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this lne:
Palmer - ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  81
Thorndike ---------------------------------------- 248
Ware 9--------------------------------------
Gilbertville --------------------------------------- 2
Old Furnace ------ 4---- i --------------------------
Barre Plains -------------------------------------- 3 44
S. Barre ------------------------------------------ 15

Total carloads generated by the line -------------- 780
Average carloads per week --------------------------- 5. 0
Average carloads per mile ---------------------------- 3 1.2
Average carloads per train -------------------------- 3.0
1973 operating information:

Number of round trips per year -------------------- 260
Estimated time per round trip (hours) -------------- 10.0
Locomotive horsepower -----------------------. _ 21000
Train crew size ---------------------- ------------- 4
1 Includes only shippers on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated that
traffi; loadings for a part of the line should be corrected
to show 1972 volumes of 30 carloads per year for Barre
Plains and 486 cars for S6th Barre. USRA staff has
found that Barre Wool Company at South Barre and
Roman Tissue Mills in Wheelwright (on the B&M
Line) are both closing their facilities.

Information for Line Retention Decision

Revenue received by PC ------------------------ $290, 673
Average revenue per carload---------- $380

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line ------- 307,810
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 55,939

Cost incurred beyond the branch line. 209, 011

Total variable (avoidable) cost ------- ------ 572", 760

Net contribution (loss) : total ------------------- (276, 087)
Average per carload -------------------- (354)

This line wohld require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safefy standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 12,500 crossties (an aver-
age of 500 crossties per mile). The State of Massachu-
setts has asked USRA to consider shippers in Ware and
Wheelwright, formerly served by the B&M, to have
service provided by Penn Central and/or ConRail. This
service program was required as the result of a washout
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of a bridge on the B&M line west of Forest Lake Junc-
tion.

Preliminary Recommendation

It is not recommended that the Ware River Second-
ary Track be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and

cost levels, this line generates an annual excess financial
burden aniountin to $276,087 or $351 per carload. Re-
covery of costs would require approximately a three-

fold increase in traffic or a 90 percent rate increase over

-th 1973 levels. Costs may also be reduced by reducing
frequency, although this alone will NOT make the line
-iable.

NORTH ADAMS SECONDARY TRACK

USRA Line No. lO-lOa-7l

Penn Central

, -B&MRR to Mechanicville

-. NORTH ADAMS

7I to Boston

NORTH ADAMS SECONDARY4 TRACK, PC

Boston-Albany line of PC

'-To Boston
-NORTH ADAMS JUNCTION

4 Canaan Conn.

The North Adams Secondary Track, formerly part
of thk New York Central RR, extends from North
Adams J ntion (Milepost 0.0) to North Adams, Mass.
(Milepost 18.1), a distance of 18.1 miles in Berkshire

County, Mass. This line connects with the Albany-
Boston line of the Penn Central at North Adams Junc-

tion, and with th6 Boston & Maine RR at North Adams.
The portion from Adams to North Adams was not
identified for study; however, on October 26, 1973, the

-PC filed for abandonment of the northern portion of
the line, 3.2 miles from Zylonite to North Adams, sever-

ing the B&M connection. The portidn of this line from

North Adams Junction to Adams (Milepost 13.1) was
declared potentially excess in the U.S. DOT Report (see
Zones 22 and 23).

Traffic and Operating Information-
Stations (with their 1973 carloads) served by this line:

Farnams------- -------------------------
Cheshire - -
Adams - -------------

Renfrew-------------
Zylonite --------------------------------

1
.855

1,070
373

Stations (with their 1973 carloads) served by this Hne-
Continued

North Adams_ - .-- - --- 160
Coltsvlle 5

Total carloads generated by the Hne-_ - 3,066
Average carloads per, week-59.0
Average carloads per mile- 169.4

Average carloads per tran-------- 11.
1973 operating information:

Number of pound trips pef year---------- 260
Estimated time per round trip (hours) 10. 0
Locomotive horsepower -- -_------- - 1, 500
Train crew slze_-.- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportations Rail Service Report' indicated that
ten shippers located at Adams would be isolated if the
segment between N. Adams Jet. and Adams as well as
the segment between Adams and N. Adams were aban-
doned. These ten' shippers generated 2,5-6 carloads in
1973, and according to their statements, expect to gen-
erate in excess of 3,575 carloads per year in the future.
The largest shipper is Charles Pfizer, Inc., a heavy
outbound shipper of limestone. The Pfizer Company
expressed a doubt that the B&M Hoosac Tunnel route
could handle their limestone shipments. The community
expressed a fear that any abandonment of rail service to
Adams would make it difficult to pay off the com-
munity's new water pollution control system bonds.
Bond payments are dependent upon plant user fees. It
was also reportd that Warren Smith of New York is
attempting to establish a short line railroad company
which would operate on the Penn Central Berkshire
Line, south to the former New Haven Shoreline route.

Information for Line Retention Decision

Revenue received by PC ---- $1 075,119
Average revenue per carload-.---.. * $351

Variable (aioldable) cost of .continued
service:

Cost Incurred on the branch line--- - 344,098
Cost of upgrading branch lne to FRA

Class I: (1/10 of total upgrading cost) - 21,228
Cost incurred beyond the branch line-- 650,276

Total variable (avoidable) cost-1,015,
Net contribution (loss) : total.- 59,517
Average per carload_ 19

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a.
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,000 crossties (an average
of 110 crossties per mile).
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Recommendation

It is recommended that the North Adams Secondary

Track be included in the ConRail System.

PORTION OF LOWELL SECONDARY TRACK

USRA Line No. 13

Penn Central

PORTION, LOWELL LOWELL
SECONDARY TRACK, PC].

WestConcrd-~Boston & Maine RRWest Concord-"',...

PC to Framingham Centre -- /'SOUTH SUDBURY

This portion of the Lowell Secondary track, formerly
a part of the New Haven RR, extends from South Sud-
bury (Milepost 0.0) to Lowell, Mass. (Milepost 26.5), a
distance of 26.5 miles, in Middlesex County, Mass. This
line connects with its own southerly continuation at
South Sudbury, with the Central Massachusetts branch
of the Boston & Maine RR, also ai South Sudbury, with
the. Boston-Mlechanieville main line of the Boston &
Maine at West Concord (Milepost 11.5), and with the
Boston-White River Junction main lihe of the Boston
& Maine at Lowell. This line was declared potentially
excess in the U.S. Department of Transportation Report
(see Zones 13,14 and 19).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Sudbury ---------------------------------- ----- 30
Sudbury ------------------------------------------ 9'
W. Concord ------------------------------------- 3
Acton -------------------------------------------- 120
S. Chelmsford ---------------------------- ------ - - 3
Chelmsford ------------------------------------ 104
Lowell --------------- .----------------------- 649

Total carloads generated by the line -------------- 918
Average cailoads per week ------------------------- 17.7
Average carloads per mile ------------------------- 34.6
Average carload per train -------------------------- 3.5
1973 operating information:

Number of round trips per year -- 2------------------260
Estimated time per round trip (hours) ---------------- 6
Locomotive horsepower ------ -------- 1, 500
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted -by
the Rail Services Planning Office as refleted in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
three firms located in Acton (2.3 miles north of W.
Concord) are active users of this line. Deck House, Inc.,
expects to double its 1973 traffic, and Dewey and Almy
expect a 10-percent increase in carloads. Acorn Struc-
tures, a new firm, projects its traffic requirements to
reach 150 carloads annually. USRA can find no record
of these shippers on the PC at Acton; they appear to be
served by the B&M at South Acton.

Information for Line Retention Decision

Revenue received by PC .........................
Average revenue per carload ------------- $409

Variable (avoidable) cost of continued
services :

Cost incurred on the branch line ................
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) --------------------------- 51, 444

Cost incurred beyond the branch line --- 204, 045

$375, 710

271,351

Total variable (avoidable) cost ------------- 580,840
Net contribution (loss) : Total ------------------ (211, 124)
Average per carload ------------------- (230)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 10,732 crossties (an average of
405 crossties per mile).

Preliminary Recommendation
It is not recommended that this portion of the

Lowell Secondary Track be included in the ConRail
System. Continued operation of this lane would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial .burden amounting to $211,124 or $230
per carload. Recovery of costs would require approxi-
mately a twofold increase in traffic or a 60 percent rate
increase over the 1973 levels. Costs may also be reduced
by reducing frequency, although this alone will not
make the line viable.

PORTION OF FITCHBURG SECONDARY TRACK

USRA Line No. 14

Penn Central

This portion of the Fitchburg Secondary Track, for-
merly a part of the New Haven RR, extends from F ram-
ingham Centre (Milepost 0.0) to Clinton, Mass. (Mile-
post 22.0), a distance of 22.0 miles, in Middlesex and
Worcester Counties, Mass. This line connects with the
PC Framingham branch and Lowell Secondary Track,
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II KH3UH - Southboro
SECONDARY 1 W PC Lowell Secondary Track

TRACK 'A

FRAMINGHAM CENTRE

'4-PC Framingham Branch
to Framingham

both at Framingham Cent.re, with its own northerly
continuation at Clinton, also under study in this Report,
and with the Worcester-Ayer line of the Boston &
Maine RR at Clinton. The portion of this line from
Southboro (Milepost 4.5) to Clinton was declared po-
tentially excess in the U.S. DOT Report; the portion
.from Framingham-Centre to Southboro was not (see
Zones 14,19 and 25).

Traffic and Operating Information
Stations (with 'their 1973 carloads) served by this line:

-Framingham Centre 877
Southboro ---- - -- -------- 1, 050
%Marlboro ---------- 1
Northboro --- ---------- 684
[Berlin -------------------------------- 7
Clinton 666

Total carloads generated by the line_ ......... 4,285
Average carloads per week . --------------- 82.4
Average carloads per mile --------------- 194.8
Average carloads per train--...----------------------- 10.5
1973 Operating information:
Number of round trips per year ----------------------- 260
Estimated time per round trip. (hours) --------------- 12.0
Locomotive horsepower ----------- -------------- 1,500
Train crew size ------------------------------------ 4

Includes only traffic on segment.

Information Provided by RSP9O, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected mi their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated that
local industries along this line would suffer increases in
costs or 'be forced out of business, if rail service were
withdrawn. The New England Wholesale Grocers to.
reported that the loss of Penn Central service to North-
boro would increase the cost of goods from 10 cents to 16
cents per case. Colonial Press and 'Tle William Reisner
Co._indicated that the loss of rail service at Clinton
would force their closure and result in the loss of 1,600
jobs. However, the Colonial Press receives its traffic from
the Boston &Maine. "

Information for Line Retention Decision

Itevenue received by PC.------- 1, 803, 805
Average revenue per carload .........

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-.... 403,441
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 3,241

Cost Incurred beyond the branch line. 1, 258,263

Total variable (avoidable) cost -....... 1, 693,-45

Net contribution (loss) total 100,860

Average per carload ------ .. 26

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph) based on
available information, this upgrading would includethe
replacement of a total of 5,940 crossties (an average of
270 crossties per mile).

Recommendation

It is recommended that this portion of the Fitchburg
Secondary Track be included in the ConRail System.

PORTION OF FITCHBURG SECONDARY TRACK

USRA Line No. 14a

Penn Central

eO.,, FITCHBURG

Leominster

PORTION OF FITCHBURG 1 '4XB&MRR
SECONDARY TRACK. PC4 .

o CLINTON

j"-PC to Framingham Centre

This portion of the Fitchburg Secondary Track, for-
merly a part of the New Haven RE, extends from Olin-
tan (Milepost 22.0) to Fitchburg, L4ass. (Milepost 35.0),
a distance of 13.0 miles, in Worcester County, Mass.
This line connects with its own southeasterly continua-
tion at Clinton, also under study in this Report, with
the Worcester-Ayer line of the Boston & Maine RR, also
at Clinton, and with the Boston-Mechanievile line of

the Boston & Maine at Fitchburg. The portion of
this line from Clinton to- Leominster (Milepost 30.7)
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was declared potentially excess in the U.S. DOT Re-
port; the portion from Leominster to Fitchburg was
not (see Zones 19, 20 and 25).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line.
Pratt's Jet. ------------------------------------- 69
Leominster ---------------------- 2,398
Fitchburg ------------------------------------- 516

Total carloads generated by the line ---------- 2,983
Average carloads per week ---------------- --- 57. 4
Average carloads per mile -------------------------- 229.5
Average carloads per train --------------------------- 11.5
1973 operating information:

Number of round trips per year -------------------- 260
Estimated time per round trip (hours) -------------- 12. 0
Locomotive horsepower ---------------------------- 1, 500
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided by the Leominster and Fitch-
burg Chambers of Commerce at the hearings conducted
by the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that the- railroad line between Leominster 'and North-
boro generated 4,097 carloads in 1973, or 153 carloads
per mile.

Information for Line Retention Decision

Revenue received by PC---------------------$ 2, 245, 676
Average revenue per carload ----------- $753
.Varlable (avoidable) cost of continued

service:,
Cost incurred on the branch line----- 354,116
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 15,393

Cost incurred beyond the branch line-- 1, 787,992

Total variable (avoidable cost) -------------- 2,157,546
Net contribution (loss) : Total -------------------- 88, 130
Average per carload -------------------- 30

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 3,510 crossties (an aver-
age of 270 crossties per mile).

Recommendation

It is rescommended that this portion of the Fitchburg
Secondary Track be included in the ConRail System.

PORTION OF THE PLYMOUTH SECONDARY
TRACK

USRA Line No. 15

Penn Central

SOUTH BRAINTREE

"North Abington

Q- / '--West Hanover Secondary Track, PC

PORTION OF PLYMOUTH
SECONDARY TRACK, PC

LOTHROP ST,-'
." I PLYMOUTH

This portion of the Plymouth Secondary Track, for-
merly part of the New Haven RR, extends from South
Braintree (Milepost 1.7) to Plymouth, Mass. (Milepost
27.1), a distance of 254 miles, in Norfolk and Plymouth
Counties, Mass. This line connects with the Middleboro
Branch of the Penn Central at South Braintree, with
the West Hanover Secondary track of the PC at North
Abington and with its own southerly continuation at
Lothrop Street, Plymouth. The two latter lines are also
under study in this Report. Although PC operates the
freight service on this line, it is owned by the Massa-
chusetts Bay Transportation Authority. UMBTA bought
the line from the PC in January 1973 for possible future
passenger transportation ise. This line was described as
potentially excess in the U.S. DOT Report (see Zones
14, 15 and 16).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Weymouth ------------------------------ 78
N. Abington ------------------------------- - 34
Abington ----------------------------------- 182
Whitman ----------------------------------- 147
S. H anson -------- ---------.. - --------------- 87
Burrage ------------------------------------ 1
Kingston -----.----------------------------- 84
Cordage ------------------------------------ 0
N. Plymouth - 405

Total carloads generated by the line ------------- 1,018
Average carloads per week ------------------------ 1- 9.0
Average carloads per mile ------------------------ _ 40. 1
Average carloads per train --------------------------- 3.9
1973 operating information:

Number of round trips per year -------------------- 200
Estimated time per round trip (hours) --------------- 9
Locomotive horsepower ----------------------------- 1,750
Train crew size -------------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their



9847

report entitled "The Public Response to the Secretary
of Transportation's Rail Service Repox1" indicated that
John J. Gallagher, Inc., S. Weymouth, Mass. shipped
an estimated 75-100 carloads in 1973 and is projecting
295 carloads. Because of the increase (705) in popula-
tion in this area since 1960, evidence was introduced to
show that tourists and Boston Commuters would bene-
fit from improved commuter-passenger service if it
were extended to Plymouth.

Information for Line Retention Decision

Revenue received by PC ..... z
Average revenue per carload -

$350, 969-- 3-- --

Variable (avoidable), cost of continued
service:

Cost 'ncurred on the branch line ..-.. 213, 725
Cost of upgrading branch line to FRA

Class 1: (1/10 of total upgrading cost) - 37,348
Cost incurred beyond the branch line ... 267,347

Total variable (avoidable) cosL. -------- 518,420

Net contribution (loss): Total --------------- (167,451)
Average per carload ------------------- (164)

1 Excludes ownership costs due to WIBTA ownership.

This line would -require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum saf ty standards (Class I track, which has a
maximum sale operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 8,856 crossties (an average
of 348 crossties per mile).

' Preliminary Recommendation

It is mwt recommended that freight service be pro-
vided over this portion of the Plymouth Secondary
Track by the ConRail System. Continued operation of
this line would require a rail service continuation sub-
sidy.'Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $167,451 or $16- per carload. Recovery of costs
would require approximately a two-fold increase in
traffic or a 45 per ceit rate increase over the 1973 levels.

Costs may "also be reduced by reducing frequency, al-
though this alone will not make the line viable.

PORTION OF THE PIYMOUTH SECONDARY

TRACK

USRA Line No. 16

Penn Central

%s,- -PC to South Braintree
%ZN

PORTION OF PLYMOUTH LOTHROP ST., PLYMOUTH

SECONDARY TRACK, PC-- -- 0.2 miles
PLYMOUTH

This portion of the Plymouth Secondary Track, for-
merly part of the New Raven RR, extends from Lo-
tlptop Street, Plymouth (Milepost 27.1), to Plymouth.
Mass. (Milepost 27.3), a, distance of 02 mz7es, in Ply-
mouth County, Massachusetts. It connects with the
northerly continuation of this line at Lothrop Street,
Plymouth, which sector is also under study in this re-
port. Thig line was described as potentially excess in
the U.S. DOT Report. (See Zone 16.) The PC had
previously filed with the ICC for abandonment of this
sector in October, 1972 (Docket No. AB-5, 136).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Plymouth 100

Total carloads generated by the line ---------- 100
Average carloads per weeklc- 1.9
Average carloads per M-O,00. 0
Average carloads per traln- 1.9
1973 Operating Information:

No. of Round Trips Per .-- r_52
Estimated Time Per Round Trip (hours) 0.5
Locomotive horsepower- 1, 750
Train crew sl-e 4

Information Provided by RSPO, Shippers, Government

- Agencies

No information was provided at the hearings con-
ducted by the Rail Services Plqnning Office as re-
flected in their reports entitled "The Public Response
to the Secretary of Transportation's Rail Service
Reportl.

Information for Line Retention Decision

Revenue received by P- $43,124
Average revenue per carload--- - - $41

Variable (avoidable) cost of continued service:
Cost Incurred on the branch Une ------- 10,10s
Cost of upgrading branch line to PEA Class

I: (1/f0 of total upgrading cost) ____ 370
Cost Incurred beyond the branch line--=-- 37,796

Total variable (avoidable) cost_ 43,2T-4

Net contribution (loss) M50)
Average per carload - ----------- (52)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include the
replacement of a total of 108 crossties (an average of
540 crossties per mile). This line was sold to the 350th
Anniversary of Plymouth, Inc. on June 17, 1971. PC re-
tained easement to occupy the premises and serve the
team-track facility pending ICC approval to abandon.
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Preliminary Recommendation

It is not recommended that this portion of the Ply-

mouth Secondary Track be included in the ConRail

System. Continued operation of this line would require

a rail service continuation subsidy. Under 1973 traffic,

revenue and cost levels, this line generates an amual

excess financial burden amounting to $5,150 or $52 per

carload. Recovery of costs would require approximately

a 100 percent increase in traffic or a 12 percent rate

increase over the 1973 levels.

WEST HANOVER SECONDARY TRACK

USRA Line No. 17

Penn Central

To South
Braintree WEST HANOVER SECONDARY

NOTHTRACK, PC

3.6 miles
NORTH ABINGTON WEST HANOVER

I
I+- Plymouth Secondary Track, PC,
I to Plymouth

The West Hanover Secondary Track, formerly a
part, of the New Haven RR, extends from a junction
with the PC Plymouth Secondary Track at North

Abington ('ilepost 0.0) to West Hanover, Mass. (Mile-
post 3.6), a distance of 3.6 miles, in Plymouth County,
Mass. (The Plymouth Secondary Track is also under

study in this Report. This line was declared potentially
excess in the U.S. DOT Report (see Zone 14).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rockland -------------------------------------- 37
West Hanover -------------------- ------.. . ------- 562

Total carloads generated by the line ----------- 599
Average carloads per week --------------------- I ------ 11. 5
Average carloads per mile ------------------------- 166.4
Average carloads per train --------------------------- 3.8
1973 Operating information:

Number of round trips per year ------------------- 156
Estimated time per round trip (hours) -------------- 2.0
Locomotive horsepower -------------------....... .- 1, 750
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted b
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated that
seven firms rely on freight service along this line. Two
firms expect to increase their 1973 traffic levels. United
Cabinet Corp. forecasts a doubling of traffic to 295 an-
nual carloads while Angelo's Supermarket expects pro-
duce carloads to reach 450 per year versus 300 in 1973.
United Cabinet Corp., with 25 employees, expects to
close its plant if rail service is terminated. USRA has
found that both United Cabinet and Angelo's have re-
cently expanded their facilities.

Information for Line Retention Decision

Revenue received by PC --------------------------- $16, 558

Average revenue per carload -------------- $275

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 55, 609
Cost of upgrading branch line to FRA

Clasf I: (1)10 of total upgrading cost) - 10, 960
Cost Incurred beyond the branch line.... 149, 528

Total variable (avoidable) cost----- 210, 097

Net contribution (loss) Total ------------------- (51,539)
Average per carload --------------------- (86)

This line would require -upgrading to meet the re-
quirements *of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 in.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,944 crossties (an aver-
age of 540 crossties per mile). Available information
indicates that the traffic level on this line may increase
300 carloads over the 1973 level. However, recovery of
costs would require a three-fold increase in traffic.

Preliminary Recommendation

Although the preliminary recommendation is that
the West Hanover Secondary Track not be included in
the ConRail System, the possibility of immediately
increasing revenue must be explored before a final
recommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $51,539 or
$86 per carload. Recovery of costs would require ap-
proxinately a three-fold increase in traffic or a 30 per-
cent rate increase over the 1973 levels. Costs may also
be reduced by reducing frequency, although this alone
will not make the line viable.



EAST BRIDGEWATER SECONDARY TRACK

USRA Line No. 19

Penn Central
Middeboro - . .
. ... PCbr -A , To South Braintree
B:ranch, PC.

•I-
- !I -" 1.9 miles

WESTDALE f EAST BRIDGEWATER

LEAST BRIDGEWATER
J SECONDARY TRACK, PC
1k--To Middleboro

The East Bridgewater Secondary track, formerly a
part of the New Haven -RR extends from Westdale
(Milepost 0.0) to East Bridgewater, Mass. (Milepost
1.9) a distance of 1.9 miles, in Plymouth County, Mass.
At Westdale this line connects with the 'iddleboro
Branch of the Penn Central. This line was not declared
potentially excess in the U.S. DOT Report (see Zone
15). The Penn Central has filed an application to the
CC to abandon it in July 1972, Docket No, AB-5, Sub.

66. The application hus not been acted on.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

E. Bridgewater ------------- 112

Total carloads generated by the line--
Average carloads per week: ........................
Average carloads per mile .......................
Average carloads per train ----------------------------
1973 operating information:.

Number of round trips per year
Estimated time per round trip (hours) ------------
Locomotive horsepower -----------------------------
Train crew size ---------------------------

'Includes only traffic on segment

112
2.2

59.0

52
1

1750

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line provided
at the hearings conducted by the Rail Services Plan-
ning Qffice as reflected in their reports entitled "The
Public Response to the Secretary -of -Transportation's
Rail Service Report."

Information for Line Retention Decision
Revenue received by PC--- --------- --- $3S, 386
Average revenue per carload .-------------- $343

Variable (avoidable) cost of continued service:
Cost incurred on the .branch line --------- 18,849
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) --- 2, 505
Cost incurred beyond the branch line ---- 22,455

Total'variable (avoidable) cost -------------- 43, 809

Net contribution (loss) : Total------- -(5,423)
Average per carload ---------------------- (48)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards- (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 50 crossties (an average of
42 crossties per mile).

Preliminary Recommendation

It is vot recommended that the East Bridgewater
Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, rev-
enue and cost levels, this line generates an annual ex-
cess financial burden amounting to $5,493 or $8 per
carload. Recovery of costs would require approximately
a 130 percent increase in traffic or a 14 percent rate in-
crease over the 1973 levels.

BUZZARDS BAY SECONDARY TRACK

USRA Line No. 20

Penn Central
To South Braintce

MIDDLEBORO BUZZARDS BAY SECONDARY
%4. -- TRACK. PC

U ZZARDS BAY

Faimuth Scconday - Hannis Seonar
Track. PC ! yI Track, PC

The Buzzards Bay Secondary Track, formerly part
of the New Haven RR, extends from Mfiddleboro (Mle-
post 0.0) to Buzzards. Bay, Mass. (Milepost 20.0). a
distance of 20.0 miles, in Plymouth and Barnstable
Counties, Mass. This line connects with the Middleboro
Branch of the PC at Middleboro. At Buzzards Bay it
connects with the Falmouth and Hyannis Secondary
Tracks of the PC. both also under study in this Report.
This line was described as potentially excess in the U.S.
DOT Report (see Zone 16).

Traffic and Operating Information

Stations (with their 10r3 carloads) served by this line:
Tremont 121
Wareham .... . .. .. 35
Onset ___-____ 150
Buzzards Bay------.. 13.
Mlddleboro' 75

Total carloads generated by the line... ...... 92
Average carloads per week.. ...... 4

See footnote at end of table.
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Average carloads per mile ------ --------- 19.6
Average carloads per train-- - ------------- 3.8
1973 operating Information:

Number of round trips per year ..... 104
Estimated time per round trip (hours) -------------- 6.0
Locomotive horsepower - -------- 1,500
Train crew size ----------------.. . -- ----- 4
1 Includes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Informatioi provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
industries on Cape Cod are dependent oncontinued rail
service, for which this line is the gateway to the penin-
sula. Much interest was expressed'in restoration of pas-
senger train service to Cape Cod. Ye Olde Passenger
Service is one party interested in acquiring trackage
rights. Negotiations have also been held with Amtrak
concerning experimental Boston-to-Cape Cod service.
Planners project a doubling of local population every
5 years until at least 1990. The -town of Middleboro is
spending $5 million on a new sewage treatment plant in-
order to accommodate Ocean Spray Cranberries' plant.
A study by Carl Englund indicated that the cost of up-
grading the track between Alden and Buzzards Bay
would be $200,000 for freight service or $436,000 for
passenger service.

Information for Line Retention Decision

Revenue received by PC ----------------------- $179, 264
Average revenue per carload --------------- $457

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 167,929
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)_ 13, 583
Cost Incurred beyond the branch line-.... 86,302

Total variable (avoidable) cost ..---------- 267,814

Net contribution (loss) : total ------------------ (88, 50)
Average per carload---------------------- (226)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's _
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 800 crossties (an average
of 40 crossties per mile).

Although service to this line generates a loss, service
to USRA sdgment 21 (which is served via this lifie)
generates a net contribution of $86,755.

Preliminary Recommendations

It is recommended that the Buzzards Bay secondary
track be included in the ConRail System. Although

service to this line generates a loss, service to USRA seg-
ment 21 (which is served by this line) generates a net
contribution of $86,755.

HYANNIS SECONDARY TRACK

USRA Line No. 21

Penn Central

\ BUZZARDS BAY
Buzzards Bay Yarmouth

Secondary Track,
PCto Taunton ISouth Dennis

,HYANNIS Secondary Track. PC
Falmouth SECONDARY TRACK, PC HYAINIS
Secondary Track, PC

The Hyannis Secondary Track, formerly a part, of
the New Haven RR, extends from Buzzards Bay (Mile-
post 0.0) to Hyannis, Ma.is. (Milepbst 24.3), a distance
of 24.3 niles, in Barnstable County, Massachusetts. At
Buzzards. Bay, it connects with the Buzzards Bay and
Falmouth Secondary tracks of the PC, and Yarmouth
(Milepost 21.2) with the South Dennis Secondary
Track. All three of these connecting lines are among
those studied in this Report. This line was declared
potentially excess in the US DOT Report (see Zone 16).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Sagamore --------------------------------------- 203
Sandwich ----------------------------------------. 295
E. Sandwich ------.-------------------------------- 0
W. Barnstable --------------------------------- 163
Barnstable ---------------------------------------- 1
Yarmouth ----------------------------------------- 324
Hyannis -------..--------------------------------- 22

Total carloads generated by the line ----------- 1, 508
Average carloads per week -------------------------- 29.0
Average carloads per mile -------------------------- 621
Average carloads per train -------------------------- 5. 8
1973 operating information:

Number of round trips per year -------------------- 260
Estimated time per round trip (hours) -------------- 4
Locomotive horsepower ---------------------------- , 1500
Train crew size ---------------------------------- 15

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
a shift to highway mode by the Cape Cod sand and
gravel-shippers would be affected by present restrictions
on highway movements of heavy and oversize materials.
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A group on the Cape is currently developing a program
which they hope will result in the movement of over
6,000 carloads a year-of solid waste westbound from the
Cape region. Several groups hope to use this line for
restoration of Boston-Cape Cod passenger service (see,
comments on-USR-A_ segment 20). The Bay Colony
Transportation Corp. recommended the abandonment
of this line-along with a State of Massachusetts acqui-
sition of the right-of-way. Bay Colony then would offer
to operate the line for the State as a Class II short line
railroad. A study by, Carl Englund reported that it
would cost $242,000 to upgrade this segment of track
for safe operation of freight service, and $745,000 to
rehabilitate the line for-passenger service. The largest
shippers at Hyannis are Cape Cod Ready Mlix Concrete
Company (250 to 275 carloads in 1973), and John
Hinckhey & Sons Lumber Co. (103 carloads in 1974).
Packaging Industries Company shipped 23 carloads in
1973, but claims that they may shif between 270 and
312earloads in future years.

Information for Line Retention Decision

Revenue received by PC
,Average revenue per carload --------------- $463

Variable (avoidable) cost of continued service:
Cost incurred on the branch line --------- 267,578
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 0
Cost incurred 1beyond the branch line ---- 405,435

Total variable (avoidable) cost

Net contribution (loss) : total............
Average per carload --------------------- 16

1697,690

673,013

24,677

This line would require no -upgrading to meet tle
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Although service to this line generates a net contri-
bution, service between milepost 7.5 and 24.3 generates
a loss of $65,596 or $62 per car.

Recommendation

It is recommended that the pbrtion of the Hyannis
Secondary Track between milepost 0.0 and milepost 7.6
be included in the ConRail System.

-Preliminary Recommendation

It is not recommended that the portion of the Hyan-
nis Secondary Track from milepost 7.5 to milepost
24.3 be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy._Under 1973 traffic, revenue and cost
levels, this line generates -an annual excess financial
burden amounting to $65,596 or $62 per carload. Re-

covery of costs would require approximately a 50 per-
cent increase in traffic or a IT percent rate increase over
the 1973 levels. Costs may also be reduced by reducing
frequency, although this alone will NOT make the line
viable.

SOUTH DENNIS SECONDARY TRACK

USRA Line No. 22

Penn Central

SOUTH DENNIS

YARMOUTH SECONDARY TRACK, PCTo Buzzards-,
Bay -

ary , SOUTH DENNIS
Hyannis Secondary 5.6 miles
Track, PC I

t-To Hyannis

The South Dennis Secondary Track, formerly a part
of the New Haven RR, extends from Yarmouth ( ile-
post 0.0) to South Dennis, Afass. (ifilepost 5.6) a, dis-
tance of 5.G miles, in Barnstable Coumty, Mass. At Yar-
mouth, it connects with the Hyannis Secondary Track
of the PC, which is also under study in this Report.
This line was declared potentially excess in the U.S.
DOT 'Report (see Zone 16).

Traffic and Operating Information
Stations (with theIr 1973 carloads) served by this Ine:

Bass River ..... __ _- 21
S. Dennis - 416

Total carloads generated by the line - .. 437
Average carloads per wee],.. . 8-4
Average carloads per ile_ .... 7S. 0
Average carloads per train-_ _ 1.7
1973 operating information:

Number of round trips per ye ... 260
Estimated time per round trip (hours)....... 2.7
Locomotive horsepower ... ...... 1,500
Train crew sIze .......... -- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this line is an integral part of the Buzzards Bay-
Yarmouth-Hyannis line (see additional comments
under Lines Nos. 20, 21 and 23-24).

Information for Line Retention Decision

Revenue received by PC ------ --- $187,497

Average revenue per carloa$429



Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 78,137
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)_- 0
Cost incurred beyond the branch line .... 188,263

Total variable (avoidable) cost -------------- 266,400

Net contribution (loss) : Total ------------------ (78,903)
Average per carload -------------------- (181)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has
a maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is iwt recommended that the South Dennis Track
be included in the ConRail System. Continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $78,903 or $181 per carload. Recovery of costs
would require an increase in traffic and a rate increase
over the 1973 levels. Costs may also be reduced by reduc-
ing frequency, although this alone -will NOT make the
line viable.

FALMOUTH SECONDARY TRACK

USRA Line No. 23-24

Penn Central

PC to Taunton
- - - 1,j, -BUZZARDS BAY t

- - -PC to Hyannis

FALMOUTH 4-1 3.8 miles
SECONDARY
TRACK, PC - FALMOUTH

The Falmouth Secondary Track, formerly a part of
the New Haven RR, extends from Buzzards Bay (Mile-
post 0.0) to Falmouth, Mass. (Milepost 13.8), a distance
of 13.8 miles, in Barnstable County, Mass. This line
connects at Buzzards Bay with the- Buzzards Bay and
Hyannis Secondary Tracks of the PC, to Taunton and
Hyannis, respectively, which are also being studied
in this Report. The PC had filed with the ICC for
abandonment of the portion of the line between North
Falmouth (Milepost 6.7) and Falmouth, a distan'ce of
7.1 miles, in November 1973, ICC Docket AB-5-134
In Aifgu~t 1974,'thl PC also pletitioned USRA fo. aban-
doiinneft of thls porion. T1f§is 1i 'was declared p6tn-
tikily excess in the -T.S. DOT Report (e 9onie 16y.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cataumet ---------------------------------------- 0
N. Falmouth -------------------------------------- 125
Falmouth ----------------------------------------- 07

Total carloads generated by the line -------------
Average carloads per week -----------------------------
Average carloads per mile -----------------------------
Average carloads per train ..........................
1973 operating information:

No. of round trips per year --------------------------
Estimated time per round trip (hours) ..............
Locomotive horsepower ------------------------------
Train crew size -------------------------------------

222

4.3
16, 1

1,2

190

5.0
, 500

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled. "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Otis Air Force Base receives over 112 cars of coal from
this line and that coal receipts may grow to 200 car-
loads. Otis is contemplating a switch to rail receipts of
jet fuel which would result in an additional 20,000 tons
of freight. Carl Englund estimates $114,000 in rehabil-
itation costs for freight service between Buzzards
Bay and Falmouth, and $68,000 for passenger related
track work. The Penn Central has asked USRA for
permission to abandon 7.1 miles of track between Fal-
mouth and N. Falmouth under provisions of Section
301 (f) of the Regional Rail Reorganization Act of 1973.
The 301(f) abandonment petition was opposed by Gov-
ernor Francis /Sargent on October 22, 1974. The Gov-
ernor stated that this section of track is vital to present
users, that shipping will increase in 1974, and that the
subject line will be a part of any restoration of Cape
area rail passenger service. USRA has had discussions
with the MBTA, and the Department of Defense about
the options available under the Reorganization Act for
preservation of both potential passenger routes and the
needs of national defense facilities.

Information for Line Retention Decision

.Revenue received by PC ---------------------------
Average revenue per carload ------------- $384
Variable (avoidable) cost of continued

service:
Cost incurred on the branch line ---- 148,019
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost) _- 0
Cost incurred beyond the branch line_- 66, 432

Total variable (avoidable) cost...........

$85, 276

214, 451

Net contribution (loss): Total .... ...... ('126,175)
Average per carload -------------------- (582)

1 512



. This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (class I track which has
a maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is 1.0 t recommended that the Falmouti Second-
ary Track be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
aid cost levels, this line generates an annual excess
financial burden amomting to $129,175 or $582 per
carload. Recovery, of costs would require approximately
a seven-fold increase in traffic or a 150 percent rate in-
crease over the 1973 levels. Costs may also be reduced
by reducing frequency, although this alone will NOT
make the line viable.

PORTION OF STOUGHTON BRANCH

USRA Line No. 25

Penn Central

/-PC to Canton Junction

\*STOUGHTONX , -PORTION OF

STOUGHTON BRANCH. PC

EASTON

This portion of the Stoughton Btanch, formerly part
of the New .Haven RR, extends from Stoughton (Mile-

post 4.4) to the End of track near Easton, Mass., (Mile-

post 10.0), a distance of 5.6 miles, in Norfolk and Bris-
tol Coumties, Mass. At Stoughton, this line connects
with its own northerly continuation to Canton Junc-
tion, which seginent is also under study in this report,

The PC had applied to the ICC to abandon the line, in
October 1972, (Docket No. AB-5, Sub. 137). Before ac-
tion was taken by the ICC, the PC sold the line in
January 1973 to the Massachusetts Bay Transportation
Authority. The PCcontinues to-provide freight service
over the line. The PC has also applied to the U.S.
Railway Association for permission to --discontinue
freight operations over the line, (Docket No. 75-28).
This Line was described as potentially excess in the
U.S. DOT Report (see Zone 15).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Easto- 82
North Easton ----------- ------------------------- 0

Total carloads generated by the line---------- 82

Average carloads per week ..............
-Average carloads per i
Average carloads per train--
1973 operating Information:

NIumber of round trips per year-...........
Estimated time per round trip (hours)-
Locomotive horsepower.--
Train erda- size -------..

9853

1.6
14.6

.6

52
3.0

1,750

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Offic as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates the
Transportation Committee of the town of Easton has
initiated an effort to restore passenger service on this
line. The Massachusetts Bay Transportation Authoity
owns but PC maintains the track between Stoughton
and E aston for freight. service.

Information for Line Retention Decision

]Revenue received by PC.................
Average revenue per carload ............

$31, 40S

Variable (avoidable) cost of continued 8err-
Ice:

Cost Incurred on the branch Une1 ....... 35,248
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0
Cost Incuired beyond the branch line- - 23, 02-

Total variable (avoidable) cost ----- 58, 750

Net contribution (loss) Total... -.... (27,342)
Average per carload- - -- - (333)

'Thhj line is owned by 31BTA: therefore, the costs reported are
exclusive of ownership costs.

This line would require no upgp-ading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that. this portion of the

Stoughton Branchle included-in the ConRail System.
Continued operation of tbis-line would require a rail
servicd continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess fi-
naicial ,bVrden alnounting to $27,342 or-$333 per ca-r-
load. Recovery of costs wofld require approximately a
four-fold increase in traffic or a 90 percent rate increase
over the 1973 levels.
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DEDHAM SECONDARY TRACK

USRA Line No. 26

Penn Central

DEDHAM SECONDARY
TRACK, PC-7

DEDHA M' Jk- D rchester Branch, PCDEDHAM ! RE DIL
2.2 miles RA I

'I
Franklin BranchPC r- PC Line Boston-New York

I
I

The Dedham Secondary Track, formerly part of the
New Haven RR, extends from Readville (Milepost 0.0)
to Dedham, Mass. (Milepost 2.2), a distance of 2.2 miles,
in Suffolk and Norfolk Counties, Mass. It connects with
the Shore Line, Franklin and Dorchester Branches of
the Penn Central at Readville. Although PC is the
operator of the freight service on.the Dedham Second-
ary Track, the line is owned by the Masschusetts Bay
Transportation Authority. The MBTA purchased the
line from tlhe PC for possible future passenger trans-
portation use. This line was described as potentially
excess in the U.S. DOT Report, (see Zone 14).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
D edham -------------------------------------------
East Dedham --------...------ .........-----------

Total carloads generated by the line .............
Average carloads per week -------------------- 2.4
Average carloads per mile ..........---- ------ 57.3
Average carloads per train ... --------------- 2.4
1973 Operating information:

Number off round trips per year ....................
Estimated time per round trip (hours)............
Locomotive horsepower ................
Train crew size ..........

27
-99

126

52
2

1,750
4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
,of Transportati6n's Rail Service Report"indicated that
the Massachusetts Dept. of Commerce and Develop-
ment foresaw no serious impact if this line were aban-
doned. Only one job would be jeopardized.

Information for Line Retention Decision
Revenue received by PC ------------------------- $55, 099

Average revenue per carload$4. '$437

Variable (avoidable) Cost of Continued
Service:

Cost Incurred on the branch line --------- 21,4911
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 0
Cost incurred beyond the branch line---..34, 857

Total. variable (avoidable) cost ------------- 50, 348

Net contribution (loss) : total----- --------------- (1, 249)
Average per carload -------------------- (10)

Excludes ownership and maintenance costs due to MBTA owner.
ship.

This line would require no upgrading to meet the re-
. quirements of the Federal Railrbad Administration's

* minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Although this line generates a loss, a 6 per cent
growth in traffic or a 2 percent rate increase over 1973
levels will enable financial self-sufficiency.

Recommendation

It is recommended that freight service be provided to
the Dedham Secondary Track by the ConRail System.

PORTION OF WRENTHAM SECONDARY

TRACK

USRA Line No. 29

Penn Central

.- * *O Portion of Wrentham
Secondary Track, PC

' r' Framingham Branch, PC

WREtITHAM PORTION OF WRENTHAM

SECONDARY TRACK, PC

This portion of the Wrentham Secondary Track,
formerly a part of the New Haven RR, extends from
Cedar (Milepost 6.0) to Wrentham, Mass. (Milepost
15.7), a distance of 9.7 miles, in Norfolk County, Mass.
This line connects at Cedar with its own continuation
to Norwood Central (the portion of which from Cedar
to East Walpole is also under study in this Report) and
with the Framingham Branch of the PC. This line was
declared potentially excess in the U.S. DOT Report.
(see Zones 14 and 17).

Traffic and Operating Information
Stations' (with their i973 carloads) served by this line;

-W rent-am--_-------'------------ 143

Total carloads generated by the line --------...... 143

--- -------------------
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Average carloads per week ----------- '. -
Average- carloads per mile ------------- 14. 7
Average carloads per train ..---------------------- 2.v 9
1973 operating information:

Number of round trips per year ------------------- 50
Estimated'time -per round trip (hours) ------------ 4. 0
Locomotive horsepower --------------.--------- 1,750e 4.
Train crew size ---------------------------- ,-

Infoirmiition Provided by RSPO, Shippers, Government
Agencies

-iformation provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated
that traffic between Wrentham and Norwood amounted
to 260 carloads in 1973. The M Jassachfissetts Department
of Commerce and Development considers active con-
tiniation of this total segment crucial to the continua-
tion of 146 jobs. USRA. staff identified 2"shippers at
Wrentham, both reportedly not using rail. Of the four
shippers at Plainville, a majority own their own trucks
and use rail for a minority of their receipts and ship-
ments. The ,3.7 miles of track eastward between Cedar
-ahd East Walpole is presently "out of service."

Information for Line Retention Decision

Revenue received -by PC ----------------------- $42, 472
Average revenue per carload- ........... $297

Variable (a'oidable) cost of continued serv-
ice:

Cost incurred on the branch line-------- 79,303
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)__ 24, 897
Cost incurred beyond -the branch line,---- 27,107

Total variable (avoidable) cost ------------- 131,307

Net contribution7 (loss) : Total ------------------ (88,835)
Average per carload -------------------- (21)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 1,97 crossties (an average of
133.7 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Wren-
tham Secondary Track be included in the ConRail Sys-
tem. Continued operation of this lin6 would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting-to .$88,835 or $621
per-caroad. Recovery of costs would require approxi-
mately-a six-fold increase in traffic or a 210 per-cent rate
increase over the 1973 levels.

PORTION OF WRENTHAM. SECONDARY TRACK

USRA Line No. 30

Penn Central

Franklin Branch, PC
PC to

-- +-PC to Readville

,Horwood Central
Fr=nIngh-n
Branch, PC

PORTION OF YIRENTHAM
SECONDARY TRACK. PC

,- I'

/ I-PC to mnsfieId
PC to Wrmthrn I

This portion of the Wrentham Secondary Track, for-
merly part of the New Haven RR, extends from East
"Valpolc (Mlilepost 2.3) to Cedar Mass. (Milepost 6.0),
a distance of 3.7 miles, in Norfolk County, Mass. This
line comects with its own continuations at both Cedar
(to Wrentham) and East Walpole (to Norwood Cen-
tral). The portion from Cedar to Wrentham is also
under study in this Report. This line (from East Wal-
pole to Cedar) also connects at Cedar with the Fram-
ingham Branch of the PC. This portion of the
Wrentham Secondary track was not declared potentially
excess in the U.S. DOT Report (see Zone 14).

Information Provided by RSPO, Shippers, -Government
Agencies

Information provided at the heatings conducted by
the Rail Services Planning Office as reflected in their
reports entitled-"The Public Response to the Secretary
of Transportation's Rail Seriice Report" indicated that
the Wrentham Secondary Track's continued use may be
crucial to the continuation of 146 jobs for the length
between Norwood and Wrentham (see comments for
USRA segment No. 29).

Information for Line Retention Decision

This line does not serve any shippers directly. It is
used as an overhead line to USRA segment No. 29."The
Preliminary Recommendation for segment 29 is that
it vot be included in the ConRail System. Therefore,
segnnent 30 is not required.

Preliminary Recommendation

It is not recommended that this portion of the'Wren-
than Secondary Track be included in, the ConRail,
System.
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PORTION OF FRANKLIN BRANCH AND MILFORD
SECONDARY TRACK

USRA Line No. 31/32

Penn Central

PC to Framingham/
./ /--PC to ReadvilHe

AWALPOLE
Framingham-\*-Branch, PC

PORTION,%
FRANKLIN \+-PC to Mansfield
BRANCH, p\

This portion of the Franklin Branch, formerly part
of the New Haven RR, extends from WapoZe (Mile-
post 10.0) to Franklin Junction, Mass. (ilepost 19.0).
The Milford Secondary Track, also formerly a part of
the New Haven RR, extends from Frankslin Junction
(Milepost 0.0), to Milford., Mass. (Milepost 8.5). Taken
together as a single line, it is 17.5 miles 16ng and is
in Norfolk and Worcester Counties, Massachusetts.
From Walpole, the line continues in a northeasterly di-
rection to Readville. Also at Walpole, the line connects
with the Framingham Branch of the PC. The line con-
nects-at Milford ivith the Grafton & Upton RR. The
PC sold the portion of thisltne from Walpoe-to Frank-
lin (Milepost 18.0) to the Massachusetts Bay Trans-
portation Authority in January, 1973. The PC continues
to provide freight service over the line, and passenger
service operates between Boston and Franklin. This line
was described as potentially excess in the U.S. DOT
Report (see Zones 14,26,27).

Traffic and Operating Ipformation

Stations (with their 1973 carloads) served by this line-
Milford ----------------------------------------- 394
Nbrfolk ------------------------------------------ 9
City Mills ---- : ----------------------------------- 1
Franklin ----------------------------------------- 433
Unionville --------------------------------------- 0

Total carloads generated by the line -------------- 837
Average carloads per week -------------------------- -16.1
Average carloads per mile ------------------------- 47. 8
Average carloads per traii ------------------------- 3.2
1973 Operating Information:

Number of round trips per year -------------------- 260
Estimated time per round trip (hours) ------ ---------- 6
Locomotive horsepower ---------- ----------------- 1, 750
Train crew size -----......---------- - .------. 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicated that
this line generated 300-350 carloads in 1972 and 475
in 1973.

Information for Line Retention Decision
Revenue received by PC -------------------------- $208, 803
Average ievenue per carload ------------- $321

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line 1 - - - - - - 150, 213
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 18,855

Cost incurred beyond the branch line. 194, 771

Total variable (avoidable) cost ------------- 309, 83D

Net contribution (loss) : total --------------- (100,970)
Average per carload -------------------- (121)

lExcluds maintenance and ownership costg on that portion owned
and operated by MBTA.

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 3,441 crossties (an average of
197 crossties per mile. Correspondence received by
USRA indicates that the Foster-Forbes Company in
Milford expects its new plant to add between 1,000 and
1,800 cars per year to.this traffic. The new ,1. J. Corru-
gated Box Company scheduled for opening in 1973 will
boost the lines traffic an additional 650 carloads in that
year, with total plant production resulting in 1,100 car-
loads during 1976. J.J. Corrgugated Box will be located
at Franklin, Mass., 8.4 miles from Walpole and the
Penn Central's Framingham Branch. The Milford
plant of Foster-Forbes Company is 8.5 miles beyond
Franklin. Service to Milford could be provided via the
Grafton and Upton RR via Hopedale and N. Grafton
where a junction is niade with the Boston to Worcester
line of the Penn Central.

Preliminary Recommendation

Although the preliminary recommendation is that this
portion of the Franklin Branch and the Milford Sec-
ondary Track be included in the ConRail System, the
possibility of immediately increasing revenue must be
explored before a final recommendation can be made.
Without immediately increasing revenue, continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $100,976 or $121 per carload. Recov-
ery of costs would require appyoximately a 130 per cent
increase in traffic or a 35 percent rate increase over the

"1973 levels. Costs may also be reduced by reducing fre-
quency, although this alone will NOT make the line
viable.
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PORTION OF NEEDHAM BRANCH
- USRA Line No. 33

Penn Central

.'PC to Boston

Portion of *
N e e d h a m B ra n c h , P C b , sO E H L\~~ . es FOREST HILLS

Dover Seconday _A0004--Shore LnP
Track, PC--+"NEEDHAM f

JUNCTION
PORTION OF
NEEDHAM '4-To Providence

To Medfield BRANCH, PC /

Jinction

This portion of the Needham Branch, previously a
part of the New Haven R.R, extends from Fo'rest Hills
(Milepost 3.3), to Needham Juawtion, Hais. (Milepost
10.1) , a distance of 6.8 miles, in Suffolk and Norfolk
Counties, Mass. This line connects with the Shore Line
of the PC at Forest Hills and with its 6wn northerly
continuation at Needham" Junction to Cook Street,
a line wlhicl is also under study in this Report. At
Needham. Junction, it connects with the Dover Sec-
ondary Track of the PC (also under study in this Re-
port). The PC sold the line in January, 1973 to the
Massachusetts Bay Transportation Authoirty. The PC
continues to provide freight service over the line. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone -14).

Traffic and Operating Information

Stations (with tlieir 1973 carloads) served by this line:
West Roxbury --------------------------------- 49

Total carloads generated by the line ...------------ 49
Average carloads per week .------------------------ 0.9
-Average carloads per mile ----------------.. .. .--- 7.2
Average carloads per train ... ----------------- 0.9
1973 operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) -------------- 3.0
Locomotive horsepower ----------- ------------ 1,750
Train crew size ------------ --------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information coffcerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of rranspoita-
tion's Rail Service ReporP' USR.A staff has identified
one sipper oui thebranch, United Liquors of W. Rox-
bury, Mass. -"

Information for Line Retention Decision

Revenue received by PC..$29, 932
Average revenue per carload .... - $01

Variable (avoidable) cost of continued serv-
ice --- -- 48

Cost Incurred on the branch line-..... 0
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost Incurred beyond the branch line-... 30,223

Total variable (avoidable) cost ..... 6,710

Xet contribution (loss): total- . . (26,778)
Average per carload .... (546)

'Excludes maintenance and ownership costs due to MBTA. ownership.

This line wvQold require no upgrading to meet the re-
quirements of the Federal Railroad ]Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is vot recommended that freight service be pro-
vided over this portion of the Needham Branch by the
ConRail System. Continued operation of thisline would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $2 6,778
or $546 per carload. Recovery of costs would require
both an increase in traffic and a iiate increase over the
1973 levels.

PORTION OF NEEDHAM BRANCH

USRA Line No. 34

Penn Central

PORTION . NEEDHAM
BRANCH PC

,.."'NEEDHAM
-/ JUNCTION

4 Dovet Secondary Track. PC

This portion of the Needham Branch, formerly part
of the New Haven fRR, extends from Nfeedham Junction
(Milepost 10.1) to Cook Street, lass. (Milepost 14.1),.
a distance of 4.0 miles, in Norfolk and MiUddlesex Coun-
ties, Mass. This line connects at Needham Junction with
its own continuation to Forest Hills and with the Dover
Secondary Track of the PC, both also under study in-
this Report. The PC sold this line to the fassachusetts
Bay Transportation Authority in January 113. The



PC continues to provide freight service over the line.
This line was not identified as potentially excess in the
U.S. DOT Report (see Zone 14).
* This line provides suburban passenger train service

from Needham Junction to Needham HeighLs.

Traffic and Operating Information

Stations (with.their 1973 carloads) servedby this
line:

Needham ------------------------------- 467
Needham Eeights -------------------------- 9
Newton Upper Falls ----------------------- 755
Cabot ---------------------------------- 1, 076

Total carloads generated by the lind -...... 2,307
Average carloads per week ----------------- --- 44.4
Average carloads per mile --------------.. .--------- 576,8
Average carloads per train ------------------------- 14.8-
1973 operating information:

Number of round trips per year ----------------------- 156
Estimated time per round trip (hours) --------------- 7
Locomotive horsepower ------ -------------- ----- 1, 500
Train crew size ------------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ---------------------- $1, 154,536
Average revenue per carload-..------------- $500
Variable (avoidable) cost of continued

service:
Cost incurred on the branch line ------- 131,939
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line--- 755, 886

Total variable (avoidable) cost ------------- 887, 825

Net contribution (loss) total -------------------- 266,711
Average per carload --------------------- 116

IThis line is owned by MBTA; therefore the costs reported are ex-
clusive of ownership costs.

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is, recommended that this portion of the Needham
Branch be included in the ConRail System.

DOVER SECONDARY TRACK

USRA Line No. 35

Penn Central

Needham Branch, PC

I-. To Boston

NEEDHAM
JUNCTION

DOVER SECONDARY
TRACK, PC

Franinghain
Branch. PC-

XMEDFIELD JUNCTION

/ \

Clicquot Secondary._ T a
Track, PC / -To Walpole

The Dover Secondary Track, formerly a part of the
New Haven RR, extends from Needham Junotion
(Milepost 0.0) to fedfield Junction, Mass. (Milepost
7.3), a distance of 7.3 miles, in Norfolk County, Mass.
This line connects with the Needham Branch of the
PC (also under study in this Report) at Needham
Junction. It also connects at Medfield Junction with
the Framingham Branch and with the Clicquot Sec-
ondary Track of the PC. The PC sold the line in Janu-
ary 1973 to the Massachusetts Bay Transportation
Authority. The PC continues to provide freight service
over the line. The Dover Secondary Track was declared
potentially excess in the U.S. DOT Report (se9 Zone
14).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary of Transportation's Rail Service Report," indi-
cated that abandonment of this line might destroy the
historical .traffic patterns of the Needham Branch
Traffic.

Information for Line Retention Decision

This line does not directly serve any shippers. IHIow-
ever, it is needed to serve shippers on USRA Segment
No. 34. The recommendation -for Segment 34 is that it
be included in the ConRail System.

Recomnendation

It is recommended that the ConRail System continue
to provide freight service over the Dover Secondary
Track.
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USRA Line No. 682

PORTION OF STOUGHTON BRANCH

Penn Central

k-To Boston
/

Shore / CANTON JUNCTION

Line, PC
J Canton

+4-PORTION OF STOUGHTON
BRANCH, PC

To Providence STOUGHTON

I+- Portion of Stoughton
Easton ,) Branch. PC

This portion of the Stoughton Branch, formerly a
part of the New Haven RR, extends from Canton June-
tion (Milepost 0.0) to ,Stoughton, Mass. (Milepost 4.4),
a distance of 4-4 miles in Norfolk County, Mass. This
line connects at Stoughton with its own continuation to
end of track near Easton (which is also under study
in this Report). It connects with the Shore Line of the
PC at Canton Junction. The PC sold the line in Janu-
ary, 1973 to the Massachusetts Bay Transportation
Authority. The PC continues to provide freight service
over the line. This portion of the Stoughton Branch was
not described as potentially excess in the US DOT Re-
port (see Zones 14 and 15).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Canton I ----------------- 15
West Stoughton --------------------------------- 1
Stoughton ----------------------- 621

Total carloads generated by the line -------------- 787
Average carloads per week -----------------.. . ---- 15.1
Average carloads per mile ------------ 178.9
Average carloads per train .------------------------ 5.2
1973 operating information:

Number of round trips per year ---------.. ....--- 150
Estimated time per round trip (hours) -------------- 2.0
Locomotive horsepowe. -----------------...--- 1,750
Train crew -size --------- ---------------------- 4

'Includes only traffic on segment

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as refleted in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
ten firms employing 1,328 people are dependent upon
rail freight service.over this branch. Thiree industrial
plants have located in Canton's industrial park over the
last seven years. Plymouth Rubber Company would

reduce its work force 25 percent. (250 jobs) if service to
Canton ceased.

Information for Line Retention Decision

Revenue received by PC- - R374, 677
Average revenue per carload- M......76

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line _ 31, 435
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost)------ 0
Cost Incurred beyond the branch line -..... 290,444

Total variable (avoidable) cost--.... 321, 879

Net contribution (loss): a 52,798
Average per carload------ 67

'Excludes ounerhlip and maintenance costs due to 'IBTA own-
ership.

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I trpck, which has a
maximum safe operating speed of 16mph).

Recommendation

It is recommended that this portion of the Stoughton
Branch be included in the ConRail System.

PORTION OF HOLYOKE SECONDARY TRACK

USRA Line No. 683

Penn Central

PORTION OF HOLYOKE
FnSECONDARY TRACK, PC

Florence Secondlary
Trac.PC--+ ./ HOLYOKE

WESTFIELD / CI -
-Springfield

To Albany , E -. ....... To Boston

Boston-Albany
Portion of Holyoke -, line or C - e
Secondary Track, PC 14- PCto New Haven

This portion of the Holyoke Secondary Track, for-
merly a part of the New Haven -RR, extends from
Westfleld (Milepost 33.6) to Holyok'e, Mass. (Milepost -
43.5), a distance of 9.9 miles, in Hampden County,
Massachusetts. It connects at Westfield with the PC
Boston-Albany line, with the southerly continuation
of the Holyoke Secondary Track and with the Florence
Secondary Track of the PC. The last two are also un-
der study in this Report. At Holyoke, the line connects
with the Connecticut River Route main line of the
Boston & Maine RR. This line was not declared poten-
tially excess in the U.S. DOT Report (see Zone 24).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Westfield ------- ; -------------------------------- 2,988
Holyoke - __-- -------------------------------- 2, 879

Total carloads generated by the Line ----------- 5,867
Average carloads per week ----------------------- 112.8
Average carloads per mile ------------------------ 592.6
Average carloads per train ..----------------------- 29.3
1973 operating information:

Number of round trips per year --------------------- 200
Estimated time per round trip (hours) --------------- 8
Locomotive horsepower ------------------------ 1,600
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
rail-dependent industries employ 4,800 people in Hol-
yoke and Westfield. If rail service were stopped to all
of Westfield and Holyoke, a U.S. Dept of Commerce
report projected that 145 retail firms would be forced
out of business, with a resulting job loss of 3,120. Twen-
ty-five firms located in Holyoke testified at the hearings.
These firms reported shipping 10,116 cars in .1973.
USRA staff has found that many- of these carloads
take place on the B&Mrailroad, and that most of Hol-
yoke's industry sites can obtain rail service from the
B&M. One of the largest shippers, Holyoke Magazine
Press, Inc., went out of business in 1974. The largest
shipper is Holyoke Water Power Co. (Milepost 42.4),
which has been receiving petroleum by tank cat.

Information for Line Retention Decision
Revenue received by PC --------------------- $1,804,504
Average revenue per carload ------------ $308

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 255,352
cost of upgrading branch line to FRA -

Class I: (1/10 of total upgrading
cost) ----------------------------- 10,192

Cost incurred beyond the branch line. 1,051,091

Total variable (avoidable) cost ----------- 1, 316, 635
Net contribution (loss) : total .---------------- 487, 869
Average per carload .....-- -. 83

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph): Based on
available information, this upgrading would include
the replacement of a total of 2500 crossties (an aver-
age of 253 crossties per mile).

Recommendation

It is recommended that this portion of the Holyoko
Secondary.Track be included in the ConRail System.

FLORENCE SECONDARY TRACK

USRA Line No. 684

Penn Central

END OF TRACK

N EAR EASTHAMPTON

Easthampton Branch,

Easthampton
FLORENCE
SECO-DARY TRACK, PC

.... '/K Holyoke SecondaryTrack, PC

;-Albany-Boston Line, PC

WESTFI ELD

The Florence Secondary Track, formerly part of the
New Haven RR, extends from Westfield (Milepost
0.4) to Easthampton, Mass. (Milepost 11.9), a distance
of 11.5 miles, in Hampden and Hampshire Counties,
Mass. At Westfield it connects with the Holyoke Sec-
ondary Track of the PC, also under study in'this report
and with the PC Albany-Boston line. At Easthampton,
the Florence Secondary Track connects with the East-
hampton Branch of the Boston & Maine RR. This line
was not described as potentially excess in the U.S. DOT
Report (see Zones 23 and 24).

Traffic and Operating Information
Stations (v&ith their 1973 carloads) served by this line:

Easthampton -------------------------------------- 1,88
Westfield 1 --------------------- - - - - - - - - - - - - - - --- 130

Total carloads generated by the line ---------------- 1,477
Average cayloads per week ---------------------- 28.4
Average carloads per mile ----------------------- 128.4
Average carloads per train ---------- 14. 8

1973 operating information:
Number of round trips per year ----------------- 100
Estimated time per round trip (hours) ------------- 10
Locomotive horsepower ----------------------------- 1,600
TLrain crew size ------------------------------------- 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

-Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
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reports entitled-"The Public Response t6 the Secretary
of Transportation's Rail Service Report" indicated that
6 firms located in-Easthampton uLse PC freight serv-
ice. These firms employ 1,323 workers and paid $1.4 mil-
lion in 1973 rail freight charges. The National Felt Co.
would be affected by a shift to truck as inbound costs
for synthetic wastes would increase. Information re-
ceived by USRA staff indicates that 50 percent of Na-
tional Felt's current inbound ad outbound movements
are by truck.

Information for Line Retention -Decision

Revenue received by PC ------------------- $781, 339
Average revenu6 per carload --------------- $529

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line------- 171,470

Cost of upgrading branch line to FRA
Class I (1/10 of total upgrading cost.- 18, 851

Cost incurred beyond the branch line.-. 422,728

Total variable (avoidable) cos-___

Net contribution (loss): Total--------
Average per carload- --- 1

613,049

I68,290

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safo operating speed of 10m.p-h.). Based on
available information, this upgrading would include the
replacement of a total of 3,300 crossties (an average of
287 crossties per mile).

Recommendation

It is recommended that the Florence Secondary
Track be included in the ConRail System.





9863

MICHIGAN

Intrastate

PC

USRA Terminals
line number

391
392a
394
395/395a
398
402
404
436
438
438a
440
440a
440b
441
442
443
444
444a
445
445a
445b
446
446a
447/447a/447b
451/452/453
454
454a
455
455a
456/457/458
458a
459/459a "
460
461
461a
463
463a
463b
463d
464/465
464a
466
470
472
472a
473
530a
635
636
680
688

Lenawee Junction to Ida
N&W Xing East of Adrian to Adrian:
Grosvenor to Morenci
Lenawee Junction to Manchester
Jonesville to Litchfield
Montgomery to Bankers
Fort Wayne Junction to Horton
Oakman Spur at Dearborn
Caro to Colling
Vassar to Caro
Bay City to Gaylord
Bay City to Water Street Junction
Gladwin Branch at Pinconning
Gaylord to Mackinaw City
Mackinaw City to St. Ignace (car float)
Bay City to Midland
Munger to Denmark Junction
Vassar to, Denmark Junction
Vassar to Millington
Millington to Lapeer Junction
Lapeer Junction to Oxford
Saginaw to Harger
Denmark Junction to Harger
Saginaw to Bay City
Rives Junction to Grand Rapids
Mackinaw City to Cadillac
Cadillac to Cedar Springs
Lansing to Jackson
Lansing to Saginaw
State Line to Vicksburg
Kalamazoo to Three Rivers Junction
Kalamazoo to Vicksburg
Grand Rapids to Moline to Plainwell
Cedar Springs to Comstock Park
Comstock Park to Grand Rapids
Plainwell to Otsego
Otsego to Dorr
Dorr to Byron Center
Lamar to Grand Rapids
Parchment to Doster
Plainwell to Kalamazoo
Kalamazoo to Dowagiac
Traverse City to Walton Junction
Muskegon to Fuller
Muskegon Heights to Muskegon
Haires to Three Rivers Junction
Hudson to Cement City
Niles-to Benton Harbor
Carleton to Detroit
Buchanan to Dowagiac
Oxford to 'Utica

USRA Terminals
line number

692a/693a
698

1300
1301

1302/1303

White Pigeon Junction to Hillsdale
At Cheboygan (D&MI Trackage Rights)

AA
Dundee to Owosso
Owosso to Thompsonville

Interstate

AA
Michigan to Wisconsin

Thompsonville, Mich. to Kewaunee, Wis.
(ferry)

PC

Michigan to Indiana (these lines are discussed under Indiana)

401 Montgomery, Mich. to South of Angola, Ind.
467 Buchanan, Mich. to .ichigan City, Ind.
637 Niles, Mich. to South Bend, Ind.

Michigan to Ohio

N&W Xing East of Adrian, Mich. to Vulcan,
Ohio

Carleton, Mich. to Alexis, Ohio (C&O Trackage
Rights)

- Hudson, Mich. to Bryan, Ohio

IDA BRANCH

USRA Line No. 397

Penn Central
PC to Clinton

DT&IRR--..

PC to x
Adrian/ .4e

Adrian l Petersburg** I,

LENAWES\ IDA

JUNCTIOH I -19.8 miles-*'

PC to Toledo PC '(Vulcan-Old PC IDA ._

Road Branch) BRANCH AA RR

The Ida Branch, formerly part of the New York
Central RIR, extends from Lemaiee Junctimo (Milepost



0.0); to Ida, Mich. (Milepost 19.8), a distance of /9.8
miles, in Lenawee and Monroe Counties, 'Mich. This
line runs east from the Penn Central's Adrian-Toledo
,Vulcan-Old Road Branch (also under .study in this

Report). Other connections include the PC line north
to Clinton (also under study in this Report), the De-
troit, Toledo & Ironton RR, which crosses near Peters-
burg, and the Ann Arbor RR, which crosses at Feder-
man. The Penn Central filed a petition with -the ICC to
abandon this line in October, 1972. In September, 1974,
the PC made similar application to the U.S. Railway
Association (Docket No. 75-26). No final action has
been taken on either application. This line was de-
scribed as potentially excess in the U.S] DOT Report
(see Zones 113 and 150).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ida ----------------------------------------------
Petersburg .... --------------------------

.143

Deerfield -_--------------------------------------- 2

Total carloads generated by the line -------------- 145
'Average carloads per-week -------------------------- 3
Average carloads per mile ----------------------------- 7
Average carloads per train ---------------------------- 4
1973 operating Information:

Number of round trips per year -------------------- 40
Estimated time per round trip (hours) ------------ 7. 0
Locomotive horsepower ---------------------------- 1, 200
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government

Agencies

Np specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." The State of Michigan was
generally opposed to the abandonment of this line
until its state rail plan was finalized.

Information for Line Retention Decision

Revenue received by PC ----------------------- $45, 795
Average revenue per carload -------------- $316

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- $142, 327
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_. 51,079
Cost incurred beyond the branch line---,- 33,718

Total variable (avoidable) cost ------------- 227, 124

Net contribution (loss) : total ------------ (181,329)
Average per carload ------------------- ($1,251)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has

a maximum safe operating speed of 10 mph). Based

on available information, this upgrading would include
the replacement of a total of 9,900 crossties (an average
of 500 crossties per mile).

Preliminary Recommendation

It is not recommended that the Ida Branch be included
in the ConRail System. Continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line gen-
erates an annual excess financial burden amounting to
$181,329 or $1,251 per carload. Recovery of costs would
require approximately a fifty-five-fold increase in traf-
fic or a 400-percent rate increase over the 1973 levels.

PORTION OF VULCAN-OLD ROAD BRANCH

USRA Line No. 392a

Penn Central
N&W Detroit-

Detroit, Toledo, Fort Waynb
& Ironton RR-i 5Vine

* *"PC to: Lenawee
.3 11 -- /Junction

ADRIAN.3mie
N&Yf

"CROSSING

: PORTION OF
VULCAN-OLD
ROAD BRANCHPC

This portion of the Vulcan-Old Road Branch,'former-
ly part of the New York Central RR, extends from
NCW Crossing east of Adrian (Milepost 328.3) to
Adrian, Mick. (Milepost 333.6), a distance of 5.3 miles,
in Lenawee County, Mich. This is the'western portion of
the PC's Vulcan-Old Road Line which continues
through Lenawee Junction to Toledo and is also under
study in this Report. A Detroit, Toledo & Ironton RR
branch crosses near Adrian; the N&W line runs between
Detroit and Fort Wayne. A continuation of this line,
extending from Adrian to Clayton has been officially
abandoned. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 150).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Adrian 1 - ----- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - r - - - - - - - 1,145

Total carloads generated by the line ------------- 1, 145
Average-carloads per week ---------------------------- 22.0
Average carloads per mile ---------------------------- 210.0
Average carloads per train-..------------------------- 3.8
1973 operating information:

Number of round trips per year -------------------- 300
Estimated time per round trip (hours) --------------- 2
Locomotive horsepoWer ---------------------------- , 500
Train crew size ------------------------------------ 5

1 Includes only traffic on segment.
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Information Provided by RSPO, Shippers, Government
,Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary

of Transportation's Rail Servi6 Report" indicates that

4,000 carloads per annum are generated from the Adrian

area. Five companies-Townsend Brothers, Tri-State

Engineering, Merillat Industries, Inc., Stubnitz Spring

Division and Stevenson Lumber Company-generated.
a total of 2,163 carloads in 1973.

Information for Line Retention Decision

Revenue received by PC ------------ --------- $23,118
Average revenue per carload-------------- $234

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 94, 554
Cost of upgrading branch line to FRA Class

I: (1/10 of .total upgrading cost) ------ 8, 929
Cost incurred beyond the branch line__-- 158,887

Total variable (avoidable) cost ---- 262,363

Net contribution (loss) : total --------- 5,755
Average per carload ------------ ---- 5

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
mininum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on

available information, this upgrading would include
the replacement of a total of 100 crossties (an average
of 19 crosstiespermile).

Although this line generates a net contribution, it is
served via TISRA segment 391. The preliminary recom-

mendation for segment 391 is that it not be included in

the ConRail system.

Recommendation
It is wt recommended that this portion of the Vul-

can-Old Road Branch be included in the ConRail Sys-
term. Service to Adrian should be assumed by a solvent
carrier.

MORENCI BRANCH

USRA Line No. 394

Penn Central

I.
PC MORENC
BRANCH

" \ ¢€GROSVENOR -~
MO B4i 0 \ 4-P CVu can-

MORENC100 Old Road
D - Branch

Toledo &-
Ironton RR

The Morenci Branch, formerly part of the New York
Central RR, extends from Grosenor (Milepost 0.0) to
Morenci, Mich. (Milepost 18.6), a distance of 18.6 wi7es,
in Lenawee County, Michigan. This line is in Zone 150
in the U.S. Department of Transportation Report, "Rail
Service in the Midwest and Northeast Region," dated
February 1, 1974. This line is a branch of the PC
Vulcan-Old Road Branch which is also under study
in this report. At Bimo, a. branch of the Detroit Toledo
& Ironton Railroad crosses. This line -as described as
potentially excess in the U.S. Department of Trans-
portation Report.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Grosvenor' 74
Ogden -------- is
Xasper :12
Weston ---

Morenc 252

Total carloads generated by the line 494
Average carloads per week ... 9.5
Average carloads per mile- . 26.6
Average carloads per train_- ------ 9.9
1973 operating Information:

Number of round trips per year - - 0
Estimated time per round trip (hours) 6. 0
Locomotive horsepower-.... -.- - - - 1,200
Train crew size 4
'Includes only trafc on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated that
Smith Douglas (a Division of Borden) generated 400 to
450 carloads in 1973. H1owever, available shipper-specific
traffic records indicate only 5 carloads in 1973 for this
shipper. In total, the testimony indicated that this line
generated over 2,500. carloads but only 494: carloads can
be identified. In addition, Stauffer Chemical at Weston
receives hazardous materials, which without rail service,
would have to move by motor carrier over narrow
highways.

Information for Line Retention Decision
Revenue received by PC_--- - -- $18i625
Average revenue per carload ....... $369

Variable (avoidable) costof continued
service:

Cost incurred on the branch line..--- 145, 608
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 45,556

Cost Incurred beyond the branch line-- 83,998

,Total variable (avoidable) cost 275,162

Net contribution (loss): total -(92,906)
Average per carload --- (188)
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This line would require upgrading to meet the rp-
quirements of the Federal Railroad Adminisfration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 9,000 crossties (an average of
484 crossties per mile).

Testimony regarding 2,500 carloads includes traffic
handled by the N&W at North Morenci.

Preliminary Recommendation

Although the. preliminary recommendation is that the
Morenci Branch not be included in the ConRail System,
the possibility of immediately increasing revenue must
be explored before a final recommen.dation can be made.
Without immediately increasing revenue, continued op-
eration of this line would require a rail service continu-
ation subsidy. Under 1973 traffic, revenue and cost levels,'
this line generates an annual excess financial burden
amounting to $92,906 or $188 per carload. Recovery of
costs would require approximately a 100 percent in-
crease in traffic or a 50 percent rate increase over the
1973 levels.

CLINTON BRANCH

USRA Line- No. 395 and 395a

Penn Central Railroad

Detroit, CLINTON
Toledo& N&W Detroit-Fort Wayne
Ironton RR_4' Tecumseh -line

..oPC CLINTON BRANCH
Raisin Centeri

.1 ENAWEE JUNCTION

PC to Adrian \ '-PC Ida Branch

s--PC Vulcan-Old Road
Branch

This portiof of the Clinton Branch, formerly part of
the New York Central Railroad, extends from Len&wee
Junction (Milepost 0.0) to Manchester, Mich. (Milepost
13.6), a distance of 13.6 miles, in Lenawee County,
Mich. This line, except for the portion from Tecumseh
to Clinton, wa described as potentially excess in the
U.S. DOT Report (see Zone 150).

Traffic and Operating Information
Stations -(with their 1973 carloads) served by this line:

Tecumseh ------------------------- 188
Clinton ------------------------------------------- 1,004
Adrian - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  63

Total carloads generated by the line ------------ 1,255

Average carloads per week ----------------- Z -------- 24.1
Average carloads per mile ---------------------------- 91.0
Average carloads per train --------------------------- 10. 0
1973 operating information:

Number of round trips per year -----------------..--- 125
Estimated time per round trip (hours) ---------------
Locomotive horsepower ----------------------------- 1,200
Train crew size ------------------------------------ 4
' Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the strongest opposition to the abandonment, of this line
came from the Budd Company of Clinton. They re-
ported shipments of 1,040 carloads in 1972 and 852 in
1973. The Company stated that its loading facility can-
not acconmodate additional trucks. Additionally, the
increased freight costs in shipping via truck would
jeopardize the Company's competitive position. The
Budd Company predicted that the plant would be forced
to shut down and 323 jobs would be terminated.

Information for Line Retention Decision

Revenue received by Penn Central --------------- $511,007
Average revenue per carload --------------- $407

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------
Cost of upgrading branch line to, FRA

ClassJ : (1/10 of total upgrading cost) -
Cost incurred beyond the branch line -----

170,209

15, 924
282,140

Total variable (avoable) cost ---------------- 474,63

Net contribution (loss) : Total -------------------- 3 80, 704
Average per carlodd ------------------- _--------- 29

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,000 crossties (an average
of 73 crossties per mile).

Although this line generates a net contribution, it
must be served via USRA segment 393 which goner-
ated a loss amounting to $371,003.

Preliminary Recommendation

It is vot recommended that this portion of the Clinton
Branch be included in the ConRail System.
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LITCHFIELD BRANCH

USRA Line No. 398

Penn Central

LITCHFIELD

PC LITCHFIELD-+4 -6.3 miles

BRANCH

JONESVILLE

PC to Ft. Wayne
PC to Coldwater, Junction and
Sturgis and Elkhart Hillsdale

The Litchfield Branch, formerly part of the New
Y6rk Central RR, extends from Jonw8ville (Milepost
0.6) to Litchfleid, Mich. (Milepost 6.9) a distance of 6.3
miles, in Hillsdale County, Mich. This line is a branch
running north from the Penn Central's line from Elk-
hart to Hillsdale. The segment north of Litchfield was
abandoned in 1971. The lines from Jonesville to Hills-
dale and WhitePigeon Jct. are also under study in this
report. This line was described as potentially excess in
the U.S. DOT Report (see Zone 150).

Traffic qnd Operating Information
Stations (with their 1973 carloads) served by this line:

Litchfield ---------------- 187
Jonesville - ---------------------------------------- I

Total carloads generated by the line - ------- 194
Average carloads-per week.--------- ----- 3.7
Average carloads per mile .........................- 30.8
Average carloads per train ------------ ---- - 9

1973 operating information:
No. of round trips per year ---------------------- 100
"Estipated time per round trip (hours) --------------- 3.0
Locomotive horsepower --------------------- 1,5
Train-crew size ---------------------------------- 5
1-Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Serviees Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Plymouth Flush Door Company would be put at a
competitive disadvantage if rail service ceased. Plym-
outh Flush Door -reported 166 carloads in 1972 and
135 in 1973. Both this company and the Hillsdale

-Foundry have received a total of $2 million in loans
from the Small Business Administration and the Eco-
nomic Development Administration. RSPO reported
no traffic from Hillsdale Foundry. The Detroit office
of the Small Business Administration testified that rail
accessibility to rutal areas such as tltchfield should be
retained. The industrial park at Litchfield has total fa-

--cility investments of $3.4= million. The Mayor of Litch-
field stated that 50 percent of the city's labor forte of

1,200 is employed by industries dependent on rail
service.

Information for Line Retention Decision
Revenue received by PC
Average revenue per enrload

MRo, 204
1=0

Variable (avoidable) cost of continued service:
Cost incurred on the branch line..-.... 65, 062
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) - 26,418
Cost incurred beyond the branch line - 35, 510

Total variable (avoidable) eost - - 12990

Net contribution (loss): total. (68,786)
Average per carload ......... (354)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement'of a total of 6,300 crossties (an-average of
1,000 crossties per milq).

Available data indicates that there may be some poten-
tial traffic growth on the line.

Preliminary Recommendation
It is not recommended that the Litchfield Branch

be includcd in the ConRail System. Continued operation
of this line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
to $68,786 or $354 per carload. Recovery of costs would
require approxirhately a three-fold increase in traffic or
a 118 percent rate ihcrease over the 1973 levels. Costs
may also be lowered by reducing frequency, although
this alone will not make the line viable.

PORTION OF WATERLOO BRANCH

USRA Line No. 402

Penn Central

PC to Litchfield

..- - .. Qonesville

PC to Sturgis and Elkhart \NHillsdale

/
/ PC toOsseo

e' ANKERS

10.3 miles BANER

m .PORTIOHOF PC
WATERLOO BRANCH

/ MONTGOMERY

PC to Pleasant Lake, Ind.
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This portion of the Waterloo Branch, formerly part
of the New York' Central RR, extends from Mont-
goery (Milepost 54.8), to Bankers, Mich. (Milepost'
65.1), a distance of 10.3 miles, in -IIillsdale County,
'Michigan. This line is part of a branch running south
from Hfillsdale into Indiana. The southern and northern
continuations of this branch are also under study in this
Report. This line was described as potentially excess
in the U.S. DOT Report (see Zone 150).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Reading ------------------------------------------- 293
Montgomery -------------------------------------- 198

Total carloads generated by the line ------------- 491
Average carloads per week --------------------------- 9.4
Average carloads per mile ------------------------ 47.7
Average carloads per train ---------------------- 3.3
1973 operating information:

Number of round trips per year .......... 150
Estimated time per round trip (hours) -------------- 7.5
Locomotive horsepower ---------------------------- 1, 500
Train crew size (people) 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that poor service and car shortages have been leading
causes for low rail usage. The Mayor of Reading, Mich-
igan reported that 200 additional annual carloads would
have been moved over the line if the PC could have pro-
vided them service. Lack of primary highways makes
it impossible for trucks to carry full loads during parf
of the year.

Information for Line Retention Decision
Revenue received by PP ------------------- $247, 947
Average revenue per carload ------------- 5

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line ----- 144, 560
Cost of upgrading branch line to PRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 21,862

Cost Incurred beyond the branch line-- 153,750

Total variable (avoidable) cost -------- 320,172

Net contribution (loss) : total (72,225)
Average per carload -------------------- (147)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 3,605 crossties (an average
of 350 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Water-
loo Branch be ihcluded in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $72,225 or $147 per carload. Re-
covery of costs would require approximately a 75 per
cent increase in traffic or a 30 per cent rate increase over
the 1973 levels. Costs may also be lowered by reducing
frequency, although this alone will not make the line
viable.

PORTION OF WATERLOO BRANCH

USRA Line No. 404

Penn Central

\ (PC to Litchfield

joe. .s, HORTONJIonesviIlle " F
PC t- " ,. .. PORTION OF

Sturgis and n-PC WATERLOO
Elkhart FORT WAYNE/ BRANCH

JUN CTION 'PC to Hillsdale

This portion of the aterloo Branch, formerly part
of the New York Central RR, extends from Fort Wayne
Junction (Milepost 71.0), to Horton, Micigan (Mile-
post 85.7), a distance of 14.7 miles, in Jackson County,
Michigan. This line, once part of a through route be-
tween Jackson and Fort Wayne, now exists'solely as a
branch off PC's line through Jonesville and Hillsdale,
which is also under study in this Report. Penn Central
has filed a petition to abandon this line (ICC Docket
No. AB-5, Sub. 193 and 194). This line was not described
as potentially excess in the U.S. DOT Reporb (see Zones
150 and 152).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Horton ------------------------------------------- 5
Hanover ------------------------------------------ 1

Total carloads generated by the line ------------- 0
Average carloads per week ------------------------- 0.1
Average carloads per mile -------------------------- 0.4
Average carloads per train --------- ---------------- 0.5
1973 operating information:

Number of round trips per year --------------------- 12
Estimated time per round time (hours) ------------ 4. 0
Locomotive horsepower --------------------------- 1,t500
Train crew size -----------------------------------

Information Provided by RSPO, Shippers, Government
Agencies

No'specific informhation concerning this line was pro-
vidd at the hearings conducted by the Rail Services



9869

Planning Office as reflectedin their reports entitled "The
Public Response to the Secretary of Transportationn
Rail Service Report2'

Information for Line Retention Decision

Revenue received by Penn Central___. .-.........
Average revenue per carload ............. .$234

$1, 402

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 97, 587
Cost of upgrading branch line to FYRA

class I (1/10 of total upgrading cost)- 30, 523
Cost incurred beyond the branch line--- 872

Total variable (avoidable) cosIM.......... 128298

Net contribution (loss) : TotaL---------------- (127, 580)
Average per carload ----------------- (21,263)

This line -would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operatin speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 5,145 crossties (an average
of 350 crossties per mile).

Preliminary Recommendation

It is no-t recommended that this portion of the Water-
loo Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $127,580 or $21,263 per
carload. Recovery of costs would require approximately
a two hundred and forty-fold increase in traffic or a
1,517 percent rate increase over the 1973 levels.

OAKMAN SPUR AT DEARBORN

USRA Line No. 436

Penn Central

The Oaknan Spur, formerly part of the Pennsyl-
vania RR,- extends 1.5 niles at Dearborn, lfMoi. in
Wayne County, Mich. This line runs from the C&O
mainline approximately one and one-half miles until it
joins the Detroit Terminal Ry. There are no physical
connections with other PC-controlled lines. This line
was the former-PRR connection with the Detroit Ter-
minal, using trackage rights from Lincoln Yard xda Del-
ray over the C&O. This line was not shown in the U.S.
DOT Report (see Zone 155).

Detroit Terminal RR

C&O to Grand Rapids
4, OAMAN SPUR "

.oeo.* AT DEARBORN -

PC to Jackson
4.*. ** P Cto Detroit

C&O to Delray and Detroit (PC has
Trackage Rights to Lincoln Yard)

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Plannning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tions Rail Service Report."

Information for Line, Retention Decision'

All of the indu~ries on this branch couldbe served by
the Detroit Terminal RR.

Preliminary Recommendation

It is not recommended that the Oaknan Spur be in-
cluded in the ConRail System.

PORTION OF CARO BRANCH

USRA Line No. 438

Penn Central

COLLING
8.4 miles-4/

_--PORTION OF
CARO PC CARO BRANCH

/+-PC to Vassar

This portion of the Caro Branch, formerly part of
the New York Central RR, extends from Caro (Mile-
post 13.8), to doling, Mich. (Milepost 22.2), a distance
of 84 miles, in Tuscola County, Mich. This is the north-
ei-n portion of the Caro Branch; the southern extension
to Vassar is also under study in this report. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 157).
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Traffic and Operating Information

Stations (with their 1973 carloads) -served by this

line: Coiling --------------------------------

Total carloads generated by the line ------------- 85
Average carloads per week-------------------------- 1.6
Average carloads per mile -------------------------- 10.1

Average carloads per train --- ------------ ------- 2.8
1973 operating information:

No. of round trips per year ----------------------- 30

Estimated time per round trip (hours) ------------- 3
Locomotive horsepower ------------------------ 2, 000
Train crew size ---------------- w ---------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their

reports entitled"The Public Response to the Secretary

of Transportation's Rail Service Report"indicated that

the Burroughs Company in Colling has approved capi-

tal expenditures of $150,000 which should increase its

farm equipment shipments by 30 percent.

Information for Line Retention Decision

Revenue received by PC ------------------------- $55, 836
Average revenue per carload -------------- $657

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line- ------- 59, 337
Cost of upgrading branch line to FRA Class
, I (1/10 of total upgrading cost) -------- 21,820

Cost incurred beyond thl branch line ---- 25,366

Total variable (avoidable) cost ------------- 106,523

Net contribution (loss) : Total ------------------- (50, 867)
Average per carload ----------------------------- (596)

This line would requir upgrading to meet the re-

quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would'include
the replacement of a total of 5,040 crossties (an average
of 606 crossties per mile).

Preliminary Recommendation

It is not recommended that this7 portion of the Caro

Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy, Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial

burden amounting to $50,867 or $596 per carload. Re-

covel'y of costs would require approximately aIlT0 per
cent increase in traffic or a 90 per cent rate increase.ovr
the 1973 levels.

PORTION OF THE CARO BRANCH

*USRA Line No. 438a

Penn Central

PC to Coiling

PC to Munger %/
PORTION OF PC /

PC to Saginaw \ CARO BRANCH, CAR0

._ ,4-13.4 miles

Denmark Junction '.

... C&O to Port Huron

c&0 to Saginaw VASSAR /\.

PC to Detroit

This portion of the Caro Branch, formerly part of
the New YOik Central RR, extends from TT-assar (Mile-
post 0.4) to Caro, Mich. (Milepost 13.8), a distance of
13.4 miles, in Tuscola County, Mich. This line is
the low'er portion of the PC's Care Branch. A continua-
tion of this line from Caro to Colling is also under
study in this Report. At Vassar, this line connects with
the PC line to Detroit going south and northward to
Denmark Junction. Both of these line segments are also
under study. Also at Vassar this line connects with the
Chesapeake & Ohio's Port. Huron-to-Saginaw line. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 157).

-Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Banksand -------------------------------------- 0
Wahjamega --------------------------------------- 0
Caro --------------------------------------------- 874

Total carloads generated by the line ------------- 874
Average carloads per week -------------------------- 10. 8
Average carloads per mile ---------------------------- 05.2
Average carloads per train --------------------------- 5.8

1973 operating information:
Number of round trips per year -------------------
Estimated time per round trip (hours) --------------
Locomotive horsepower -----------------------------
Train crew size ----------------- I ----------------

110
9.0

2, 000

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail ServiCe Report" indicatqd that
local farmers stand to lose 29 cents in revenue on every
bushel of beans or grain inmoved by truck.

I ,
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Information for Line Retention :Decision

Revenue received by PC ------- ----------- 958
Average revenue per carload -------------- $406

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 174,621
Cost of upgrading branch line to FRA.

Class I: (1/10 of total upgrading
cost) ---------------------------- 37,954

Cost incurred beyond the branch line .... 261,047.

Total variable (avoidable) cost ------ 473,022

Net contribution (loss) totaL -------------- (118,644)
Average per carload -------------------- (136)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 8,040 crosties (an average
of 600 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Caro
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this- line generates an annual excess financial
burden amounting to $118,64A or $136 per carload. Re-
covery of costs would require approximately a 100 per-
cent increase in traffic or a 33 percent rate increase over
the 1973 levels. Costs may also be lowered by reducing
frequency, although thiis alone will not make the line
viable.

PORTION OF MACKINAW BRANCH

USRA Line No. 440

Penn Central
SPC to Cheboygan

GAYLORD

115.4 miles *0

Pinconning Detroit & Mackinac Ry

PC Pinconning PORTION OF
Spur - PC MACKINAW

Linwood BRANCH

BAY CITY

PC to Oidlagida

PC to Saginaw-9' C&O to Saginaw

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Bay City
(Milepost 5.0) to Gaylord, Mich. (filepost 120.4), a
distance of 1154 miles in Bay, Arinqc, Ogemaw, Ros-
common, Crawford and OtsegoCountes, ich. All con-
necting Penn Central trackage north to Cheboygan,
south to Saginaw, and the line to Midland are also
under study. The Detroit &:Mackinac Ry, from Bay
City to Alpena parallels this route between Bay City
and Pificonning, before angling in towards Alpena. A
connection is made with the Chesapeake & Ohio at Bay
City, Afich. This line was described as potentially excess
in the U.S. DOT Report (see Zones 158, 162 and 165).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Kawkawlln 19
Linwood ...- 4
Plnconning'
Standish
West Branch
St. Helens-..
loscommon -

Grayling
Frederick
Gaylord

-- 35
103
285
230
51

262

2,247

Total carloads generated by the line--_. 3,237
Average carloads per week.-- -- 62.3
Average carloads per m le_. 28.1
Average carloads per train 10.8
1973 Operating Information:

Number of round trips per year .... 300
Estimated time per round trip, (hours) 11
Locomotive horsepower ...... Z 000
Train crew se. . .. 4

' Includes only traffic on regmenL

Information Provided by RSPO, Shippers, Government'
Agencies

Information provided at the hearings conducted 'by
the Rail Services Planning Office as reflected in their
reports entitled 'The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Wendell Flynn, President of SEMCO, Inc. at West
Branch noted that this firm is able to compete for gov-
ernment contracts because it has rail service. The firm's
traffic alone does not justify rail service; however, the
Lower Peninsula is developing and rail service is essen-
tial to thisogrowth.

Infbrmation for Line Retention Decision

Revenue received by PC $1,339, 274

Average revenue per e$4load3

- -- - -- - -- - -- -- - -

'$432
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Variable (avoidable) cost of continued
service:

,Cost incurred on the branch line... 1, 063,630
'Cost of upgrading branch line to FRPA

Class I: (1/10 of total upgrading
cost) -------------------------- "9,588

'Cost incurred beyond the branch
line --------------------------- 678,445

3.1 miles PC
BAY CITY ...
(WATER STREET)

S WATER STREET

JUNCTION
C&O to Saginaw

BAY CITY BELT BRANCH, PC

Total variable (avoidable) cost ----------- 1,821, 663

Net contribution (loss) total ------------------- (482, 389)
Average per carload ..... (149)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which-has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 2,000 crossties (an average of
17 crossties per mile). A major oil find was made in the
area in receit yeas. Oil wells and two gas wells were
in production and exploration is still in progress. Be-
cause it is located in a somewhat isolated corridor, ade-
quate transportation is vital to Gaylord. Champion In-
ternational Corporation, the principal freight user of
rail freight service in Gaylord, has recently begun a
multimillion dollar plant expansion program. The
firm's projected carload figure for 1974 is 5,324. Gay-
lord has received a $734,000 grant from the Economic
Development Administration to aid in the develop-
ment of an industrial complex. The town has also re-
ceived Federal funds for construction of a storm sewer
and hospital. Grayling City Manager, Jerry Morford,
stated that new industry is expected to locate in
Grayling.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Mackinaw Branch not be included
in the ConRail System, the possibility of immediately
increasing revenue must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels; this line generates an
annual excess financial burden amounting to $482,389
or $149 per carload. Service continuation to Gaylord
from the north by. D&M will be considered.

BAY CITY BELT BRANCH

USRA Line No. 440a

Penn Central

The Bay City Belt Branch, formerly part of the New
York Central RR, extends from Water Street Junction

(Milepost 0.0) to Bay City, Mick. (Milepost 3.1), a dis-
tance of 3.1 miles, in Bay County, Mich. This track
connects parts of the City of Bay City with the Penn
Central through routes-north to Mackinaw and south
to Saginaw, both of which are also under study in this
Report. Another local track to the north of this line
connects Penn Central with the'Detroit & Mackinaw
Ry. and the C&O. Also, the Chesapeake & Ohio crosses
this line between Michigan and Garfield Streets. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 158).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line.
Bay City I ----------------------------------------- 690

Total carloads generated by the line -------------- c90
Average carloads per week ------------------------- 13,3
Average carloads per mile -------------------------- _222.
Average carloads per train---.- . ...------------- 4.4
1973 operating information:

Number of round trips per year ----------------- -16
Fistimated time per round trip (hours) --------------- 2
Locomotive horsepower ----------------------- 600
Train crew size ------------------------------------ 4

' Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by PC ------------------------ $310, 832
Average revenue per carload ----------- $ 450

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 67,775
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 15, 677

Cost incurred beyond the branch line_- .195,402

Total variable (avoidable) cost -------------

Net contribution (loss) : total ------------------
Average per carload -------------- -- '.40

278, 854

31,978

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's

532 '
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minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,550 crossties (an average
of 500 crossfies per mile).

Recommendation

It is recommended that the Bay City Belt Branch be
included in the ConRail System. Attempts will be made
to acquire trackage rights into the Saginaw/Bay City/
Mlidland area (see line 455).

GLADWIN BRANCH

USRA Line No. 440b

Penn Central

PINCONNING 14-PC to Mackinaw City
SPUR, PC-%

PINCONNING

06miles
14-PC Mackinaw
I Branch to Bay City

The Gladwin Branch, formerly part of the New
York Central RR, extends a distance of 0.6 mile8 at
Pinconning in Bay County, B.ich. This line is a short
spur off the Penn Central's Mackinaw Branch which
is also under study in this Report. This line was not
shown in the U.S. DOT Report (see Zone 158).

Traffic and Operating Information

Stations (with. their 1973 carloads) served by this line:
Pinconning I --.

- - - - - - - - - - - - -- - - - - - - - - - - - - - -
. --..-. 48

Total carloads generated by the. line ---------- 48
Average carloads per week ----------------------- 0.9
Average carloads per' mile. ---------------------- 80.0
Average carloads per train ----------------------- 1. 0
1973 operating information:

Number of round trips per year ------------------- 50
Estimated time per °round trip (hours) ------------ 0.5
Locomotive horsepower. ---------------------- 2,000
Train crew size---------- - ----- 4
'Includes only tramc on segment.

Information Provided by RSPO, Shippers, Government
Agenicies-

No specific information concerning this line was
provided at the hearings conducted by the Rail Serv-
ices Planning Office- as-reflected in'their reports ert-
tiVle _"The jPublic ReponseAj h th Setaryf Ti ins-
portation's Rail Service Report."

Information for Line Retention Decision

Revenue iecelved by PC.....
Average revenue per carload

$25, 9

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line - -.._ 8,139
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost)__. 4,490
Cost incurred beyond the branch lne-.. 14, 88T

Total variable (avoidable) cost- - 27,516

Net contribuUon (loss) : total (1,920)
Average per carload... ..__ (40)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
tl&replacement of a total of 600 crossties (an average
of 1,000 crossties per mile).

Although service to the entire line generates a loss, an
18 percent growth in traffic or an 8 percent increase
in rates would make this portion of the line financially
self-sufficient.

Service to this line must be provideE& via USRA
segment 440 which generated a loss amounting to
$182,389.

Recommendation

It is vot recommended that the Gladwin Branch
be included in. the Conltail System.

PORTION OF MACKINAW BRANCH

USRA Line No. 441

Penn Central

I
Ij-PC Ferry to

MACKINAW CITY St.Ignace -

PC to --.. /

Cadillac Cheboygan

62.3 miles 
Detroit & Mackinac

PORTION OF Ry to Alpena
MACKINAW BRANCH

GAYLORD

PC to Bay City

This portion of the Mackinaw Branch, formerly part
of the New York C fi&1-Rl6tInds from Gaylord
(1.lepdst 12P.4). ,o( Nf3 s, itseo ic4hj(AepoSt
182.7), a distance of 623 nzile8,in Otsego, Cheboygan
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and Emmet Counties, Mich. This segment is the
northern end of Penn Central's Mackinaw Branch. The
southern extension of this line from Gaylord to Bay
City, and the PC's line to Cadillac and Grand
Rapids are also under study in this Report. The Detroit
& Mackinac Ry's Main Line connects at Cheboygan.
Penn Central has filed a petition to abandon this line,
ICC Docket No. AB-5, Sub. 175. This line was not
described qs potentially excess in the U.S. DOT Report
(see Zone 165).

Traffic and Operating Information
Stations (with their 1973 carloads) served- by this line:

Mackinaw City ---------------------------------- 75
Vanderbilt -------------------------------------- 9
Indian River ----------------------------------- 35
Topinabee --------------------------------------- 0
Cheboygan ---------------------------------------- 232

- Total carloads generated by the line ----------- 351
Average carloads per week ------------------------- 6. 8
Average carloads per mile -------------------------- 5. 6
Average carloads per train ------------------------- 2.3
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) -------------- 10.0
Locomotive horsepower ------------------------ 2, 000
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" was centered
on the potential impact to Gaylord. Both the Detroit &
Mackinac Railway and a "traffic analyst for Champion
International Corp., the largest shipper on the line,
indicated a willingness to route traffic on the D&M for
southbound movement assuming the D0&M could op-
erate over this line under the Rail Reorganization Act.

Information for Line Retention Decision
Revenue xeceived by PC ------------------------ $91,974
Average revenue per carload --------------- $202

Variable (avoidable) cost of continued
service:

Cost incurred on the Branch line ------- 501,368
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) -------------------------- 76,424

Cost incurred beyond the branch line .... 75,338

Total variable (avoidable) cosL ------------ 653, 130

Net contribution- (loss) : total ------------- (561, 156)
Average per carload ------- ------------ (1,599)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on

available information, this upgrading would include
the replacement of a total of 12,000 crossties (an aver-
age of 193 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Macki-
naw Branch be included in the ConRail System. Con-.
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates anannual excess financial
burden amountingto $561,156 or $1,599 per carload.
Recovery of costs would require approximately a thirty
four-fold increase in traffic or a 610 per cent, rate in-
crease over the 1973 levels.

MACKINAC TRANSPORTATION CO.

USRA Line No. 442

Penn Central

Soo Line/'° ST. IGNACE
To Trout Lake

MACKINAC
Sm-TRANSPORTATION CO.

8.7 miles CAR FERRY

IMACKINAW CITY

/ \,4 -PC to Bay City

PC to Grand Rapids

The Mackinac Transportation Company operates
railroad car-ferry service extending from Maekinaw
City to St. Ignaoe, a distance of 8.7 miles, in Mackinaw,
Emmett, and Cheybogan Counties, Mich. This line con-
nects at Mackinaw City with the GR&I Branch of Penn
Central extending south to Grand Rapids and with the
Mackinaw Branch of Penn Central extending to Bay
City, both of which are under study in this Report. At,
St. Ignace the line connects with the Soo line extend-
ing north to Trout Lake. Mackinac Transportation
Company applied to abandon this line with the Inter-
state Commerce Commission on August 11, 1970 under
Finance Docket No. 26303. Public hearings were held
commencing January 25,1971.

This line was not described as potentially excess in
the U.S. DOT Report (see Zone 165).

Preliminary Recommendation

It is -not recommended that the Mackinac Company
car ferry service be included in the ConRail System.

Both of the Penn Central lines into Mackinaw City
are also not recommended for inclusion in the ConRail
System, although Detroit and Mackinac Railway (DMvf)
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has expressed interest in acquiring the Penn Central
line from Cheboygan to Mackinaw City (see coordina-.
tion-projects, Appendix D). The DM has not expressed
any interest in the car ferry service.

MIDLAND BRANCH

USRA Line No. 443

Penn Central

C&O to PC to
Ludington Mackinaw City, .

PC MIDLAND D&M to Alpena

".. ERANCH I ,I.

MIDLAN D i f -BAY CITY

18.2miles I *.

-& to + ,I...

Saginaw PC to Saginaw, | .
C&Q to Saginaw

.The Midland Branch, formerly part of the New York-
Central RR, extends from Bay City (Milepost 0.0), to
AMidland, Mich. (Milepost 18.2), a distance~of 18, miles,
in Bay and Midland Counties, Michigan. This line
branches off the Penn Central's 3fackinaw line just
north of Bay City. The Mackinaw line is also under
study between Saginaw and Bay City, and Bay City
and Mackinaw City. At Bay City, this line-connects
with the Chesapeake & Ohio and the Detroit & Mack-
inaw Rys., also, at Midland, the line connects with the
Chesapeake & Ohio. This line was described as poten-
tially excess in the U.S. DOT Report (see Zones 158
and 162).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Auburn ----------------- ------- --- - 258
Midland - ----- 3, 25

Total carloads generated. by the line -...... 3,509
Average carloads per week .......... 67.5
Average carloads per mile ..--- -------------- 192.8
Average carloads per train ......... - 15.3
1973 operating information:

Number of round trips per year ------ -------..... 230
Estimated time per round trip (hours) - 7
Locomotive horsepower --------- 2, 000
Train creLw size.. 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
report- entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
the major potential impacts which could result from the
proposed abandonment are: increased storage and frans-

portation costs; plant closings; loss of investments;
comnunity groyth retardation; highway system in-
adequacies; preservation of -rail competition; ecology
and energy considerations; and the dangers of trucking
hazardous chemicals were also of concern.

Dow Chemical is served by PC and C&O/B&O and
employs over 3000 people in the manufacture of silicone
chemicals. If forced to re-convert to coal it would want
PC service which'it had prior to 1968. Auburn Bean
and Grain Company estimates business drop of $5 mil-
lion annually if rail service were discontinued. Midland
Chamber of Commerce reports piresent business and
industrial expansion would be seriously affected. Dow
Chemical, employing 8,000 plus associated industry
employees, is in a hazardous business-which "would
necessitate keeping more trackage in service than DOT
recommended, but would speed up service, result in
better equipment turnaround time and lessen yard
congestions in the cities."

Fisher Sand and Gravel of Midland has facilities
defending on freight only by rail. Abandonment would
force the company to extensively alter or discontinue
plant operations.

Information for Line Retention Decision

Revenue received by PC-------
Average revenue per carload--.....

$2, 374,973
$077

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line--. --_ 275,919
Cost of upgrading branch line to FRA.

Class I: (1/10 of total upgrading -
cost) 0

Cost Incurred beyond the branch line.. 1,177, 427

Total variable (avoidable) cost.. 1,453,346

Net contribution (loss) : total 921, 627
Average per carload.--. 263

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track, which has a
mnaximum safe operating speed of 10 mph).

Recommendation
It is recommenxded that the Midland Branch be iii-

cluded in the ConRail System. Attempts will bemadeto
acquire trackage rights into the Saginaw/Bay City/
Midland area (see line 455).

DENMARK JUNCTION BRANCH

USRA Line No. 444

Penn Central

The Denmark Jumction Branch, formerly part of the
New York Central RR, extends from Denmark June-



MUNGER
C DENMARK

JUNCTION BRANCH
9.8 m iles ...... .. " I;, -- - _

9 m A ""Reese C&O to Bay Port
C&O to Saginaw DENMARK

.- ..-_ JUNCTION

PC to Saginaw * --PC to Coiling

...........

7 V; asr4\
C&O to Saginaw ,2" C&O to Port Huron

PC to Detroit

tion (Milepost 91.1) to Munger, Afichigan (Milepost
100.9), a distance of 9.8 miles, in Tuscola, Bay and
Saginaw Counties, Michigan. This line is a branch of
the Saginaw-Vassar segr~ent of the PC's Mackinaw
line. The Mackinaw line is also under study in this Re-
port. The C&O line from Saginaw to Bay Port crosses
at Reese. The portion of this line between Reese and
Munger was described as potentially excess in the U.S.
DOT Report (see Zones 157 and 158).

Traffic and Operating Information

Stations (with -their 1973 carloads) served by this lue:Alunger -------- 12=
T ne-------------------------------- 7-----2
Reese ----------------------------------------- 85

Total carloads generated by the line -------------- 206
Average carloads per week ---------------------------- 4.0
Average carloads per mile ------------------------- 21.0
Average carloads per train ---------------------------- 2. 1
1973 operating information:

Number of round trips per year ------------------- 100
Estimated time per round trip (hours) -------------- 4.0
Locomotive horsepower ---------------------- -- 2,000
Train crew size ------------------ --------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
in 1973, Gollin Brick and Supply received 80 cars of
brick and building materials from Michigan, Ohio,
Pennsylvania and Texas. It is impossible to receive these
materials from any other transportation mode. Aban-
donment would cut off its competitive advantage and
force its shutdown.

Burroughs and Sons shipped 3,350 tons of beans in
1972 and 2,500 tons in 1973. During 1973 it 'could have
shipped 4,500 tons if 45 freight cars were, available. It
expected to ship 4,500 tons in 1974. Shutdown could
affect 420 farm customers and cost each farmer 28 cents
per bushel to move by motor truck.

Information for Line Retention Decision

Revenue received by PC-------------------- ---- $88, 023
Average revenue per carload --------------- $427

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line -------- 89, 545
Cost of upgrading branch line to FtlA class

I (1/10 of total upgrading cost) -------- 0
Cost incurred beyond the branch line --- 51, 710

Total variable (avoidable) cost ------------- 141,201

Net contribution (loss) : total -------------------- (53, 238)
Average per carload ... - -.....------- (258)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
-maximum safe operating speed of 10 mph).

Preliminary Recommendation
It is not recommended that the Denmark Junction

Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $53,238 or $258 per carload. Recovery
of costs would require approximately a 150 percent in-
crease in traffic or a 60 percent rate increase over the
1973 levels. Costs may also be lowered by reducing fre-
quency, although this alone will not make the line
viable.

PORTION OF MACKINAW BRANCH

USRA Line No. 444a

Penn Central

PC to MungerIk

DENMARK JUNCTIONI.PORTION OF MACKINAW

PC to Saginaw.J BRANCH, PC

C&O to Saginaw, 4-49 miles

PC to Coiling
VASSAR

IPC to Detroit- I/ C&O to Port Huron

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Vassar
(Milepost 86.2) to Denmark Junction, Mich. (Milepost
91.1), a distance of 4.9 miles, in Tuscola County, Mich.
The Mackinaw branch cohtinues west to Saginaw, and
south to Oxford and Detroit. The Penn Central branch
to Munger comes in at Denmark Tunction, and the
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branch to Colling meets at Vassar; all Penn Central
lines in this area are also under study in this Report.
The C&O line to Port Huron crosses at Vassar. This
line was not described as potentially excess in the U.S.
DOT:Report (seeZonel157).

.Traffic and Operating Information

Stations '(with their 1973 carloads) served by this line:"
Denmark Jct 84

Total carloads generated by the line- 84
Average carioads per week_ . . . .. . 1.0
Average carloads per mile ----- 17.1
Average carloads per train-- 1.0
1973 operating information:

Number of -round trips per year -----. 52
Estimated time per round trip (hours)--- - - 1
Locomotive horsepower ---- 2,000
Train crew size --------.. 4

Information Provided by RSPO, -Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by .the Rail Services
Planning Office as, reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report".

Information for Line Retention Decision

Revenue received by PC, -----------..... ..----- $23, 943
Average revenue per carload .------------- $28

Varliable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 37,304
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line .... 15, 825

Total variable (avoidable), cost-........ 53,129

Net contribution (loss) : Total ----------- (29,186)
Average per carload. -(347)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary -Recommendation

It is not recommended that ths portion of the Maeki-
naw Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an linnual excess financial
burden amounting to $29,186 or $347 per carload. Re-
covery of costs would require approximately a 360 per-
cent increase in traffic or a 120 percent rate increase
over the 1973 levels.

PORTION OF PC MACKINAW BRANCH

USRA Lfne No. 445'

Penn Central

PC to Saginaw- /
/4-PCtoM Hunger

Denmark Junctions

C&O to Saginaw 0 0 * '% -PC to Coiling
V A S S A R I ' ' " .. .

0 to Part HuronPORTION OF PC -m
MACKINAW BRANCH 4-.6'miles

MILLINGTOH

Presently out of service
south to Lapeer Junction PCto Detroit

This portion of the Mackinaw Branch, formerly part
of the New York Central RE, extends from fflington
(Milepost 79.6) to Vassar, Mich. (Milepost 86.2), a dis-
tance of 6.6 miles, in Tuscola County, Mlich. This seg-ment formed part of the through Detroit-to-Saginaw

Line. At Vassar, Penn Central Lines from Denmark
Junction and Coiling converge. Both these line segments
are under study as is the line segment south of Milling-
ton to Lapeer Junction. At Vassar this line connects
with the Chesapeake & Ohio's Port Huron-to-Saginaw
Line. This line was described as potentially excess in the
U.S. DOT Report (see Zone 157),

Traffic and Operating Information

Stations (with thelr 1073 carloads) served by this line:
Millington 34
Vassar 695

Total carloads generated by the line-- 729
Average carloads per week--. 14-0
Average carloads per mile--.-*__ 110.5
Average carloads per train--- 7.3
1973 operating Information:

Number of round trips per year...... 100
Estimated time per round trip (hours) 4.0
Locomotive horsepower- -.. 2,000
Train crew slze- -- - 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conlucted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Services Reportl.



Information for Line Retention Decision

Revenue received by PC ---------------------- $150, 634
Average revenue per carload ------------- $207

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 83,091
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost) - 12,638
Cost incurred beyond the branch line_-- 131,163

Total variable (avoidable) cost ------------ 226,852

Net contribution (loss) : Total ------------------- (76, 258)
Average per carload ------------------- (105)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 3,195 crossties (an average of
484 crossties per mile).

Prelimin*ry Recommendation

It is not recommended thht this portion of the Mack-
inaw Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic revenue and
cost levels, this line generates an annual excess finan-
cial burden amounting to $76,258 or $105 per carload.
Recovery of costs would require approximately a four-
fold increase in, traffic or a 50 per cent rate increase
over the 1973 levels.

PORTION OF MACKINAW BRANCH

USRA Line No. 445a

Penn Central

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any patrons but is
occasionally used as an overhead line.

Preliminary Recommendation

It is not recommended that this portion of the Mack-
inaw -Branch be included in the ConRail System.

PORTION OF MACKINAW BRANCH

USRA Line No. 445b

Penn Central

presently out of
PC to service north of
Saginaw--+ ILapeer Junction

LAEERN GTW to Port
JUNCTION -

GTW to Flint t+4-16.2 miles

PORTION OF-+
PC MACKINAW
BRANCH

o.GTW to Pontiac

Huron

4-GTW to

OXFORD 
Imlay City

4-PC to Detroit

MILLINGTON

4-PORTION OF
MACKINAW
BRANCH, PC

I PEER JUNCTION0o00o

' T
PC to Detroit A 4 GTW to Port Huron

This portion of the Mackinaw Branch, formerly- part
of the New York Central RR, extends from Afilling-
ton (Milepost ,79.6) to Lapeer Jct., Mich. (Milepost
59.8), a distance of 19.8 'miles, in Lapeer air Tusola
CduftiesyMicdi:). This'line was diecribed as'potefitially
excess in'the U.S. DOT Report (see Zone 156)'.

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Ocofolrd
(Milepost 43.6) to Lapeer' lunction, Mich. (Milepost
59.8), a distance of 16.2 miles, in Lapeer and Oakland
Counties, Mich. This line is part of Penn Central's
Detroit-to-Mackinaw City Mackinaw Branch; this line
only receives local service. It connects at Lapeer Junc-
tion with the Grand Trunk 'Western's Main Line to
Port Huron and at Oxford with their line to Pontiac.
This line was described as potentially excess in the U.S.
DOT Report (see Zones 155 and 156).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Me,tamora -- -- ------ .... 21
Lapeer --------- ---- ------------------------ 378

Total carloads generated by the line -------------- 399
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PC to Vassar
and Saginaw

19.8 miles--+

GTW to Chicago



Average carloads per wk7.7
Average carloads per mile ------------------------- 24.
Average carloads per train ------------------------- 4.0

1973-operating information:
Number-of round, trips per year---------------- 100
Estimated time per round trip (hours) -------------- 3.0
Locomotive horsepower ----------------------- 2,000
Train crew size ------------------ ----- . 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" centered
around PC's service to and from firms located in and
around Lapeer. Church's Lumber Co. receives 95 per-
cent rail shipments. Transportation costs would in-
crease between 15 und 20 percentif-abandomnents were
approved and its Oxford lumberyard would be closed.

Information for Line Retention Decision

Revenue received. by PC -------------- --- $126, 694
Average revenue per carload ------------ $317

Variable (avoidable) cost of continued

service:
Cost incurred on the branch line ----- 129,168
Cost of upgrading branch- line to FR&

Class I: (1/10 of total upgrading

cost) ------------------------- 35,735
Cost incurred beyond the branch line_--- 81,544

Total variable (avoidable) cost--------- --- 246,447

Net contribution '(loss) : Total - - (119, 853)
Average per carload ....... (300)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 8,094 crossties (an average
of 499 crossties per mile).

Preliminary Recommendation

It is -not recommended that this portion of the Mack-
inaw Branch be included in the ConRail System. Con-
tinued operation of this line -would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $119,853 or $300 per carload. Re-
covery of costs would require approximately a 260,per
cent increase in traffic or a 95 percent rate increase over
-the 1973 levels.

PORTION OF MACKINAW BRANCH

USRA Line No. 446

Penn Central

PC and GTW C&O to .udington
/ B.. PORTION OF PC

I "-. MACKINAW BRANCH

!J-3.0 mies.7-

SAGINAW M-X. Hoyt HARGER tPCto Denmark

I " TRACK Jinction and Detroit

S: LC&O to Port HuronPC to Jackson •

C&o to Alma "t
\ 4i-C&O to Flint and Toledo

GTW to Durand

This 1orion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Harger
Track (Milepost 17.1) to Saginaw, Micl. (Milepost
20.7), a distance of 3.0 niles, in Saginaw County, Mich.
This line is in Zone 159 in the U.S. Department
of Transportation Report, "Rail Service'in the Mid-
west and Northeast Region," dated February 1, 1974.
At Saginaw this line connects with Penn Central lines
to Jackson and Mackinaw (via Bay City) and the C&O
to Ludington and Port Huron. The Grand Trunk West-
ern crosses at 31K Tower, just east of Saginaw and
utilizes PC Trackage to operate from MX to Mershon
(north of Saginaw) before going onto their own track-
age to operate into Bay City. A third C&O line, running
from Saginaw south to Flint and Detroit, crosses at
Hoyt. The Mackinaw Branch continues east to Denmark
Junction and Detroit. All Peni Central lines in this
region are also under study in this Report (see Zone
159).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Saginaw' 332

Total carloads generated by the line...... 332
Average carloads per week_.. . . 6.4
Average carloads per mile... 1.10.7
Average carloads per train----- 3.3
1073 operating Information:

Number of round trips per year---- 100
Estimated time per round trip (hours) 2.0
Locomotive horsepower ....... .2,000
Train crew size----4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
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Planning Office as reflected in their reports entitled,
I'The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Diision

Revenue received by PO ------------------------ $96, 416
Average revenue per carload --------------- $290

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line --------- 44,864
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 0
Cost Incurred beyond the branch line ---- 58,511

Total variable (avoidable) cost ------------- 103,375

Net contribution (loss) : total ------------------- (6, 959)
Average per carload --------------------- (21)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Mackinaw
Branch be included in the ConRail System. Attempts
will b6 made to acquire trackage rights into the Sagi-
naw Bay City/Midland area (see Line 455).

PORTION OF MACKINAW BRANCH

USRA Line No. 446a

Penn Central

PC to Munger

HARGER
f+--- DENMARK JUNCTION

PC to Saginaw 1-12.8 miles \
\4-PC to Vassar, Detroit

PORTION OF
PC MACKINAW BRANCH

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Denmark
Junction (Milepost 5.0), to Rarger, Mick. (Milepost
17.7), a distance of 19.7 miles, in Tuscola and Saginaw
Counties, Mich. This line is a segment of the Penn
Central's Detroit to Mackinaw City line which is under
study in its entirety. This segment is just east of Sag-

inaw. The Denmark Junction branch, from Denmark
Junction, north to Munger is also under study in this
Report. This line except for the portion in Tuscola
County was described as potentially excess in the U.S.
DOT Report (see Zones 157 and 159).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this lino:
Richville ------------------------------------ ---- 277
Harger ------------------------------------------- 504
Saginaw - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  57

Total carloads generated by the line ------------ 1,198
Average carloads per week ---------------------- 23. 0
Average carloads Der mile ---------------------------- 94.8
Average carloads per train --------------------------- 10. 0
1973 operating information:

Number of round trips per year -------------------- 100
Estimated time per round trip (hours) --------------- 4 .0
Locomotive horsepower ----------------------------- 2,000
Train crew size ------------------------------------ 4
'Includes only traffic on segment.

Information Provided by RSPO, Shippdrs, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings, conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Liine Retention Decision

Revenue-received by PO ...........................
Average revenue per carload-- ------------- $312

,878, 528

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---------- 120, 188
Cost of upgrading branch line to PRA

Class I (1/10 of total upgrading cost)_. 0
Cost incurred beyond the branch line ---- 240, 700

Total variable (avoidable) cost ------- ------- 872,838

Net contribution (loss)- total ----------------------- 690
Average per carload ----------------------------- 0.59

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety,standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Mackinaw
Branch be included in the ConRail System. Attempts
will be made to acquire trackage rights into the Sagi-
naw/ Bay City/Midland area (See Line 455).
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PORTION OF MACKINAW BRANCH

USRA Line No. 447/447a/447b

Penn Central
.\ PC to Mackinaw City

PCto Midland *.\ .D&M to Alpena -

BAY CITY* I

13.7, rnie c4 :.rotGlT to Bay City
PORTION OF PC -
MACKINAW BRANCH ""4- to Bay City

C&O to Ludington : t.. •/-C&o to Bay ot

- - ,-%,... PCto
SAGINAW l•Denma n k

/ Juncion
PC to Jackson-#/ *

GTrto Durand " Port Huron
C&O to Oetoit

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Saginaw
(AMlepost 101.5) to Bay City, Mich. '(Milepost 0.7), a
distance of 13.7 miles, in Saginaw and Bay Counties,
Mich. The continuation of this line, to Jackson, Detroit
and Mackinaw City are also under study in this Report.
At Bay City this line connects with the Clesapeake &
Ohio Ry., the GTW and the Detroit & Mackinaw Ry. at
Saginaw there are connections with the C&O and the
Grand Trunk Western Ry. The GTW utilizes trackage
rights over this line near Saginaw (from DXC to Mfer-
shon) to reach Bay City from Durand. The C&O crosses
this line at Mershon..This line was described as poten-
tially excess in the U.S. DOT Report (see Zones 158 and
159).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Saginaw' ------------ ------------------------ 5,158
Bay City ----------------------------------- 1881
Carrollton- 4--------------------

Zilwaukee ------------------------------------- 266

Total carloads generated by the line ------------ 7, 959
Average carloads per week .---------------------- 153.1
Average carloads per mile ----- - .------------------ 58L 0
Average carloads per train ------------------------ 22.7
1973 Operating information:
-Number of round trips per year................ 350
Estimated time per round trip (hours) --------------- 8
Locomotive horsepower --------------- --- 4,000
Train crew size ---- - -------- 5
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
P1arming Ofme a'4 reaecea -"n thel r rports enatt c
7g-.d ' / : I,',4. . i ) f? 'IIA ., 1",ili," I " ",,,01'1-,1
zthe iublic Respon. tothe. cretary of Tiansporta-

ails a ervceor6& .-

Information for Line Retention Decision

Revenue received by PC- - $-, 765, 088
Average revenue per carload - . $347

Variable (avoidable) cost of continued
service:'

Cost Incurred on the branch line.-.... 416,322
Cost of upgrading branch line to ERA

Class I: (1/10 of total upgrading
cost) 0

Cost Incurred beyond the branch line- 1, 938,175

Total variable (avoidable) cost-- -.... 2, 354, 49T

Net contribution (loss) : Total- -.... 401,591
Average per carload ......... 52

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimmn safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is lecommended that this portion of the Mackinaw
Branch be included in the ConRail System. Attempts
will be made to acquire trackage rights into the Sag-

-new/Bay City/Midland area (see Line 455a).

PORTION OF GRAND RAPIDS BRANCH

USRA Line No. 45114521453

Penn Central

PCto
Gii m-'Rapids
(MP 94.5)

GRAND
(MP 90.

PC to Jacson---/ /

This portion of the Grand Rapids Branch, formerly
part of the New York Central RR, extends from Rives
Junction (Milepost 10.6) to Grand Rapids, Mich. (3ile-
post 88.1), a distance of 77.5"miles, in Keni, Barry,
Eaton, Tugham and Jackson Counties, M3ich. This line
runs fronth ailns Branch at, Riyv jimtign,jto
Gnjn~~ Fi 1nml~ otinu s fpy Tihllitional

four and one-half miles past the end of this line seg-
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ment, all within the city of Grand Rapids. The Saginaw
Branch and an industrial spur at Eaton Rapids are also
under study in this Report. The Main Line of the Grand
Trunk Western crosses at Charlotte. The Penn Central
has filed-a petition to abandon the portion of this line
between Charlotte and Hastings, ICC Docket No. AB-
5-Sub. 150. This line was described as potentially excess
in, the U.S. DOT Report (see Zones 149, 152, 161, and
163).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Onondaga ---------------- -.--------------------- 0
Eaton Rapids --------------------------------- 689
Charlotte ---------------.---------------------- 453
Chester --- * ------------------------------------- 2
Vermontville ----------------------------------- 80
Nashville --------------------------------------- 14
Hastings ---------------------------------------- 204
Mliddleville -------------------------------------- 8
Caledonia --------------------------------------- 94
Dutton

Total carloads generated by the line ------ 1,553
Average carloads per week ----------------------------. * 28.9
Average carloads per mile------------------------ 20.0
Average carloads per train ------------------------ 15.5
1973 operating information:

Number of round trips per year --------------------- 100
Estimated time per round trip (hours) ------------- 11.5
Locomotive horsepower ------------------------- 4,000
Train crew size ---------- ---------- ------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision -

Revenue received by P._.... ------------------- $606,220
Average revenue per carload ------------- $390

Variable (avoidable) cost of continued service:
Cost Incurred on the 'branch line ------ 677,758
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line-- 303,841

Total variable (avoidable) cost ------------ 981,599

Net contribution (loss) : total ----------------- (375, 379)
Average per carload --------------------- (242)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.) -

Preliminary Recommendation

It is 'not recommended that this portion of tie Grand
Rapids Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess finan-
cial burden amounting to $375,37 or $242 per carload.
Recovery of costs would require approximately a 125
percent increase in traffic or a 60 percent rate increase
over the 1973 levels.

PORTION OF THE GR&I BRANCH

USRA Line No. 454

Penn Central
Macklnac Transportation Co.
errty to St. Ignaco

IACI'INAW CITY

c&tot4PC MackinawC&O to / 
%

Branch t0 Ba)' City
Traverse City

128.0 miles* Petoskey

PC to- 4-- PORTION OF PC
Traverse City\ GR&I BRANCH

Walton Junction

AA to Frankfort

i. CADILLAC
"'. AA to Toledo

14- PC to Grand Rapids

This portion of the GR&I Branch, formerly part
of the Pennsylvania RR, extends from Oadillac (Mile-
post 331.8) to Macklnaw City, Mich. (Milepost 459.8),
a distance of 128.0 miles, in Wexford, Kalkaska, Grand
Traverse, Antrim, Emmet, Charlevoix and Cheboygan
Counties, Mich. This line is the northern portion
of Penn Central's GR&I branch. Its southern exten-
sion (to Grand Rapids), its northern connection, the
Ifackinaw Branch, a branch from Walton Junction to
Traverse City, and the Ann Arbor line which crosses
at Cadillac are all also under study elsewhere in this
Report. The C&O's line through northern Michigan
connects at Petoskey. The Penn Central has filed peti-
tions to abandon this line, ICC Docket No. AB-6-Sub.
159, USRA Docket No. 75-57. This line was described
as potentially excess in the DOT Report (Zone 165).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cadillac ------------------------------------------ 257
Missaukee Junction -------------------------------- 153
iManton ------------------------------------------- 70
Walton Junction ---------------------------------- 2

-Fife Lake ----------------------------------------- 2

South Boardman ---------------------------------- 61
Kalkaska ---------------------------------------- 344
Antrim ------------------------------------------- 3
Mancelona ---------------------------------------- 38

------------------------------------------
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Alba -----
Elmira
Boyne Falls.
Petoskey
Kegomic
Alanson
Pellston
Levering

Total carloads generated by the line--------- -1,346
Average carloads per week --------------------------- 25.9
Average'carloads per mile_ - 10. 5
Average carloads per train ...------------ -------. 13.5
1973 operating information:
Number of round trips per year ------------------ 100
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower --------------. ------ 4,000
Train crew size ------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that the majority of shippers who testified at the hear-
ings were citing traffic data for the Cadjilac area. Only
two of the firms at Cadillac cited traffic growth for
future years: Red Mill Lumber projected an increase

from 29 carloads in 1973 to between 39 and 42 carloads
in future years; Brooks and Perkins projected an in-
crease from. 79 carloads'in 1973 to 94 carloads in future
years. A team track at Kalkaska (milepost 371.5) is
the site where nineteen companies are currently receiv-
ing about 286 carloads of rilling -pipe. The testimony
record is unclear as to the expected time frame of this
pipelind traffic (for construction & exploration pur-
poses), and lacks detiil as to whether rail or pipelines
will haul any crude oil to market.

Strong opposition to abandonment came from the
Cadillac Area Chambers of Commerce whose members
utilize 302 cars. Manufacturing and wholesaling ac-
count for 60% of the economy of the Cadillac Area.
Points in terms of industrial growth are: (1) Cadillac
Malleable Iron Co. is planning an addition; (2) a lum-
ber processing firm is expected to enter the area; (3)
the Transit Services, Co. is going to load and unload
freight cars as part of a warehousing operation; (4) a
recent discovery, of oil and- gas wells in the area will
bring the need for -more cars; (5) the development
of an industrial park which has received EDA financ-
ing; (6) movement of industry from the city to rural
areas.

As a result of a 304(1) abandonment notice, USRA
has received correspondence- from a wide cross-section
of people. Governor Milliken stated that public hear-
ings will be held both for USRA's preliminary plan
and the State's own preliminary plan, and that no
abandonments shoul&dtake place until Michigan's plan
is final. This action will preserve -the State's option to

---------------------------------------
---------------------- z ---------------
-- - ------ - -- - 7 - --- - ----------------
----------------------------- ---

------------------------------

------------------- ------------------

---------- - -- -----------------------

----------------------------------

seek Title Four rail subsidy funds. The Michigan Asso-
ciation of :Railroad Passengers objected to the aban-
donment and expressed the hope that the State's Rail
Bond Issue could be used to restore passenger service
on the Grand Rapids to Mackinaw City line. Inco
Services, Northern Propane Gas (Cadillac) and the
Northwest Mlichigan Planning Commission also filed
letters of objection. Inco Services said that they had
2 years to run on a contract for a warehouse at Kalkaska
where delivery pipe is received.

Information for Line Retention Decision

Revenue reeived by PC._ $526, 093
Average revenue per carload $391

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line__.. 932,390
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) -_ 225,423

Cost incurred beyond the branch line-- 269,421

Total variable (avoidable) cst- - -- 1,427,234

Net contribution (loss) : total (901,136)
Average per carload-- (669)

. This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I trackd, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 38,846 crosstiea (an average of
303 crossties per mile).

Preliminary Recommendation

It is vot recommended that this portion of the GI
Branch be included in the ConRail System. Continued
operation of this linewould require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $901,136 or $669 per carload. Re-
covery of costs would require approximately a, 350 per
cent increase in traffic-or a 170 per cent rate increase
over the 1973 levels.

PORTION OF GR & I BRANCH

USRA Line No. 454a

Penn Central

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from Cedar Springs
(Milepost 257.9) to Cadillac, Mich. (Milepost 331.8), a
distance of 73.9 mies, in Mecosta, Kent, Montcalm,
Osceola, and Wexford Counties, Mich. *This line is
a segment of the Penn Central's Grand Rapids & Tn-
diana Branch; both its northern and southern exten-



Ato...o.. PC to Traverse CityAA to F-anKfbrt and Mackinaw City

~-..-.. CADILLAC

AA to Toledo

Reed City

C&O to Ludington
C&0 to Saginaw

73.9 miles -- f" PORTION OF PC

CEDAR SPRING GR&I BRANCH

1-PC to Grand Rapids1
sions are also under study in this Report. At Reed City,
the C&O Ludington-Saginaw line crosses and at Cad-
illac the Ann Arbor Railroad (also under study in this
report) crosses en route from Toledo and Owosso to
Frankfort. Penn Central has filed to abandon the en-
tire GR&i branch north of Cedar Springs, ICC Docket
No. AB-5, Sub. 159 and USRA Docket No. 75-57. This
line was described as potentially excess in the U.S. DOT
Report (see Zones 163,164, and 165).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Sand Lake ---------------------------------- 8
Pierson ------------------------------------ 9
Howard City ---------------------- 3
Morley --------------------------------- --------- 0
Stanwood ---------------------------------- 13
Big Rapids --------------------------------------.- 109
Reed City ---------------------------------- 82
Leroy -------------------------------------- 7
Tustin ------------------------------------- 2

Total carloads generated by the line ------------ 233
Average carloads per week ----------------------- 4.5
Average carloads per mile ----------------------------- 3.2
Average carloads per train -------------------------- 2.3
1973 operating information:

Number of round trips per year --------------------- 100
Estimated time per round trip (hours) ------------- 6.0
Locomotive horsepower ---------------------- 2,000
Train crew size -------------------------

Information Provided by RSPO, Shippers, GovernmentAgencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
most of the specific testimony came from shippers lo-
cated in the outskirts of Grand Rapids, Cedar Spripgs,
Big Rapids and Reed City. Michigan-Wisconsin Pipe-
line Company expressed a need for this line in order to
complete a pipeline construction project. The project, of

short term, would generate 332 carloads over several
years. Traffic data was supplied for 1973 carloads for
Central Concrete Company, Big Rapids Box Company
and Michigan Cigar Company. No projections of fu-

ture business growth were noted other than another
short term projection for a second pipeline project.
The Farm Bureau of Stanwood and Consumers Power
Company (light poles, wire, etc.) presented no traffic
data. USRA received correspondence from the Shell Oil
Company, which stated that the firm is exploring for oil
in Michigan and will be bringing in 1,600 tons of pipe
in 1974, and 2,500 tons of pipe in 1975 and again in 1976.
Based on an estimate of 31/2 tons per car, Shell Oil pro-
jects 450 carloads in 1974 and 715 carloads in both
1975 and. 1976. A Big Rapids shipper wrote and ex-
plained how the abandonment of this line would leave
shippers at the mercy of the "Teamsters Union monop-
oly." The Council of Reed City forwarded a resolution

stating amongst other factors that since there appears
to be a future possibility for subsidy assistance, that
this line should not be abandoned.

Information for Line Retention Decision

Revenue received by PC ----------------
Average revenue per carload .......... $301

$70, 209

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- 516,106
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 120,461

Cost incurred beyond the branch line__- 45,405

Total variable (avoidable) cost -.----------- 88, 052

Net contribution (loss): 'total ------------------ (61, 843)
Average per carload ----------------- (2, 692)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 20,118 crossties (an aver-
age of 272 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the GR & I
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $617,843 or $2,692 per carload.
Recovery of costs would require approximately a
25-fold increase in traffic or an 895 percent rate in-
crease over the 1973 levels.
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PORTION OF THE SAGINAW BRANCH

USRA Line No. 455

Penn Central

- (map not available)

This portion of the Saginaw Branch, formerly part
of the New York Central RR, extends from Jack8on
(Miepost 0.0) to Lansing, Mich. (Milepost 40.0), a dis-
tance of 40.0 nil-s, in Jackson, Ingham, Clinton, Shia-
wassee and Saginaw Counties, Mlich. At Jackson, Penn
Central lines to Kalamazoo, Detroit, Elkhart and Van
Wert meet, with the latter also under study in this Re-
port. Another connection under study is the PC line to
Grand Rapids at Rives Junction. Additional connec-
tions are the GTW's Jackson-Pontiac -line at Jackson,
*the C&O's Grand Rapids-Detroit line and the GTW
main line at Lansing. This line except-for short portions
near Lansing was described as potentially excess in the
U.S. DOT Report (see Zones 152 and 161).

Information Provided by RSPO, Shippers, Government

Agencies

-Information provided at the hearings conducted by
the Rail Services Plaiming Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
although Zone 161 is heavily dependent upon both agri-
culture and manufacturing for its economic base, the
bulk of the statements came from agricultural sources
located near Lansing. One reason could be that only six
of the- approximately 23 grain elevators in the area
would continue to receive rail service is DOT's recom-
mendations were implemented. A representative of the
Tri:County Regional Planning Commission (Clinton,

Eaton and Ingham) noted that several firms consider-
ing location have listed rail service as a prerequisite.
DOT would eliminate PC at Lansing but retain the
GTW and the Chessie system; however, the Lansing
Metropolitan Development Authority pointed out that
the bulk of the Lansing traffic originates on PC.

-Information for Line Retention Decision

This line is required as a primary feeder line to
Lansing, therefore local rail service ill be provided
to all shippers on the line.

Recommendation

It is recommended that this portion of Saginaw
Branch be included in the ConRail System'

PORTION OF THE SAGINAW BRANCH

USRA Line No. 455a

Penn Central

cIOtEa-- -. 2: ... o"' . Pc Detroit

GTU t G'd RIds , . C&O to Toledo

.......... • •.. o G T71 to D-

C&O t2 Gm~d Ripids 11 r~ asTd eRzt

PoFm r SAGMAW ium r
LAJ4S KG i''" 'f""GTlrbPC tHatC. .... .....

.O b Ci &, t ,Deto i.

PC tojads=

This portion of the Saginaw Branch, formerly part
of the New York Central RR, extends from Lansing

(Milepost 40.0), to Saginaw (Milepost 101.5) a dis-
tance of 615 m7iles, in Clinton, Sciawasee, and Saginaw
Counties, Mich. At Lansing, this line connects with the
southern portion of the Saginaw Branch, also under
study in this Report. At Saginaw, this line connects
with the PC lines to Bay City and to Vassar, both
of which are also being studied in this Report. The
Grand Trunk Western and the Ann Arbor cross this
branch at Owosso. The Ann Arbor line is also -mder
study in this Report. Solvent carriers with which-the
PC branch connects include: the C&O and GTW at
both Lansing and Saginaw. This line was, except for
short portions near Lansing. and Qwasso, describid
as potentially excess in the US DOT Report -(see Zones
19,160, and 161).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Laingsburg
B ennington ------------------------------------------
O w osso ........ .. - -------------------- ---------- --
Bfenderson
O akley ----------------------------------------------
,Chesaning
Fergus ----------------------- ----------------------
St. Charles ----------------------- ---------------- 29
Saginaw I ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 801

Total carloads generated by the line ........ ---- 1,418
Average carloads per week ------------------------- 27.3
Average carloads per mile ------------------------- 23.1
Average carloads per train ------------------------- 4.1
1973 operating information:

Number of round trips per year -------------------- 350
Estimated time per round trip (hours) --------------- 7
Locomotive horsepower ------------------------- 2,500
Train crew size ----------------------------------- 4
1 Includes only traffic on this segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report' indicates that
Consumers Power Company has a power plant at Essex-
ville to which 1.4 million tons of coal moves each year
from Sunny Hill, Ohio via an interchange at Owosso.
The power company expects its Essexville plant to be
the site of a coal gassification plant sometime in the
future, which'would increase Saginaw Branch traffic be-,
tween Owosso and Saginaw. The Chesaning Farm Co-
operative felt that it could increase its rail business by
20 to 40 cars, if the cars weie available. The McDonald
Cooperative Dairy stated that they need rail service in
order to move both bulk and liquid products at com-
petitive prices. A mobile home builder at Chesaning
needs rail service in order to move its over-sized Chessie
frames via rail.

Information for Line Retention Decision

Revenue received by PC ------------------------ $732, 787
Average revenue per carload -------------- $517

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line -------- 615,370
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line --- 361, 353

Total variable (avoidable) cost ------------- 976,723

Net contribution (loss) : total ------------------ (243, 936)
Average per carload --------------------- (172)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a

I maximum safe operating speed of 10 mph). A major
14 upgrading is required, however, to bring the line up
Di to a reasonabl6 level of operating efficiency for the
24 handling of Saginaw traffic.

Preliminary Recommendation

'It is not recommended that this portion of the Sagi-
naw Branch be 'included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess finan-
cial burden amounting to $243,936 or $172 per carload.
Recovery of costs would require approximately a 65 per-
cent increase in traffic or a 33 percent rate increase over
the 1973 levels. This line may be retained if trackage
rights cannot be obtained to handle the Saginaw traffic.

PORTION OF GR&I BRANCH

IUSRA Line No. 456/457/458

Penn Central

PC to Kalamazoo I
' ,IVICKSBURG

(MP 171.9)

PORTION OF PC T
GR&I BRANCH APt

iWasepi aPCto-+ ....,.-,- - F"T -- Jackson
PC to Three I 25.5 miles
Rivers and
Elkhart -" Sturgis - PC to

. T I Hillsdalo
PC to White _
Pigeon and 1 INDIANA
Elkhart STATE LINE

PC to Fort Wayne

This portion of the GR&I Branch, formerly part
of the Pennsylvania RR, extends from State Line
(Milepost 146.4) to Vicsburg, Mich. (M-filepost
171.9), a distance of 25.5 miles, in St. Joseph and Kala-
mazoo Counties, Mich. This line is a segment of
the Penn Central's GR&I Branch which is under study
in this Report. At lVasepi, the Penn Central's Three
Rivers-Jackson-Elkhart Branch, also under study in
this Report, crosses and at Sturgis the line from Elk-
hart to Hillsdale intersects the GR&I Branch. The cross-
ing at Wasepi has been removed and the northern por-
tion of this line has been connected to the PC's Elkhart-
Jackson line to all6w through movement at Three
Rivers-Wasepi-Kalamazoo. Penn Central has filed a
petition to abandon this line. ICC Docket No. AB-5,
Sub. 172 and USRA Docket No. 75-58 cover the



stretch of the GR&I track from Kendallville, Ind., to
Wasepi, which includes the portion of this line between
Wasepi and State Line. This line was described as
potentially excess in the U.S. DOT Report (see Zones
150 and 151).

Traffic and Operating Information

- Stations (with their 1973 carloads) served by this line:
Sturgis I ,---- ---------- 1,473
Nottawa ------------------------------------- 5
Mendon ------------ ---------- 93

Total carloads generated by the line ...----------- 1, 571
Average carloadsper week ------------------------ 30.3
Average carloads per mile --------------- ---- 61. 8
Average carloads per train ------------------------- 6.8
1973 operating information:

'Number of round trips -per year -------------------- 250
Estimated time per round trip (hours) ----------- 6.0
Locomotive horsepower ----------------...... --- -1,750
Train crew size ------------------ ----- 5
xIncludes only trafftc on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by Penn Central ............... $544, 425
Average revenue per carload -- ----- 47

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- --- 297,779
Cost of upgrading branch line to ERA

Class I (1/10 of total upgrading cost) - 42,476
Cost incurred beyond the branch line__ 301,976

Total variable (avoidable) cost----

Net contribution (loss) : total.......
Average per carload ...-------------...

642,231

(97,806)

. This line-would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum §afe operating speed of 10 mph). Based on avail-
able information, this upgrading would include the re-
placement of a total of 7000 crossties (an average of 275
crossties per mile). Sturgis Iron and Metal Co. decided
to expand on a new 55-acre site south of Sturgis adja-
cent to the GR&I Branch. The site was picked mainly
because of the access to GR&I. The company has bought
"all necessary railroad tracks, ties, spikes and switches"
and, in addition, a switch: engine, a huge scale and a
shredder. The new .mill "is capable of putting out 80
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tons per hour" and this capacity would require 12 gon-
dolas per day; that is, inbound and outbound, at To tons
per car (840 tons per day). The company is considering
further expansion, but no decision can be made without
a firm commitment from the railroad.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the GR&I not be included in the ConRail
System, the possibility of immediately increasing reve-
nue must be explored before a final recommendation
can be made. Without immediately increasing revenue,
continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, reve-
nue and cost levels, this line generates an annual
excess financial burden amounting to $97,806 or $62
per carload. Recovery of costs would require approxi-
mately a 40 percent increase in traffic or an 18 percent
rate increase over the 1973 levels.

PORTION OF KALAMAZOO BRANCH

USRA Line No. 458a

Penn Central

PC to Grand Rapids
PC to Jackson

PC to Chicagoq__ Kaamazool~_

r Kalamazoo

KALAMAZOO (). Gibson St.)
(SOUTH YARD) \  GTVto

Port Huron

PORTIOH OF 24.16.;iles
KALAMAZOO Schoolcrat......
BRANCH.PC V..s...ur

GTWto Chicago I
iffsepi

THREE RIV-RS 'PC Elkhart "ranch
PC Elkhart Branch j to Jackson
to White Pigeon "-
and Elkhart

This portion of the Kalamazoo Branch, formerly part
of the New York Central RR, extends from Three Riv-
ers (filepost 9.5) to Kalamazoo (South Yard), Atich.
(Mlepost 34.1), a distance of 24.6 mzles, in Kalamazoo
and St. Joseph Counties, 3ich. This line's northern
extension through Kalamazoo to Grand Rapids is also
under study in this Report. Connections to the GR&T1
branch and the Chicago-Detroit PC line can be made
several miles north of South Yard, Kalamazod. At
Schoolcraft the GTW Main Line crosses and at Three
Rivers the PC Elkhart Branch connects the east end
of the Elkhart Branch (from Three Rivers to Jackson),
which is also under study in this Report. This line was
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not described as potentially excess in the U.S. DOT
Report (see Zones 150and 151).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
several businesses on this line have made investments
which will most likely increase the use of rail service.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Kalama-
zoo Branch be included in the ConRail System.

PORTION OF GR&I BRANCH

USRA Line No. 459/459a

Penn Central

l,__PC to Grand Rapids

PC to DetroitKalamazoo

PC to ALAMAZOOChicago
I (GIBSON ST.)

13.5 miles
, +-PORTION OF GR & I
" I t BRANCH, PC

Upjohn GTW to Port Huron

Schoolcraft "I V CK BU G

GTW to 4- PC to Wasepi
ChicagoI

PC Kalamazoo Branch to
Three Rivers and Elkhart

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from Vicksburg (Mile-
post 171.9) to Kala/muzoo, Mick. (Milepost f85.4), a
distance of 13.5 miles, in Kalamazoo County, Michigan.
The continuations of the GR&I Branch, north to Grand
Rapids and south to Wasepi, and the Kalamazoo
Branch which connects at Kalamazoo (Gibson Street)
are also under study in this report. The GTW Main
Line crosses at Vicksburg. Connections to the PC Chi-
cago-Detroit line are made north of Kalamazoo (Gibson
Street). The portion of this line between Upjohn and
Vicksburg was described -as potentially excess in the
U.S. DOT Report (see Zone 151).

Traffic and Operaling Information

Stations (with their 1973 carloads) served by this line:
Vicksburg ------------------------------------- 851
Indianfield ---------------------------------- ----- 1,403
Kalamazoo - ---------------------------- 2, 735

Total carloads generated by the line ------------ 4,989
Average -carloads per week --------------------------- 05.
Average carloads per mile ------------------------- 309.8
Average carloads per train --------------------------- 20. 0
1973 operating information:

Number of round trips per year --------------------- 20
Estimated time per round trip (hours) ---------------
Locomotive horsepower ---------------------------- 1,750
Train crew size ------------- -------------------- 5
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicated that
Union Camp Corp. at Indianfield, generated 460 car-
loads in 1972 and 513 carloads in 1973. It claimed that

this traffic together with Upjohn's 1958 annual carloads
is sufficient to require service on the Vicksburg to Kala-

mazoo segment of the line. The Kalamazoo Chamber
stated that the Simpson-Lee Paper Co. generates 950
annual carloads.

Information for'Line Retention Decision

Revenue received by PC--------------------- $1,570, 944
Average revenue per carload ------------- $315

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 285,098
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading
cost) ------------------------------ 24, 212

Cost incurred beyond the branch line--- 868, 010

Total variable (avoidable) cost ----------- 1,177, 325

Net contribution (loss) : total ------------------- 393, 010
Average per carload ------------------- . 79

This line would require upgrading to meet, the re-
quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which lia

a maximum safe operating 9peed of 10 m.p.h.). Based on

available information, this upgrading would include
the replacement of a total of 3,400 crossties (an average
of 252 crossties per mile).

Recommendation

It is recommended that this portion of} the GR&I
Branch be included in the ConRail System.
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PORTION OF GR&i BRANCH

USRA Line No. 460

Penn Central

PC to Grand Rapids (MP 234.0)
and Mackinaw City

SGRAND RAPIDS (FISHER BLOCK LIMIT STATION)

30.8 miles-,
PORTION,GR&I BRANCH, PC

PC Kalamazoo PLAINWELL
Branch to Allegan

I'-PC to Kalamazoo

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from PlainweZ (Mihle-
post 196.7) to Fishey (Grand Rapids), Mich. (ffle-
post_227.5), a distance of 30.8 miles, in Kent, Allegan,
and Kalamazoo Counties, Mich. This line is a seg-
ment of the Penn Central's GR&I Branch, its northern
and southern extensions and the Kalamazoo Branch
which connects at Plainwell are also under studyin this
Report. This line was described as potentially excess
in the U.S. DOT Report (see Zones 149 and 163).

Traffic and Operating Information.

Stations (with their 1973 carlads) served by this line:
Martin ----------------- ---- -- 159
Shelbyville ---------------------------------- 0
'Dnuc Al

Wauland
Moline 2
Carlisle ---- 153
Fisher -------------- ---- 299
Grand Rapids - - 240

Total carloads generated by the line ------------ 1,545
Average carloads per week ----------------------- 29.7
Average carloads per mile......-..50.2
Average carloads per train ---------------- 5.6
1973 operating information-

Number of round trips per year -------------------- 275
Estimated time per round trip (hours) 8. 0
Locomotive. horsepower -----------.......... .----- 2,000
Train crew size .-- ------- -------- 5
Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the.Secretary
of Transportation's Rail Service Report" indicates the
parallel P0 line (Grand Rapids to Kalamazoo) serves
the communities between Grand Rapids and Plainwell
The Michigan Association of Railroad Passengers re-

.quested tha-t the line be preserved in order that it might

be used as the connecting line to the east-west passenger
service presently being provided at Kalamazoo.

Information for Line Retention Decision
Revenue received by P0. . S467, 626
Average revenue per carload---..... * $303

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line. . 380,466
Cost of upgrading branch line to FRA

Class I: (/0 of total upgrading cost). 0
Cost incurred beyond the branch line..__ 23W 066

Total variable (avoidable) cost----- 615, 532

Net contribution (loss) : totaL. .... . - (147, 906)
Average per carload ........... .- (96)

This line would require no upgrading to nfeet the
requirements of the Federal Railroad Administration's

minimum safety standards. A. number of business
dependent rail service described investment in plant
or equipment; eg., the Plainwell Paper Co. plans to
increase its rail use over the next 5 years as a result of
its $15 million investment in new machinery. Pet, Inc.,
plans to increase its plantby an additional 40,000 square
feet, thus increasing future car needs. -

This line is the best link between the Grand Rapids
market proper and the ConRail through route system
at Kalamazoo. It requires no rehabilitation to FR.A
Class I and has greater on-line traffic than alternate
routes.

Recommendation

It is recommended that this portion of the GR-I be
included in the ConRail System. In addition, all ship-
pers within the yard limits of Grand Rapids as well
as those on line 461a will be served.

PORTION OF GR&I BRANCH

USRA Line No. 461

Penn Central
PC GR&I Branch to
Mackinaw City

CEDAR SPRING

PORTION OF PC
C&O to Ludington -- GI BRANCH

pc eto. . -I8.5 miles

COMSTOCK PARK

.,-GTY(to Durand

To Grand Rapids

This portion of the G.R. & I. Branch, formerly part
of the Pennsylvania RE, extends from Comstock Par

------------------------------------------
-----------------------------------------
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(Milepost 239.4) to Cedar Springs, Mich. (Milepost
257.9), a distance of 18.5 miles, in Kent County, Mich.
This line is a segment of the Penn Central's Grand
Rapids & Indiana Branch; both its northern and South-
ern extensions are also under study in this Report. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 163).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Rockford ------------------------------------ 74
Rockford ------- ------------------------------- 169
Cedar Springs ---------------------------------- 337

Total carloads generated by the line -------------- 580
Average carloads per week -------------------------- 11.2,
Average carloads per mile ------------------------- 31.4
Average, carloads per train ....-- 5.8

1973 operating information: I -
Number of round trips per year -------------------- 100
Estimated time per round trip (hours) ------------ 3.0
Locomotive horsepower ------------------------- 2,000
Train crew size -------------------- ------ 4

Information Provided by RSPO, Shippers, Governmenf
Agencies

Information provided at the .hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Rockford Paper Mill had diverted 18,000 tons of coal
from the Penn Central because of car shortages and in-
efficient service. Martin Marietta and Wolverine World-
wide both projected traffic increases.

Information for Line Retention Decision

Revenue received by PC: ..... ------------
Average revenue per carload -------------- $226

$131,258

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 153,617
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 28, 953
Cost incurred beyond the branch line_--- 105,070

Total variable (avoidable) cost -.-- 287,640

Net contribution (loss): Total ----------- (156, 382)
Average per carload -------------- ------ (270)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a max-
imum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 5,036 crossties (an average of
272 crossties per mile). Martin Marietta at Cedar
Springs projected 364 carloads of limestone and mag-

nesium at the RSPO heaings. Wolverine Worldwide of
Rockford projected traffic growth from 157 cars in 1973
to 223 carloads.

Preliminary Recommendation

It is -"t recommended that this portion of the GIR&X
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $156,382 or $270 per carload. Recov-
ery of costs would require approximately a 600-fold in-
crease in traffic or a 120 percent rate increase over the
1973 levels.

PORTION OF THE GR&I BRANCH

USRA Line No. 461a

Penn Central

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from Grand Rapids
(Milepost 234.0) to Comstoce Park, Michigan, (Mile-
post 239.4), a distance of 5.4 miles, in Kent County,
Mich. This line is a portion of the Grand Rapids & In-
diana Branch. Its northern and southern extensions,
and connecting PC lines to Muskegon, Jackson and a
second line to Kalamazoo (parallel to the GR&I branch)
are also under study'in the'Report. At Comstock Park
the C&O line to Traverse City crosses. At Grand Rap-
ids the Grand Trunk Western's Muskegon-to-Owosso
line and C&O lines to Holland, Traverse City, and Lans-
ing cross. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 163). The map
illustrating this segment shows 11.9 miles of line under

C&O to Ludington--'". /4-PC to Mackinaw City

GTW to Muskegon (PC has- COMSTOCK PARK
Trackage Rights)

. .o * 1 Fuller
11.9 iGTW to Durand

.. . RaisPORTION OF GR&I~BRANCH, PC/ L** ''* !Pleasant St.C&O to Chicago m*.

€, C to Jckson
i.- POFISHER

iPC to Plainwell 14--PC to Kalamazoo

study. Only the northern 5.4 miles between Comstock
Park and Grand Rapids is discussed here.
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Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line serves the majority of Grand Rapids traffic
($12 million in revenues). This traffic is profitable.

Recommendation

It is recommended that this portion of the GR&I be
included in the ConRail System.

PORTION OF KALAMAZOO BRANCH.

USRA Line No. 463

Penn Central

GR&I Branch to
Grand Rapids, PC--"I

-PC to Grand Rapids-- -,/ . /.

-OTSEGO
PORTION-OF THE
KALAMAZOO 0 I
BRANCH, PC

4.4 miles PLAINWELL

PC to Kalamazoo----

This portion of the Kalamazoo Branch, formerly part
of the New York Central RR, extends from Plainwell
(Milepost 48.1), to Ozsego, Mich. (Milepost 52.5), a
distance of 4 miles, in .Allegan County, Mich. A
continuation of this line extends northward from
Otsego, which sector is also under study in this Report.
The line connects with the PC GR&I Branch at Plain-
well which runs parallel to the Kalamazoo Branch and
is also under study in this Report. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 149).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
0tsego ------- - 3,489

Total carloads generated by the line ...-- ---- 3,439
Average carloads per week --------- ----- 66.1
Average carloads per mile ------------------------ 781.6
.Average carloads per train ---- 13.8
1973 operating information:

Number of round trips per year ------------------ 250
Estimated time per round trip (hours) -------------- 9
Locomotive horsepower--- - ---- 1,750
Train crew size ------------------- 3

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PO__ $1, 00, 863
Average revenue per carload---- 8292

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line--- 190,974
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost). T, 355
Cost incurred beyond the branch line-- 591,879

Total variable (avoidable) cost. - 790,208

Net contribution (loss) : totaL . 215, 65
Average per carload- 63

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, 'which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 142 crossties (an average
of 32 crossties per mile)..

Recommendation

It is recommended that this portion of the Kalama-
zoo Branch be included in the ConRail System.

PORTION OF THE KALAMAZOO BRANCH

USRA Line No. 463a

Penn Central

(Map not available)

This portion of the Kalamazoo Branch, formerly part
of the New York Central RR, extends from Otsego
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(Milepost 52.5) to Do?,?-,- Michigan (Milepost 77.0), a
distance of 24.5 miles, in Kalamazoo and Allegan Conm-
ties, Michigan. Continuation of this line extends north-
ward from Dorr and southeastward from Otsego; these
are also under study in this Report. This line connects
with the Chesapeake & Ohio line to Muskegon at
Allegan. PC has filed petitions to abandon this line be-
tween Otsego and Lamar (ICC Docket No. AB-5,
USRA Docket No. 75-60). This line -was described as
potentially excess in the U.S. DOT Report (see Zone
149).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Allegan ------------------------------------------ 26
Hopkins ------------------ ..---------- 23

Dorr --------------------------------------------- 155

Total carloads generated by the line ------------- 204

Average carloads per week ------------------------ 3.9
Average carloads per mile ----------------------------- 8.3
Average carloads per train ------------------------- 4.6
1973 operating information:

Number of round trips per year --------------------- 44
Estimated time per round trip (hours) --------------- 8
Locomotive horsepower ----------------- ------- 1,750
Train crew size--------------------------- ------- 3

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." A letter received from the
Village Clerk of Hopkins, Mich. indicates that local
farmers are concerned about the possible effects of aban-
donment. Highway bridges in the area are inadequate
to meet the traffic demands.

Information for Line Retention Decision
Revenue received by PC ------------------------ $54, 026
Average revenue per carload -------------- $265

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line ------- 179, 158
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line .... 33,764

Total variable (avoidable) cost ------------- 212,922

Net contribution (loss) : total ------------------ (158, 896)
Average per carload----- : --------------- (778)

This line would require upgrading to meet the ro-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 792 crossties (an average
of 32 crossties per mile).

Preliminary Recommendation
It is not recommended that -this portion of the Kala-

mazoo Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess finan-
cial burden amounting to $158,896 or $778 per carload.
Recovery of costs would require approximately ,an
eight-fold increase in traffic or a 295 percent rate in-
crease over the 1973 levels.

PORTION OF THE KALAMAZOO BRANCH

USRA Line No. 463b

Penn Central

P- PC to Grand Rapids

BYRON CENTER

5.6 miles
6 PORTION OF THE
VKALAMAZOO BRANCH, PC

IDORR

PC to Kalamizoo

This portion of the Kalamazoo Branch, formerly
part of the New York Central RR, extends from Dorm
(Milepost 77.0) to Byron Center, Mich. (Milepost
82.6), a distance of 5.6 miles, in Allegan and Kent
Counties, Michigan. Continuation of this line extends
southward from Dorr land northward from Byron
Center. Both of these continuations are also under study
in this Report. PC has filed petitions to abandon this
line between Otsego and Lamar, ICO Docket No. AB-5,
USRA Docket No. 75-60. This line was described as
potentially excess in the US. DOT Report (see Zones
149 and 163).
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Traffic and Operating Information
Stations (with their 1973 carloads) served by this liner

Byron Center-_ ---------------... 41

Total carloads generated by the line -------------- 41
Average carloads p we ek..... 0.8
Average carloads per ie. . .. 7.3
Average carloads per train ---.... ------ 6.8
1973 operating information:

Number of round trips per year ------------ 6
Estimated time per round trip (hours) ------ 1. 0
Locomotive horsepower -------- 1,750
-Train crew size. --------------- ------ 3

Information- Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of-Transportation's Rail Service Report".

Information for Line Retention Decision
Revenue received by PC ----- -.----------------- $8,735
Average revenue per carload ..--------- $213'

Variable (avoidable) cost of continued service:
Cost incurred on the branch line- ........ 37,582
Cost of upgrading branch line to E'RA Class

I: (1/10 of total upgrading cost) .----- 3,848
Cost incurred beyond the branch line ----. 5,417

Total variable (avoidable) cost------ ------- 46,847

Net contribution (loss) : total__---------------- (88,112)
Average ber carload ....------------------ (930)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
mnin un safety standards (Class I track, wifch has a
maximum safe operating Speed Of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 181 crossties (an average of
32 crossties per mile).

Preliminary Recommendation %
It is not 'recommended that this portion of the Kala-

mazoo Branch be included in the Conlail System.
Continued -operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, reve-
nue and cost leyels, this line generates an annual excess
financial burden amounting to $38,112 or $930 per car-
load. Recovery of costs would -require approximately
an eleven-fold increase in traffic or a 437 percent rate
increase over the 1973 levels

PORTION OF THE KALAMAZOO BRANCH

USRA Line No. 463d

Penn Central
C&O to Ludington /

".T tM" PC to Mackinaw CityGTW to Muskegon "-.

GTYLto Durand
FullerI. "-; ............

I""

PORTION OF THE GRAND RAPIDS
KALAMAZOO BRANCH,
PC

4.7 miles- Grand Rapids4. - i* (Pleasant StreeO
/ ,:... ..... ....

LAMAR .... lk
L AMAR %% C&O to Detroit...... ? I / 7\c toJ ck o

C&O to Chicago / t

PC to Plainwell PC to Kalamazoo

This portion of the Kalamazoo Branch, formerly
of" the New York Central RR, extends from Lamar
(Milepost 89.8) to Grand Rapids, Ifich. (MBepost
94.5), a distance of 4.7 miles, in Kent County, Mich. A
continuation of this line extends southward fromi La-
mar; which is also under study in this Report. This
line connects with the Waverly to Grand Rapids line
of the Chesapeake & Ohio at Lamar. In addition, this
line connects with the PC GR&I Branch and the PC
line to Jackson at Grand Rapids; which are also under
study in this Report. This line was described as poten-
tially excess in the U.S. DOT Rep6rt (see Zone 163).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Wyoming 123
Wentworth &
Eagle Mllls_ 40

Total carloads generated by the line-...- 166
Average carloads per week_ ______ 3-2
Average carloads per m l ..- 35.3
Average carloads per traln ------ 3.2
1973 operating Information:

Number of round trips per year-..---- - 52
Estimated time per round trip (hours)---- - 2.0
Locomotive horsepower.. . -. =-1,200

Train crew siz.. . 4



Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by PC --------------------------
Average revenue per carload --------------- $255

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 47,998
Cost of upgrading branch lines to FRA

class I (1/10 of total upgrading cost)__- 0
Cost incurred beyond the branch line-.. 28,464

$42,375

Total variable (avoidable) cost ------------- 76,462

Net contribution (loss) : Total ------------------ (34, 087)
Average per carload --------------------- (205)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I tfack, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation
It is not recommended that this portion of the Kala-

mazoo branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $34,087 or $205 per carload. Re-
covery of costs would require approximately a 240 per-
cent increase in traffic or an 80 percent rate increase
over the 1973 levels.

CHICAGO, KALAMAZOO.AND SAGINAW

BRANCH

USRA Line No. 464/465

Penn Central-

DOSTER

PC CK&S BRANCH Richland
Jinction14.4 miles -

PARCHMENT R L
PC .to Kal RICHLAND

PC to Kalasiazoo

The Chicago, Kalamazoo and Saginaw Branch,
formerly part of the New York Central RR, extends
from Rioldand Junction (Milepost 36.0) to Parch.
ment (Milepost 42.3) and from RiOdand J'wntion
(Milepost 0.0) to Doster, Mivh. (Milepost 8.1), a total
distance of 144 miles, in Kalamazoo County, Mich-
igan. This line continues from Parchment to Kul-
amazoo where it connects with diverging lines; also
from Richland Junction to Richland. Penn Central
has filed a petition to abandon the CK&S Branch from
Parchment to Richland Junction and from foster to
Richland, ICC Docket Number 26706. The ICC ap-
proved abandonment but then stayed their approval.
This line was not shown in the U.S. DOT Report (see
Zone 151).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Highland Park ---------------------------------- 9
Richland -------------------------------------- 100
Doster ------------------------------------------- 43

Total carloads generated by the line ------------- 152
Average carloads per week ---------------------------- 3
Average carloads per mile ---------------------------- 11
Average carloads per train ---------------------------- 4
1973 operating information:

Number of round trips per year --------------------- 40
Estimated time per round trip (hours) --------------- 5. 5
Locomotive horsepower --------------------------- 1, 0
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary of Transportation's Rail Service Report" indi-
cated that the Rich]and Farm Service Company gen-
erated 66 and 67 carloads of freight in 1972 and 1913,
respectively. The Doster Lumber Co. received 54 car-
loads of lumber in 1973. The former complained of poor
rail service, causing it to ship goods via truck resulting
in higher shipping costs. The latter stated that truck
freight service is not economically feasible due to the
nature of their shipments. Testimony received from
Leo Filipowicz-of the Richland Farm Service Company
indicated that his firm shipped 38 carloads in 1973,
and had service been adequate they would have used
more. Ie also noted -the potential hazards to the com-
munity of shipping by truck.

9894
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Information for Line. Retention Decision
Revenue received by PC ---------- -------.------ $56, 480
Average revenue per carload $372

Variable (avoidable) cost of contiruued
service:

Cost incurred on the branch llne --.-.-... 103,440
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)_ 0
Cost incurred beyond the branch line-- 36,977

Total variable (avoidable) cost----------- 140,417

Net contribution (loss) : totaL_----- --------- (83,937)
Average per carload-- (552)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed. of 10 mph).

Preliminary Recommendation

It is not recommended that the Chicago, Kalamazoo
and Saginaw Branch be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation, subsidy. *Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial- burden amounting to $83,937 or $552
per carload. Recovery of costs would require approxi-
mately a four-fold increase in traffic or a 150 percent
rate increase over the 1973 levels.

PORTION .OF GR&I BRANCH

USRA Line No. 464a

Penn Central
PC Kalamazoo Branch
to Grand Rapids

I
PCGR

N 1 -to Gra
".X I

&I Branch
nd Rapids

'_ PLAINWELL

PORTION OF GR&I
BRANCH, PC - -

4 9.6 miles

PC to South Haven KALAMAZOO (DOCK
/ BLOCK LIMIT STATION)

PC to Niles and 4 , -PC to Doster
Chicago- A/

" .KalamazooT! . . .
Kalaazo PC to Detroit

PC to Elkhart-' X .4-GTW to Pavilion

PC GR&I Branch to Wasepi

This portion of the GR&I Branch, formerly part of
the Pennsylvania RR, extends from Kalamazoo (Mile-
post 187.1) to Pkzincell, Michigan (Milepost 196.7), a
distance of 9.6 miTea, in Allegan and Kalamazoo Coun-
ties, Michigan. The n6rthern and southern extensions
of' this line and the PC Kalamazoo Branch, which
crosses at Plainwell, rare also under study in this Re-
port. This line was not described as potentially excess
in the U.S. DOT Report (see Zones 149 and 151).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Plainwell _%061
Kalamazoo 1 - - - - - - - - - - - -

_- 757

Total carloads generated by the lne. -% 818
Average carloads per week___ __ 54 2
Average carloads per mile. . .. 293.5
Average carloads per train 9.4
1973 operating information:

Number of round trips per year .. WO. 300
Estimated time per round trip (hours).- 3.0
Locomotive horsepower . . ...... 2 000
Train crew sze 5.. .. 5
'Includes only traffic on segment

Information Provided by RSPO, Shippers, GovernmentAgencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Services*
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC- $804, 179
Average revenue per carload 285

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line---- - 170,151 .
Cost of upgrading branch line to PEA

Class I: (1/10 of total upgrading cost). - 0
Cost incurred beyond the branch line- 445,957

Total variable (avoidable) co - 616,108

Net contribution (loss) : tota 188, 071
Average per carload 67

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph.)

Recommendation

It is recommended that this portion of the GR&I
Branch be included in the ConRail System.



PORTION OF CHICAGO-DETROIT MAIN LINE

USRA Line No. 466

Penn Central

PC to Grand Rapids PC to Doster

PC to South Haven-'

PORTION OF PC CHICAGO-\ \ I
DETROIT LINE / . 'Kalamazoo

, PCto
KALAMAZO 0 Detroit

/ #1JOWAGIAC (ASYLUM SWITCH) \
33.6 miles

• J GTW to
PCto Niles Pavilion
and-Chicago PC to Elkhart Pawilon

PC to Wasepi

This portion of the Chicago-Detroit Line, formerly
part of the New York Central RR, extends from Kala-
mazoo (Milepost 145.0), to Dowagiac, Mich. (Milepost
178.6), a distance of 33.6 miles, in Kalamazoo, Van
Buren, and Cass Counties, Mich. This line is part of the
old Michigan Central Main Line between Chicago and
Detroit. The line continues westward from Dowagiae to
Niles (also under study in this report) and eastward
from Kalamazoo to Detroit. Amtrak currently operates
passenger service over this route. This line was not de-
scribed as potentially excess in the U.S. DOT Report
(see Zones 149 and 151).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Aiattawan --------------------------------- 3
Lawton ------.-.----- .........----------------- 128
Decatur --------------------------------- 173

Total carloads generated by the line -------------------- 304
Average carloads per week ----------------------- 5.8
Average carloads per mile ----------------------------- 9.0
Average carloads per train -------------------- -1.3
1973 operating information:

Number of round trips per year ------------------ 240
Estimated time per round trip (hours) -------------- 4
Locomotive horsepower 2, 000
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail' Service Report" indicated
there was a good deal of general public comment on the
need for more and improved intercity passenger serv-
ice. John DeLora, Chairman of the Michigan Asso-

:ciation of Railroad Passengers, reported that the Mich-
gan Bureau of Urban and Mass Transportation is pre-
paring a master plan for future rail passenger service.
Mr. DeLora suggested that no abandonments should
take place until the Bureau has completed its plan.

Information for Line Retention Decision
Revenue received by P. .. $102,444
Average revenue per carload -------------- $337

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ----- 2G5, 029
Cost of upgrading branch line to PRA

Class I: (1/10 of total upgrading cost)- 0
Cost incurred beyond the branch line .... 44, Ml

Total variable (avoidable) cost ----------- 8 810,143

Net contribution (loss): total ------------ - -- (207, W9)
Average per carload -(73)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). USIRA
staff have "discussed" with both the State of Michigan
and Amtrak the options available for preserving inter-
city passenger routes should a few routes no longer
justify continued freight service. At the present time,
this line segment is used as part of the through route
f6r Chicago-Detroit trains and Chicago-Port H71uron
trains. It has been suggested in previous meetings that
both the State of Michigan and Amtrak will be evalu-
ating this route so that a decision can be made at a later
date on whether or not either party will wish to desig-
nate this line to be purchased, leased or otherwise ac-
quired in their account.

Preliminary Recommendation

It is not recommended that this portion of the Chi-
cago-Detroit Line be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess fi-
nancial burden amounting to $207,699 or $673 per car-
load. Recovery of costs would require approximately
a four-fold increase in traffic 'or a 200-percent rate in-
crease over the 1973 levels.

TRAVERSE CITY SECONDARY TRACK

USRA Vne No. 470

Penn Central

The Traverse City Secondary Track, formerly part
of the Pennsylvania RR, extends from Walton Amuno-
tion (Milepost 0.0) to Traverse City, fioh. (Milepost
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25.5), a distance of 25.5 miles, in Grand Traverse
County, Mich. This line connects with the GR&I
branch of the PC at Walton Junction. The GR&I
branch extending north and south of Walton Junction
is also under study in this Report. At Traverse City

C&O to Northport

C oM se :"4-C&O to Petoskey

TRAVERSE CITY
25.5 miles
: 7 /4-PC to Mackinaw City

- / GR&IBranch
PC TRAVERSE CITY /
SECONDARY TRACK

-/ WALTON

PC GR & I Branch--/ JUNCTION
to Grand Rapids /

the line connects with the C&O lines to Northport,
Petoskey and Manistee. The Penn Central has filed a
petition to abandon this line, ICC Docket No. AB-5,
Sub. 48. This line was described as potentially excess
in the U.S. DOT Report (see Zone 165).

Traffic and Operating lnformation
Stations (with their 1973 carloads) served by thls line:

Summit City ..-. ........................ o---------
Kingsley- - 12
Mayfield 1
Traverse City, - -------- - .--------------------. 160

Total carloads generated by the line 179
Average carloads per week - 3.4
Average carloads per mile 7.0
Average carloads per train -------------------- 2.0
1973 operating information:

Number of round trips per year ----------------- 90
Estimated time per tound trip (hours) 8
Locomotive horsepower- 2,000
Train crew size ...... 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report." Information
provided . . . that Kingsley, located 7 miles from
Walton Junction, in planning a 40 acre industrial park.
Kelloge Wholesale Building Supply Co. estimated 52
carloads in 1973 and projected 52 carloads. Brown
Lumber Co. estimated 14 carloads in 1973. Cherry Cen-
tral Coop. estimated 29 carloads in 1973 (none of these
shippers appear on the USRA patron list). Michigan
Foundry Supply (scrap metal) estimated 48 carloads in
1973. Executive Manager of Traverse City Chamber of
Commerce at hearings in Traverse City stated the
Traverse City Iron Works is in the process of building
a new facility in the Airport Industrial Park and use

15 cars per month, estimating an increase of 10% in
2 years. He also stated that Traverse City Industrial
Fund has purchased 160 acres in the Gawn area to be
developed as an industrial park and are in need of rail
service. He states a freeway network in northwest
Michigan will not be completed until 1980 and the
2-lane highway system now in the area is inadequate
to handle any additional traffic.

Information for Line Retention Decision

Revenue received by P0
Average revenue per carload .......- $372

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch .ine....... 214,672
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) _- -39,256

Cost incurred beyond the branch line_-_ 42, 659

Total Variable (avoidable) cost.._-

$68, 539

296,587

Net contribution (loss) : total ..... (230,048)
Average per carload- --...... (1,285)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrtion's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.pli.). Based on
available information, this upgrading would include the
replacement of a total of 7,000 crossties (an average of
275 crossties per mile).

The reported potehtial traffic is completely inade-
quate to offset the loss generated by this line.

Preliminary Recommendation

It is not recommended that the Traverse City Sec-
ondary Track be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and'
cost levels, this line generates an annual excess financial
burdm. amounting to $230,587 or $1,285 per carload.
Recovery of costs would require approximately a ten-
fold, increase in traffic or a 340 percent rate increase

over the 1973 levels.

MUSKEGON SECONDARY TRACK

USRA Line No. 472

Penn Central

The Muskegon Secondary Track, formerly part of
the Pennsylvania RR, extends from Fv-kr (Milepost
2.8) to Muskegon, Mich . (Milepost 39.2), a, distance of
364 mz7es, in Muskegon, Ottawa and Kent Counties,
Mich. This line uses Grand Trunk West rn Ry. track-
age from Fuller to Walker (Milepost 10.0) and Penn
Central trackage (over which Grand Trunk Western



Ry. has trackage rights) from Walker to Musgekon
At Kinney, Grand -Trunk Western's branch to Grand

C&O to Hart--.A*
GTW to Muskegon . /

MUSKEGON c o oLdgo
C* * n PC to Mackinaw City

Muskegon FULLE

e .: 36,4 miles ' GTW to'Durand
C&O to Holland4: 

o.. . .. v
* j *. °o

GTW to Grand Haven I C to Grand Rapids
MUSKEGONo
SECONDARY TRACK, PC /-

PC to Grand-Rapids

Haven diverges. At Muskegon, C&O's lines to Hart andI
Holland connect as does a Penn Central industrial line
to Muskegon Heights, also under study in this Report.
This line- was described as potentially excess in the
U.S. DOT Report (see Zones 163 and 164).

Traffic -and Operating Information
Stations (with their 1973 carloads) served by this line:

Grand Rapids _ .. ------------------------------------ 97
Bristol --------------------------.... ... .------- 4
Kinney ------------------------------------------- 129
Conklin ----------------- ------------------------ 46
Ravenna -----------------------------......... 11
Muskegon ------------------.-------------------- 445

Total carloads generated by the line -------------- 732
Average carloads per week .-------------- --- 14.1
Average carloas per mile ---------------------------- 25.1
Average carloads per train ...---- ........---------- 4.9
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) --------------- 8.0
Locomotive horsepower ----------------------------- 1,750
Train crew size ----------------------------------- 4

1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected- in their
reports entitled "The Public Response to the Secretary
-of- Transportation's Rail Service Report" indicated
that the Dykistra Elevator Company and the Bruns-
wick Corporation stressed their reliance on rail service
and they criticized the present inadequate service. The
former firm is served only once a week by the PC and
this causes delays in their shipments. Consequently, the
firm has decreased its rail use. Dykistra estimates that
its rail usage would expand if service was increased.
The latter firm continues to use the track even though
service over the line is inadequate. Part of the inade-
quate service is attributable to the poor condition of
the track. Still, Brunswick Corporation ships via this
line because other shipping alternatives would entail

significant cost increases and transit time increases. The
firm also voiced opposition to the curtailment of the
Grand Trunk Western's car-ferry service between Mil-
waukee and Muskegon. The Industrial Expansion Com-
mission 'in Muskegon testified that eleven firms
presently using the line are planning to expand neces-
sitating increased rail service.

Information for Line Retention Decision
Revenue received by PC----------------------- $244, 024
Average revenue per carload ..-------------- $333

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 265,900
Cost of upgrading branch line to FRA
. Class I: (1/10 of total upgrading cost).. 0

Cost incurred beyond the branch line ... 126,953

Total variable (avoidable) cost ------------- 392, 853

Net contribution (loss): total ----------- ---- (148,829)
Average per carload --------------------- (203)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not tecommended that the Muskegon Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. lJnder 1973 traffic' revenue and cost
levels, this line generates an annual excess financial
burden amounting to $148,829 or $203 per carload.
Recovery of costs would require approximately a 126
percent increase in traffic or a 60 percent rate increase
Over the 1973 levels.

MUSKEGON HEIGHTS SIDING

USRA Line No. 472a

Penn Central
C&O to Hart

GTW to Muskegon

Muskegon " PC to Grand Rapids
(GTW has Trackage Rights)

1.3 miles

C&O to Chicago .;0

MUSKEGON PCMUS" .-'GON
HEIGHTS HEIGl1TS SIDING

The Muskegon Heights Siding, formerly part of the
Pennsylvania RR, extends from Muskegon (Milepost
0.0 to Muskegon Heights, Mich. (Milepost 1.3), a
distance of 1.3 miles, in Muskegon County, Mich. This
line'is a short spur off 'the Penn Central's Muskegon
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Secondary Ti~ck which runs to Grand Rapids. (The
Muskegon secondary track is also under study in this
Report.) The Muskegon Heights Siding connects with
the C&O. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 164).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Muskegon Heights,.--- ------- ----------- 387

Total carloads generated by the line -..-------- 387
Average carloads per week.. ..------------------- - 7
Average carloads per mile ...... . 28
Average carloads per train -..--.------------- - 3

1973 operating information: -
Number of round trips per year......--- 150
Estimated time per round trip (hours) -2
Locomotive Horsepower ... ..... .------------- 1,750
Trdin crew size --------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No information concerning this line was provided
at the hearings conducted by the Rail Services Plan-
ning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

Revenue received by PC -- $133, 311
Average -revenue per carload --------- $344

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ...--------- 32,786
Cost of upgrading branch line to FRA Class

I: (3Ao of total upgrading cost) ---------- 5,849
Cost incurred beyond the branch line ...... 85,581

Total variable (avoidable) cost_ ------------- 124,216

Net contribution (loss) : totaL --------------------- 9,095
Average per carload ........ 24

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track, which has
a maximum safeoperating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 500 crossties (an average of
385 crossties per mile).

Although this line generates a net contribution, it is
served by USRA segment 472 which generated a loss
of $148,829. The contribution from this line does not
offset the loss on segment 412.

Preliminary Recommendation

It is not recommended that the Muskegon Heights
Siding be included in the ConRail System.

PORTION OF ELKHART BRANCH

USRA Line No. 473

Penn Central

This portion of the Elkhart Branch, formerly part
of the New York Central RR, extends from Haires

PC to Sagnaw-G

AK-I -- ~--_ to Detroit

£ \ 65.9 miles /

PC to Bryan
• ru .uen. Ws | PORTIOH OF

THREE RIVERS Wsui PRINOJUNCTIOn . ELKHART BRANCH, PC........ I . ottawa
I\. 4.--PC to Sturgis

PC to Elkhat

(Mlepost 4.0) to Threa Rivers Junction (Milepost
69.9), a distance of 65.9 miles, in Jackson, Branch, St.
Joseph and Calhoun Counties, Mich. A continuation of
this line extends northward from Haires to Jackson and
southward from Three Rivers Junction to lkhart. This
line connects with the PC Kalamazoo Branch at Three
Rivers Junction, also under study in this Report. At
Wasepi, this line connects with the GR&I Branch of
the Penn Central which is also under study in this
report. This line was described as potentially excess in
the U.S. DOT Report (see Zones 150 and 152).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportations Rail Service Report" indicated that
the Homer Fertilizer and Feed Company, which has a
capital investment of $250,000 is concerned about the
increased cost of moving fertilizer by truck. Further,
Homer Fertilizer reported that it would have shipped
more goods had additional cars been available. Joers
Farm Center, also reported that rail cars were unavail-

.able. The Calhoun County Metropolitan Planning
Commission is worried about the effect--of abandonr
ment, especially in regard to potential unemployment
and retardation of community growth. The Commis-
sion also noted that Calhoun County has been classified
as an economically depressed area by the Economic De-
velopment Administration.

Paul Treska, of the United Transportation Union,
feels that abandonment of this line is unwarranted since
hundreds of thousands of dollars have been spent reaa-
bilitating thetrack overthelast decade.
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Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to, all
shippers located on the line.

Recommendation

It is recommended that the, Elkhart Branch be in-
cluded in the CoiiRail System.

PORTION OF NORTHERN BRANCH

USRA Line No. 530a

Penn Central

I
PC to Jackson

4 CEMENT CiTY

16.4 miles

j.-NORTHERN BRANCH
,HUDSONI PORTION OF PC

- PC to Brian

This portion of the Northern Branch, formerly part
of the New York Central RR, extends from Cement
city (Milepost 13.5) to Hudson, Mick. (Milepost 29.9),
a distance of 16.4 miTes, in Lenawee County, Mich. This
line continues northward to Jackson and southward to
Van Wert. Both are also under study in this Report.
Penn Central has filed a petition to abandon this line,
USRA Docket No. 75-33. This line was described as
potentially excess in the U.S. DOT- Report (see Zone
150).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cement City -------------------------- ------------ 10
Addison Junction ---------------------------------- 1
Alaniton Beach ---------------------------------- 2
R ollin ---------------------------- .L ---------------- 0

Total carloads generated by the line -------------- 13
Average carloads per week ------------------------- 0.3
Average carloads per mile ------------------------- 0.8
Average carloads per train ---- --------------------- 0.5
1973 operating information:

Number of round trips per year ------------------- 26
Estimated time per round trip (hours) -------------- 1.5
Locomotive norsepower ------------------------
Train crew size ---------------------------

1, 750
5

Information Provided by RSPO, Shippers, Government
Agencies -

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC.....................
Average revenue per carload ------------ $438

$5, 692

Variable (avoidable) -cost of continued
service:

Cost Incurred on the branch Hne -------- 106 ,786
Cost of upgrading branch line to FRA

Class I: (1/10"of total upgrading cost) 13,867
Cost incurred beyond the branch line .... 8,025

Total variable (avoidable) cost- ............. 123,678

Net contribution (loss): total ------------------ (117, 980)
Average per carload ----------------- (9,076)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,770 crossties (an average
of 108 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the North-
ern Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess fi-
nancial burden amounting to $117,986 to $9,076 per car-
load. Recovery of costs would require approximately a
44-fold increase in traffic or a 2,070 percent rate in-
crease over the 1973 levels.

BENTON SECONDARY TRACK

USRA Line No. 635

Penn Central

C&O to Grand Rapids

BENTON HARBOR . PCBENTON
SECONDARY TRACK

C&O to Chicago / PC to Detroit

28.0 miles NILES
C icI

PC to Chicago
PC to South Bend

The Benton Secondary Track, formerly part of tie
New York Central RR, extends from Benton Harbor

v
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(Milepost 0.0) to Niles, Mich. (Milepost 28.0), a dis-

.tance of 28.0 milem, in Berrien County, Mich. This

line connects at-Niles with Penn Central's South Bend

Secondary Track and the Chicago-Detroit line both of

which are also under study in this Report. At Benton

Harbor, connection is made with the C&O's Chicago

Grand Rapids line. This line was not described as po-

tentially excess-in the U.S. DOT Report (see Zone 149).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Niles - ------------ ---- - 167

Benton BHarbor 225
St. Joseph --------------- ---------- 9

Sodus ------------ 622
Eau Claire ---- ---------- 237

Berrien -Centre:. 1---------------2

Total carloads generated by the line_ - 2,167

Average carloads per week-. 41. 7

Average carloads per mile 77.4

Average carloads per train -------- 8.-- & 7
1973 operating information:

Number of round trips per year ---------------- 250

Estimated time per round trip (hours) -------------- 6

Locomotive horsepower ----------- 000

Train crew size ---------- ------

"includes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that Michigan Consolidated Gas reported it will receive

240 carloads of 42 iiirh steel at St. Joseph this year.

Information for Line Retention Decision
Revenue received by PO..... $755, 95

Average revenue per carload -3--

Variable (avoidable) cost of

continued service:
Cost incurred on the branch line 331, 608
Cost of upgrading branchline to FRA

Class I: (1/10 of total
upgrading cost) -------------- - 33,860_

Cost incurred beyond the branch line ----- 350,100

Total variable (avoidable) cost ------ 721,508

Net contribution (loss) : total ------------------ 34,407

Average per carload ----------------- 16

This line would require upgrading to meet the re-

quirements of the Federal Railroad Administration's
iim inm safety standards (Class I track, which has a

maximum safe operating speed of 10 m.p.h.). Based on

available information, this upgrading would include

the replacement of a-total of 2,000 crossties (an average

of 71crossties per mile).

Recommendation

It is recommended that the Benton Secondary Track

be included in the ConRail System.

PORTION OF LINCOLN BRANCH

USRA Line No. 636

Penn' Central

-DETROIT
t&W to Fort Wayne MP 136.8

DT&I~~ ~~ toDatnLn oln Yar

PORTION OFLINCOLN
BRANCH, PC PORTION OFLINCOLN

C&O to Saginaw \P 0R5 N..P

*kDetroit Toledo &

CARLETON: to Flat Rock

0& to Toledo
(ChsTrackage Rights)

DT&I to Springfield. Ohio

This portion of the Lincoln Branch, formerly part

of the Pennsylvania RR, extends from Carleton (Mile-
post 116.3) to Detroit, Hie. (Milepost 136.8), a dis-

tance of 20.5 m i , in Monroe and Wayne Counties,

Mich. This line formed part of the old Pennsylvania
RR route from Toledo, 'Ohio to Detroit. South of

Carleton, PC (ex-PRR) has trackage rights over the

C&O Ry. This trackage rights agreement is also under
study in this Report. At Carleton, and Penford (Mile-

post 129.4) the Detroit, Toledo & Tronton RR crosses

and at Coolidge (Milepost 135.6) the N&W connects.

This line was not described as potentially excess in the

U.S. DOT Report (See Zones 113 and 155).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ash -1, 735
Brownstown 7, 018

Carleton -- 2

Lurmet 112

Allen ParkI.--- -I
Lincoln Par L._- 711
Ielvindale 14, 3S0

Total carloads generated by the line- - 23,959
Average carloads per week----- -461
Average carloads per mile - -- 1,168. 7
Average carloads per tra i- 79.9
1973 operating Information:

Number of round trips per year-- 300
Estimated time per round trip (hours) 10

Locomotive horsepower- 1,500
Train crew size 4



Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line provided
at the hearings conducted by the Rail Services Plan-
ning Office as reflected in their reports entitled "Tle
Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

Revenue received by PC -----r-...
Average revenue per carload- $319

$7, 631,314

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- 1, 098, 669
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 0

Cost Incurred beyond the branch line-- 4,561,847

Total variable (avoidable) cost ----------- 5,660, 516

Net contribution (loss) : total ------------------- , 970, 798
Average per carload -------------------- 82

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Lincoln
Branch be ijicluded in the ConRail System.

PORTION OF CHICAGO-DETROIT LINE"

USRA Line No. 680

Penn Central

PC Benton
Secondary Track

PC to Chicago 0104%

BUCHANAN

PC to Detroit

IOWAGIAC

PORTION OF CHICAGO-
DETROIT LINE, PC

South Bend
condary Track

This portion of the Chicago-Detroit line, formerly
part of the New York Central RR, extends from Do-
wagiac (Milepost 178.6) to Buchanan, Mich. (Milepost
199.5), a distance of 20.9 miles, in Cass and Berrien
Counties, Mich. The eastern and western extensions of
this line to Kalamazoo and Michigan City respectivcly,

and the PC Benton and South Bend Secondary Tracks
which intersect at Niles, are also under study in this Re-
port. This line was not described as potentially excess
in the U.S. DOT Report (see zone 149).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Buchanan' ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 102
Niles I ----- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 641

Total carloads generated by the line -------------- 743
Average carloads per week -------------------------- 14.8
Average carloads per mile ------------------------ 85.0
Average carloads per train -------------------------- 3.1
1973 operation information:

Number of round trips per year -------------------- 240
Estimated time per round trip (hours) ------- ----- 4. 0
Locomotive horsepower --..------------------------ 2,000
Train crew size ---------------------------------
1 Includes only traffic on segment,

Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ---------------------- $252, 049
Average revenue per carload ----------- $340

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- 208,052
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line 100,887

Total variable (avoidable) cost ----------- 809,839

Net contribution (loss) : Total ---- ...-------. (57,190)
Average per carload -------------------- (77)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is nwt recommended that this portion of the Chi-
cago to Detroit line be included in the ConRail 8ystem,
except for that traffla at Niles whilh can be served off
line 637. Continued operation of this line would require
a rail service continuation subsidy. Under 19T3 traffic,
revenue and cost levels, this line generates an annual ox-
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cess financial burden amounting to $57,190 or $77 per
carload. Recovery of costs would require approximately
a 38 percent increase -in triffic or "a 23 percent rate
increase over the 1973 levels.

MACKINAW BRANCH

USRA Line No. 688

Penn Central

PC to Saginaw

GTW to Caseville

' \ ,k.'"'* PORTION OF
OXFORD MACKINAW BRANCH.PC

19.5 miles GTW t Port Huron
I *e j .

GTW to Pontiac ."Rochester

4 - UTICA

\'PC to Detroit

This portion of the Mackinaw Branch, formerly part
of the New York Central RR, extends from Utica
(Milepost 20.7) to Ooford, M4io. (Milepost 43.6), a
distance of 229 mile8, in Oakland and Macomb Coun-
ties, Mich This line's northern extension to Lapeer
Junction and Saginaw is also understudy in this Re-
port. Southward from Uticaj the line continues into
Detroit. It intersects two Grand Trunk Western'Lines-
the line from Pontiac to Caseville at Oxford and the
Pontiac to Port Huron Line at Rochester. This line was
not described as potentially excess in the U.S. DOT
Report (see Zone 155).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rochester 46

-Lake Orion 19
Oxford 103

Total carloads generated by the llne....... 168
Average carloads per week . .. .... 3.2
Average carloads per mile ...........-..... 7.3
Average carloads per train ..........----- ---------- 3.4
1973 operating information:

Number of round trips per year-................ 50
Estimated time per round trip (hours) ----- - -... 8
L~ocomotive horsepow r..........--------2, 000
Train crew size ... -------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that

Church Lumber Company generated 44 carloads in 1973
from Oxford and 238 carloads in 1973 from their Utica
plant. This company receives 95% of its shipments from
British Columbia and elimination of rail service would
close their Oxford lumber yard.

Information for Line Retention Decision
Revenue received by PC $33, 019
Average revenue per carloa- $197

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line - 178,314
Cost of upgrading branch line to ERA

Class I (1/10 of total upgrading cost). o
Cost incurred beyond the branch line.__ 29,091

Total variable (avoidable) cost... 20, 40

Net contribution (loss) : total (174, 86)
Average per carload . (1, 038)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 0 mLp.h.).

Preliminary Recommendation

It is not recommended that this portion of the Macki-
naw Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $174,386 or $1,038 per carload.
Recovery of costs would require approximately a forty-
four-fold increase in traffic or a 527 percent, rate in-
crease over the 1973 levels.

PORTION OF THE WHITE PIGEON JUNCTION-
HILLSDALE BRANCH

USRA Line No. 692a/639a

Penn Central

(Mapnotavallable)

This portion of the Penn Central, formerly part of
the New York Central RR, extends from. Hffldak
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(Milepost 360.6) to White Pigeon jet. (Milepost 419.0),
a distance of 58.4 miles, in St. Joseph, Branch, and

Hillsdale Counties, Mich. This line was not described as

potentially excess in the U.S. DOT Report (see Zone

150).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line: -
Hillsdale --------------------------- --------- - 6,087
Jonesville ---------------------------------------- so
Coldwater ---------------------------------------- 1, 985
Batavia ------------------------------- 18
Bronson ------------------------------------------ 47
Burr Oak ----------------------------------------- 44

Total carloads generated by the line ------------- 8, 211
Average carloads per week ----------- ------------- 157. 9

Average carloads per mile ----------------------- --140.6

Average carloads per train ------------------------- 27.4
1973 operating information:

Number of round trips per year----------- --- 300
Estimated time per round trip (hours) ------------- 15. 0
Locomotive horsepower ----------------------------- 1, 500
Train crew size ---------------------------------- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information prgvi-&ed at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Coldwater Public Utilities generated 582 carloads of
coal traffic in 1973. The City Manager of Coldwater
cited this line as an area for future population growth.
The Coldwater Chamber of Commerce reported that
the area is the fastest growing industrial area in south
central Michigan, with nine firms having bought land
during 1973 in a 500 acre industrial park.

Information for Line Retention Decision

Revenue received by PC ---------------- $2, 026, 473
Average revenue per carload ----------- $247

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line --- 814,829
Cost of upgrading branch line to FIRA

Class I: (1/10 of total upgrading
cost) ------------------ 0

Cost Incurred beyond the branch
line ------------------------- 1, 670, 085

Total variable (avoidable) cost-. 2, 44, 914

Net contribution (loss) : total ---------- (408,441)
Average per carload. --------------- (50)

This line would require no upgrading to fmeet the re-
quirements of the Federal Railroad Administration's
mininium safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation
It is nwt recommended that the White Pigeon Junc-

tion to Hillsdale Line be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual ex-
cess financial burden amounting to $08,441 or $50 per
carload. Recovery of costs would require approximately
a 100 percent increase in traffic or a 20 percent rate in-
crease over the 1973 levels.

D&M TRACKAGE RIGHTS

USRA Line No. 698

Penn Central

(M-ap not available)

This portion of the Detroit and Mackinab Railway is
located in Ciheboygan, in Cheboygan County, Mich. This
line was not described as potentially excess in the U.S.
DOT-Report (see Zone 165).

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Continued ConRail trackage rights over this line are

not recommended.

PORTION 'OF TOLEDO-TO-FRANKFORT LINE

USRA Line No. 7300

Ann Arbor

This portion of the Toledo-Frankfort line extends

from Dundee (Milepost 22.8), to Owosso, Mich. (Mile-
post 106.0) a distance of 832 miles, in Monroe, Washte-
naw, Livingston and Shiawassee Counties, Mich. This
study segment connects with the Penn Central's Chi-
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cago to Detroit line at Ann Arbor, the Saginaw Branch
at Owosso, ind the Ida Branch at Federman. The Sagi-
naw Branch and the Ida Branch are also under study

PC Saginaw Branch

AA to Frankfort

GTWto 4 /
Grand Rapids ,,. OWOS0

PC to Lansing4 Du .

GTW to Chicago -e

C&O to Grand Rapids
............ OO

- 84.9

GTW Chicago
to Port Huron

GTW to Jackson Lakeland
Miles Lakeland

PORTION OF TOLEDO GTW to Pontiac

FRANKFORT LINE -__---+ Whitrnore Lake

PC to Chicago n Arbor "

PC to Detroit
PC to Saline -~ Pittsfield

o-/
Saline o V- N&W to Detroit

Milan

N&W to Fort Wayne DUNDEE

"A to To]edo

in this report. The Grand Trunk Western crosses
at Owosso,\Durand and Lakeland; the Norfolk &
Western crosses at Milan, and the Chesapeake & Ohio
crosses at Howell. The portions of this line north, of
Whitmore Lake and south of Pittsfield were described
as potentially excess in the U.S. DOT Report (see Zones
113,153 and 160).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Milan ------------------------------------- 110
Urania --------- - 1
Pittsfield ----------.----.------------------- 32
Saline -------------
Ann Arbor ----------------------------------- - - 1,363
lWhitmore Lake ---------- ----- 1,227
Hamburg----------------- ----- 2
Annpere- - 5
Hwnell- ------- 340

Oak Grove_-- -----------------------
Cohoctah ---- --------- ---------

Byron ------ .- ...-.-.-.. .. ...-------- - - - - - - - - - -

Durand ------

16
87
is
2

Vernon--------- --------- 218
Corunna -- ------ - - -------- 112

Votals carloads generated by the line ------------ 7,339
Average carloads ter week ------------------- ---- 141.1
Average carloads per mile.--- -- 2

Average carloads per -tin ------------ ------- 28. 2

1973 operating information:
Number of round trips per year .. _ 260
Estimated time per trip (hours)-.. 12.0
Locomotive horsepower 2,500
Train crew size--, 3

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Service? Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretaryof
Transportation's Rail Service Report?' indicated that
Ford Motor Co. at Saline shipped 4,000 carloads of
autos in 1973. Lott Elevator, indicated a. great reliance
on rail service.

Information for Line Retention Decision ,

Revenue reelved by AA
Average revenue per carload $125

$921,400

Variable (avoidable) cost of continued
service:

Cost incurred on the branch llne.-___ 1, 105, 160
Cost of upgrading branch line to FRA

Class 1: (1/10 of total upgrading
cost) - 0

Cost incurred beyond the branch line-_ 432, 639

Total variable (avoidable) cost. 1, 537, 799

Net contribution (loss) : total (616,399)
Average per carload (84)

This line would require no upgrading to meet re-
quirements of the, Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum saf6 operating speed of 10 m.p.h.).

Preliminary Recommendation

It is iwt recommended that this portion of the Toledo-
to-Frankfort Line be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic revenue
and cost levels, this line generates an annual excess finan-
cial burden amounting to 616,399 or $84 per carload.

Recovery of costs would require approximately a 125-
per cent increase in traffic or a 65-percent rate increase
over the 1973 levels.

PORTION OF TOLEDO-FRANKFORT LINE

USRA Line No. 1301

Ann Arbor

This portion of the Ann Arbor Railroad extends from
Owosso (Milepost 106.0) to Thwmp8onlne, MicA.
(Milepost 270.3), a distance of 164.5 =n7e&, in Shiawas-

see, Clinton, Gratiot, Isabella, Clare, Missaukee, Wex-
ford, Manistee, and Benzie Counties, Mich. The



Ann Arbor line continues north to Frankfort and south
to Toledo with both extensions also under study in this
Report. This line connects with two Penn Central lines,

AA to Frankfort

C&Oto 4--PC to Mackinaw City
, *,Petoskey ,

THOMPSONVILLE

Cadillac

C&o to Manistee * PORTION OF TOLEIO- .
\/ F /RANKFORT LINE, AA

PC to Grand C&O to Saginaw
Rapids

........... Clare

C&O to L.udington
Mount Pleasant C&O to Coleman

C&O to Grand Rapids Alma ooO
.......... C& .Saia

GTWC& \ to Saginaw
GTW to Greenville

Ashley1

GTW to Grand Rapids /.PC to Saginaw

\ .. ...... .Owosso

*. GTY(to Durand
PC to Jackson/ ~ % (AA has Trackage Rights)

I

the Saginaw Branch at Owosso and the GR&I Branch
at Cadillac" both of which are also under study. The
Grand Trunk *Western operates over the Ann Arbor
between Owosso and Ashley where it regains its own
trackage for movement to/from Greenville. The GTW
utilizes its own trackage from Owosso to Durand. Con-
nections are made with the Chesapeake and Ohio at
Alma (the Lakeview-to-Saginaw line),'Mt. Pleasant
(the Branch from Mt. Pleasant to Coleman), Clare
(the Saginaw-Ludington line), and Thompsonville
(where the Petoskey-Grand Rapids line crosses). This
line was described as potentially excess in the U.S. DOT
Report (see Zones 160,161,162 and165).

Traffic and Operating Information.

Stations (with their 1973 carloads) served by this line:
Owosso ------------------.------ 1,686
Carland ---------------------------------------- 1

lsie ------------------------------------------ 16
Ashley----------- 407
North Star ------------------------------------- 91
Ithaca ---------------------------------------- 87
Alma ----------------------------------------- 201
Shepherd ------------------------------------- 201
Mt. Pleasant ------ ------- ------ ------ 195
Rosebush -------------------------------------- 59-
Clare ----------------------------------------- 60
Farwell -------------------------------------- 10
Marion ---------------------------------------- 25
M cBain ------------------------ - ........ 63
Cadillac -------------------------- ----- 967
Yuma ---------- ---------------------------- 1,338
Thompsonville -. ---- 20

Total carloads generated by the line ------------ 5,227

Average carloads per week ...........................
Average carloads per mile -----------------------------
Average carloads per train----------------------------
1973 Operating Information:

Number of round trips per year ----------------------
Estimated time per round trip (hours) ---------------
Locomotive horsepower -----------------------------
Train crew size ------------------------------------

100.5
81.8
20.1

200
15.5

2,500
5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Mr. Nash of DT&I said that AA has little or no on-
line business between Frankfort and Owosso. A new
sand operation at Yuma, Michigan (Sargent Sand Co.)
has spent $700,000 developing sand resources. In 1973
Sargent Sand Co. shipped 1,400 cars of foundery sand
and expects to reach 10,000 carloads per year and hopes
to develop methods of bringing "used." or "spent" sand
back to Yuma, meaning another 5,000-10,000 carloads
a year. Sargexft also is developing sand facilities at
Harlan, also on AA.

Cadillac Malleable Iron Co. said lack of rail could
boost their costs by $150,000. Mt. Pleasant, Michigan
generate 1,000 carloads unnually. Cadillac operates
about 3,000 carloads.

Information for Line Retention Decision

Revenue received by AA ___ - - -.. .................. $1,122,655

Average revenue per carload ---------- $214

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line---- 1,609,938
Cost of upgrading-branch line to FRA

class I (1/10 of total upgrading
cost) ------------------------ 0

Cot-Incurred beyond the branch line- 403,938

Total variable (avoidable) cost ----------- 2,018,041

Net contribution (los) total ------------------- (890,980)
Average per carload ----------------- (170)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimmn safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is not recommended that this portion of the Toledo-
Frankfort line be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates ,an annual excess fi-
nancial burden amounting to $890,986 or $170 per car-
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load. Recovery of costs would require approximately
a 12- percent increase in traffic or an 80 percent rate
increase over the 1973 levels.

PORTION OF TOLEDO-FRANKFORT LINE

AND THE CROSS LAKE FERRY

USRA Line No. 1302/1303

Ann Arbor Railroad

AA
Car Ferry FRANKFORT
o Kewaunee - C&O Traverse City

-22.0 miles

PORTION OF TOLEDO- ." ............
FRANKFORT LINE, AA- - .* NSurvILrE

C&O to Manistee \ AAto Toledo

-- S .

This portion of the Ann Arbor Railroad, extends
from 7Thompsonville (Milepost 270.5) to Frankfort,
Mich. (Milepost 292.3), a. distance of 21.3'milem, in Ben-
zie County, Mich. Connecting with this segment is

-the Cross Lake Ferry Service between Frankfort,
Michigan and Kewaunee, Wisconsin. This line is the
western end of.the Ann Arbor-line from Toledo. The
C&O Traverse City to Manistee line crosses at Thomp-
sonville. At Frankfort the AA operates Cross Lake
Ferry Service to Kewaunee, Wis. which is also under
study in this report. This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 165).

Traffic and Operating Information

Stations, (with their 1973 carloads) served by this line:
Beulah --------------- --- -- - 7
Elberta --------------------------------------- 26
Frankfort 137
Kewaunee ------------------------------ 19, 637
Maniiowoc --------------------------------- 71487

Total carloads generated by the lie._ ..........- 27,314

Average barloads'per week ----------- ---- --- 525. 3
Average carloads-per train ..................... 52.4

1973 operating information: ,
Number of round trips per year ------------.--- 521
Estimated time per round trip (hours) - --- 3. 0*
Locomotive horsepower ........----------- -------- 5, 000'
Train crew size . ------------------------------- 5

*For rail service only.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings-conducted by
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
opposition to the abandonment of this segment of line
was voiced by the Traverse Bay Area AFL-CIO. Aban-
donment would retard future growth and development,
and would result in employee layoffs. They also stated
that an estimated 200 Frankfort residents are employed
directly or indirectly by the Ann Arbor. The Benzie
County Board of Commissioners noted that the existing
unemployment rate in the Frankfort-Elberta is 134
percent. Hence, any increase in this could have severe
effects on the economy of the area.

Pet, Inc. who shipped 106 carloads in 197"2, stated that
the area is a particularly poor one for truckers because
of the distances involved. They are also concerned about
the increased transportation costs inherent in the switch
from rail freight to truck freight.

Information for Line Retention Decision

Revenue reeived by AA_._
Average revenue per carload ....... $206

Variable (avoidable) cost of continued
service:

Cost incurred on the branch lUne---_ 670,530
Cost of upgrading branch line to

FRA Class I (1/10 of total up-
grading cost) _7 0

Cost of float operation . -...... -2,499,000
Cost Incurred beyond the branch

line (rail haul) 3, 802,977

Total variable (avoidable) cost-.-'--._ 6, 972, 502

Net contribution (loss) : total (1, 343, 689)
Average per carload .. ........ (49)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.plh.).

Preliminary Recommendation

It is izot recommended that this portion of the Ann
Arbor be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $1,343,689 or $49 per carload.-It iswot
recommended that the AA Ferry be operated. (See
chapter 18 for discussion.)

PORTION OF VULCAN-OLD ROAD BRANCH

USRA Line No. 393

This portion of the Vulcan-Old Road Branch, for-
- merly part of the New York Central RR, extends from

Vidcan, Ohio (Milepost 300.2), to N&W Crossing E. of
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Adrian, Mich. (Milepost 328.3), a distance of 28.1 Miles,
in Lucas County, Ohio, and Lenawee and Monroe Coun-
ties, Mich. This line continues west to Adrian, approxi-
mately one-half mile west of the end of this segment,

N&W CROSSING
EAST OF
ADRIAN ;;-PC to Tecumseh,'

Adrian 2'. Clinton

N&WMain * PCtoIda
Lenaweei- -

Junction
Grosvenor

PORTION OF
PC to- . VULCAN-OLD
Morencd / * ROAD BRANCH,,: Riga P

Detroit, PC
Toledo&--
Ironton RR '- Toledo

T ° "Terminal RR

Toledo,- **

Angola& . ULCAN
Western RR °

which portion is also under .study in this report. The
lines from Clinton and Ida converge at Lenawee Jct.
and a third branch runs from Grosvenor to
Morenci; all three are also under study in this Report.
At Riga the Main Line of the Detroit, Toledo & Ironton
RR crosses and at Vulcan, Angola & Western RR. This
line was described as potentially excess in the US DOT
Report (see Zones 113 and 150).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Sylvania ----------------------------------------- 108
Ottawa Lake -------------------------------------- 13
R iga ------------------------------- .....-- ........ 316
Blissfleld ----------------------------------------- 378
Palmyra ------------------------------------ ----- 41
Adrian - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -- - -  79
Toledo --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  5

Total carloads generated by the line -------------- 940
Average carloads per week ------------------------ 18.1
Average carloads per mile ------------------------- 33.5
Average carloads per train ------------------------- 3.1
1973 operating information:

Number of round trips per year -------------------- 300
Estimated -time per round trip (hours) --------------- 12
Locomotive horsepower ------------------------ 1, 500
Train crew size ---------------- 7.------------------ 5
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the total carloads for this line was 4,060. Bird Seeley of
Michigan Elevator Exchange testified that the 'DOT

Report attributed their 3,269 carloads to the Toledo sta-
tion and that he was reassured that the correction would
be made.

Information for Line Retention Decision

Revenue received by PC -...------ ------------ $294, 88
Average revenue per carload --.----------- $314

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 412,146
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 79, 329
Cost incurred beyond the branch line.-- 174,414

Total variable (avoidable) cost ------------- 605,8S9

Net contribution (loss) : total ------------------- (371,003)
Average per carload ....-.. ......... (395)

This line would require upgrading to meet the re-
quirements of the Federal'Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 14,050 crossties (an average of
500 crossties per mile). In addition to the traffic re-
ported above, PC performs a switch move for approxi-
mately 3,300 cars generated by the Michigan Elevator
Exchange. The rvenue received by PC for these move-
ments is $25. At this time, USR4 has inadequate infor-
mation to analyze this traffic.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Vulcan-Old Road Branch not be
included in the ConRail System, the costs and revenues
generated by the cars s;itched for Michigan Elevator
Exchange must be analyzed before a final recommenda-
tion can be made. Without immediately increasing
revenue, continued operation of this line would require

,a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $371,003 or $395
per carload. Recovery of costs would require approxi-
mately a three-fold increase in traffic or a 125 percent
rate increase over the 1973 levels. Costs may also be
lowered by reducing frequency, although this alone will
not make the line viable.

TRACKAGE RIGHTS OVER C&O RAILWAY

USRA Line No. 437

Penn Central

These trackage rights over the Chesapeake and
Ohio Ry, extend from Alexis, Ohio (Milepost 90.9) to
Carleton, Mich. (Milepost 116.0), a distance of 25.1
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mizes, in Lucas County, Ohio and Monroe County,
]Mlich. This portion of C&O trackage connected the
Pennsylvania Railroad's Detroit lines with the Toledo

C&0 PC to Detroit
to Flint "i/" ;* / Detroit.

* /g"Toledo&
CARLETON. % Ironton RR

PCTRACKAGE RIGHTS --25.1 miles
OVER C&O Ry -

• PC (ex-NYC)
".0to Detroit

ALEXIS* ... Detroit & Toledo
CO-'..* /\ '- Shore Line RR

PC t-bI f\ to Detroit

Toledo Ann Arbor RR

terminal area. At Alexis, the Ann Arbor, PC and C&O
lines run into Toledo, and the Ann Arbor runs north to
Ann Arbor and Lake Michigan. Connection is also pos-
sible with the PC (former New York Central) and
Detroit & Toledo Shoreline routes to Detroit. At
Cirleton the Detroit, Toledo & Ironton RR Main Line
crosses, the C&O continues north to Flint and Bay City
and the PC (ex-PRR) line cofntinues into Detroit. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 113).

-information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided it the hearings conducted by the Rail Services

-Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report'.

Information for Line Retention Decision

Trackage rights over this line is used to serve USRA
segment 636. The recommendation is that segment 636
be included in the ConRail system.

Preliminary Recommendation

It is recommended that trackage rights over this pbr-

tion of the C&O be included in the ConRail' System.

PORTION OF NORTHERN BRANCH

USRA Line No. 530

Penn Central

This portion of the Northern Branch, formerly part
of the New. York Central RR, extends from Hudson,
Mich, (Milepost 29.9),, to Bryan, Ohio (Milepost 58.7),
a distance of 28.8 mil s, in Lenawee and Hillsdale
Counties, Mich. and' Williams County, Ohio. Con-
tinuations of this line are northward from Hudson and
southward from Bryan. Both of these continuations.are
also under study in this Report, Connections with other
lines are: the PC Buffalo-to-Chicago line at Bryan, the

Norfolk & Western Montpilier-to-Toledo line at West
Unity and Fort Wayne to Detroit line atAlvordton. An
abandonment application, has been submitted to the ICO

PC to Jackson

Atvoidton I

\ HUDSON
1&W to Chcgo-4* ontpelier g W to Detroit

o&W to Fort ayneq,.X
o °

. o -PORTIO. NORTHERN

29.6 miles West Unit? -o. BRANCH.'PC

l&Y to Toledo
"--..4-PC to Toledo

PC to Chicao I BRYAN
I+- PC to Van Wert

by PC, Docket No. AB-5, Sub. 112-113 and also to
USRA, Docket No. 75-33. This line was' described as
potentially excess in the U.S. DOT Report (see Zones
114: and 150).

Traffic and Operating Information
Stations (with their 1973 carloads) served by the line:

Alvordton 0
West Unity- -- ---- 39
Pulaski- 28

Hudson -
Prattvllle
Waldron

Total carloads generated by the line 227
Average carloads per week-- 4.4
Average carloads per mile- 7.9
Average carloads per train---- 4.5
1973 operating Information:

Number of round trips per year-- - - - 50
Estimated time per round trip (hours)-. 9.5
Locomotive horsepower 1,750
Train crew size 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line 'was pro-
vided at the hearings conducted -by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transpor-
tation's Rail Service Report"

Information for Line Retention Decision

Revenue received byPC. - $90,931

Average revenue per carload. $401

Variable (avoidable) cost of continued
service:

Cost jncurred on the branch line- - 218,283
Cost of upgrading branch line to FRA,

Class I: (1/10 of total upgrading cost). 29, 065
Cost Incurred beyond the branch lIne_--- 51,411

Total variable (avoidable) cost- 298,759

Net contribution (loss) : total - (20T, 828)
Average per carload- (916)



This line would require upgrading to meet the re-
quirements of the Federal Railroad -Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a toal of 1,924 crossties (an average
of 67 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the lXorth-
em Branch be included in the ConRail System. Con-
tinued operation of this line would require u rail service
'continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $207,828 or $916 per carload. Re-
covery of costs would require approximately a five-fold
increase in traffic or a 225 percent rate increase over the
1973 levels.



TUESDAY, MARCH 4, 1975

WASHINGTON, D.C.

Volume 40 0 Number 43 ,'

PART !!

Voliume 2-Section 2

U.S. RAILWAY

ASSOCIATION

PRELIMINARY SYSTEM
PLAN

Identification oF Necessary Rail Services

in the Midwest and Northeast Regions,

and Proposed Restructuring,

Rehabilitation and Modernization





9913

NEW JERSEY

ROCKY HILL RUNNING TRACK, KINGSTON
BRANCH.

USRA - Terminals
linenumber

Monmouth Junction to Rocky ]ill
Trenton to Lambertville
Lambertville to Phillipsburg
Philhipsburg to Martins Creek
Martins Creek to Belvidere
Farmingdale to Jamesburg
Monmouth Junction to Jamesburg
Hightstown to Jamesburg
Fort Dix to Shrew1sbury
Mount Holly to Medford
Trenton to Bordentown
Princeton Junction to Princeton

CNJ
Jersey Avenue Branch at Jersey City
West Side Avenue Branch at Jersey City
Newark Bay Bridge
.Somerville to Royce
Mataian to Morganville
-Asbury Park to Bay Head Junction
Toms River to Oyster Creek
High Bridge to Lake Junction
Lakehurst to Bridgeton Junction
Hampton to Phillipsburg
South of Three Bridges to Flemington

RDG
Lawrenceville to East Trenton
East Trenton to Trenton
West Trenton to Trenton

PRSL
Mckee City to Pleasantille
Linwood to Pleasantville
Vineland to Glassboro
Bridgeton to Glassboro
Glassboro to Woodbury
Bellmawr to Glendora
Haddonfield to Lucaston
Ocean City to Palermo

Interstate

New.Jersey to New York

PC
Greenville to Long Island-City (flqat)
Little Ferry, N.J. to Kingston, N.Y.

LHR
Belvidere, N.J. to Warwick, N.Y.

USRA Line No. 1719

Penn Central
119
121
121a-
121b
121c
123/124/124a
125/125a
126/126a
127/128
130
131
703

Intrastate

PC -

New York-Philadelphia
ROCKY HILL a u" I Line. PC

ROCKY HILL RUNNING-" , 3,..
TRACK, KINGSTON j
BRANCH, PC / MONMOUTH JUNCI0H

Kingston ,.

\4-Jacnesburg

Branch, PC

The Rocky Hill Running Track-Kingston Branch,

formerly part of the Pennsylvania 1R, extends from
Howzouth Junction. (Milepost 2.7) to Rocky HO, -. TJ.
(Milepost 6.3), a distance of 3.6 =8es, in Middle-
sex and Somerset Counties, N.J. At Moninouth Junc-
tion, this line connects with the PC line running from
New York to Philadelphia, and also the PC James-
burg Branch which is also under study in this Report.
This line was described as potentially ixcess in the U.S.-
DOT Report (see Zone 62).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:
Kingston :11

Total carloads generated by the llne--_ 11
Average carloads per week-- 0.2
Average carloads per mlle...... 3.1
Average carloads per train - - 0.5

1973 operating information:
Number of round trips per year 22
Estimated time per round trip (hours) 2.0
Locomotive horsepower WO,800
Train crew size.. 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Congressman E. J. Patten recommended that pas-
senger service be. restored at Monmouth Junction
Station.

1100
1101
1102
1103
1104
i105
1106
1107
1108
1109
1112

1800
1801
1803
1804
1805
1806
1807
1808

117
709

1701
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Information for Line Retention Decision

Revenue received by PC ------------------------ $3,375
Average revenue per carload --------------- $307-

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line.-_-------- 26,243
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 7, 975
Cost incurred beyond the branch line_--- 1,546

Total variable (avoidable) cost ......... - 35,764

Net contribution (loss) total ----------------- (32, 389)
Average per carload -------------------- (2, 944)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,685 crossties (an average
of 468 crossties per mile).

Preliminary Recommendation

It is not recommended that the Rocky Hill Running
Track, Kingston branch, be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $32,389 or $2,944
per carload. Recovery of costs would require approxi-
mately an 18-fold increase in traffic, or a 960 percent
rate increase over the 1973 levels.

PORTION OF BELVIDERE DELAWARE BRANCH

USRA Line No. 121

Penn Central

Black River RI
& Western W
RR

PCto-\
Belvidere \ I

LAMBERTVILLE

DG to
est Trent

Trenton Print
Traction Con
RDG

on

15.4 miles

PORTION OF _
BELVI DERE
DELAWARE BRANCH,
PC

/

Trer
Bra

ceton
pany,

-- RDG-to
East Trenton

SNe1 York-Chicago! \Line, PC
I,''

TA~REN TO N

XI Bordentown
\Secondary

Track, PC
Mon
nch, PC.

The Belvidere Delaware Secondary Track and a por-
tion of the Belvidere Delaware Branch, formerly part

of the Pennsylvania RR, extends from Trenton. (Mile-
post 0.0) to Lambertville, N.J. (Milepost 15.4), a dis-
tance of 15.4 miles, in Mercer and Hunterdon Counties,
New Jersey. This line continues, at Lambertville, north
to Belvidere. At Trenton, this line connects with the PC
line running from l ew York to Chicago, and the PC
Bordendown Secondary Track. It also connects with the
BlackRiver & Western RR at Lambertville. The PC
Bordentown Secondary Track, the northerly continua-
tion of the Belvidere Delaware and Branch, are also
under study in this Report. This line, except for a short
portion near Trenton, was described as potentially ex-
cess in the U.S. DOT Report (see Zones 62 and 63).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated
that freight rail service is vital to industries and com-
munities located on this line. The following reasons were
cited for continuance of service: (1) the line's poten-
tial as a future link to a New York City bypass; (2)
the effects discontinued rail service would have on local
tax and property values; (3) the possible restoration
of passenger service; (4) the increased transportation
costs via other modes; and (5) the large numbers of car-
loads generated by firms located on this line. Testimony
from Congressmai Frank Tompson (N.J.) indicated
that if passenger service between Lambertville and
Trenton were instituted, traffic congestion on State
Route 29 might be relieved.

Information for Line Retention Decision

This line does not directly serve any shippers. It. is
used to provide access to the shippers located on ITSRA
segment No. 121a. The preliminary recommendation
for segment 121a is that it vot be included in the Con-
Rail System. Therefore, Segment No. 121 would not
be required.

Preliminary Recommendation

It is not recommended that these portions of the
Belvidere Delaware Secondary Track and the Belvi-
dere Delaware Branch be included in the Conrvail
System.

PORTIONS OF BELVIDERE DELAWARE BRANCH
AND WARREN SECONDARY TRACK

USRA Line No. 121a

Penn Central

This portion of the Belvidere Delaware Branch and
Warren Secondary Track, formerly part of the Penn-
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I PC to Belvidere (LHR
L&HR Connection le has Trackage Rights)

PHILLIPSBURG7.1 . -EL to Port Morris

, . " " . Ct|J to Jersey City

LV to Bethlehem
- LV to Jersey City

PORTIONS, BELVIDERE-
DELAWARE BRANCH At.D -
WARREN SECONDARY
TRACK, PC

35.3 miles -,
Black River& Western
RR to Flemington

LAMBERTVILLE

\\PCto Trenton

sylvania RR extends from Lamhertvikl (Milepost
15.4) to Pkilipsburg, N.J. (Milepost 50.7), a distance
of 35.3 miles, in THnterdon and Warren Counties, New
Jersey. At Lambertville the line continues south to
Trenton, and at Phillipsburg north to Belvidere. At
Lambertville it also connects with th6 Black River &
Western RR. At Phillipsburg the line also connects with
the Lehigh Valley. The continuations of this line north
and south are also under study in this Report. This line,
except for the portion from -Milford to Phillipsburg,
was described as potentially excess in the U.S. DOT
Rep.ort (see Zones 62 and 69).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Phillipsburg I

Riegelsville----------------
R~olland------------------------------- --
Milford-----------------
.1lTenchtown -------------- -- -....... ..........
Stockton----- ---------------
T,-'h-,f" 1M.

16
382

1,347
11 015

158
15
72

Total carloads generated by the line ...----------- 2, 905
Average carloads per week ...-- - ------ 55.9
Average carloads per mile .................... 82.3
Average carloads -per train ------------- 29.1
1973 operating information:

Number of round trips per year ------- -------- - 100
Estimated time per round trip (hours) .. 9
Tncnmoive hnrs-onnwer-- • 1- 75I

Train crew size --- ----------- - 4
1Includes only traffic on-segment

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by.
the Rail Services Planning- Office as reflected in their

reports eutitled "The Public 1 esponse to the Secre-
tary of Transportation's Rail Service Report" indi-
cated that the Northern Propane Gas Company in
Lambertville was forced to use supply sources from a
distance and received 20 carloads in 1973.

Information for Line Retention Decision
Revenue received by PC._
Average revenue per carlo $318

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch llne--- 8,384
Cost of upgrading branch line to FEA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line_ 646,699

Total variable (avoidable) cbst- I

03,345

t, 3Z 083

Net contribution (loss) : total (1W.I9, 73)
Average per carload-- (38)

This line would require no upgrading to m eet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.ph.).

Preliminary Recommendation

It is ot recommended that these portions of the
Belvidere Delaware Branch and the Warren Second-
ary Track be included in the CoiRail System. Con-
tinued operation of this line would require a-rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $109,738 or $38 per carload. Re-
covery of costs would require approximately a 40 per--
cent increase in traffic or a 12 percent rate increase over
the 1973 levels.

PORTION OF WARREN SECONDARY TRACK

USRA Line No. 127b

Penn Central

This portion of the Warren Secondary Track,
formerly part of the Pennsylvania RR, extends -from
Phillip8burg (Milepost 50.7) to Mfarti's Creek, NJ.
(Milepost 57.6), a distance of 6.9 mi7es, in Warren
County, N.J. At Phillipsburg, this line continues south
to Trenton, and at Martin's Creek it continues to Bel-
videre. Also at Phillipsburg, this line connects with the
Lehigh Valley. At Martin's Creek, N.J., there is a spur
to Martin's Creek, Pa. where the line connects with the
EL. The Lehigh & Hudson River Ry operates over this
PC line under a trackage rights agreement. The con-
tinuations of this line are also under study in this
Report. This line was not described as potentially excess
in theU.S. D OT Report (see Zone 69).

-.. . . . - - -..-..-..--..-. .-..--..-. IVV
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PC to Belvidere (L&HR

has Trackage Rights)

PP &L Plant/

FL to Portland, Pa. "Roxburg

Martins Creek, P a. MARTINS CREEK. N.J.

LV (L&NE) to Bath ..- PORTION OF WARREN
SECONDARY TRACK, PC

L&HR Connection
LV to Allentown _ 4,'-6.9 miles
(out of Service West Easton%
to Freemansburg) v ,

-"ELto Port Morris

LV to Allentown CNJ to Jersey City
PHILLIPSBURG

A LV to Jersey City

PC to Trenton

Information Provided by RSPO, Shippers, Government
Agencies

No specific information cpncerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report." USRA staff identified five ship-
pers now being served by this line.

Information for Line Retention Decision
This line is required for through freight service,

therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recoliuMended that this portion of the Warren
- Secondary Track be included in the ConRail System.

PORTION OF WARREN SECONDARY TRACK

USRA Line No. 121c

Penn Central

This portion of the Warren Secondary Track, former-
ly part of the Pennsylvania RR, extends from Martins
Creek (Milepost 57.6) to Belvidere, N.J. (Milepost
64.3), a distance of 6.7 miles, in Warren County, N.J.
At Martins Creek, the line continues south to Trenton,
also under study in .this Report. At Belvidere, it con-
nects with the Lehigh & Hudson River Ry., (the L&HiR
also has trackage rights to Phillipsburg), and this line
is also under study in this Report. This line was not
desceibed as potentially excess in the U.S. DOT Report
(see zone 69).

L&HR Ry to Maybrook

BELVIDERE

6.7 miles P - PORTION, WARREN
SECONDARY TRACK, PC

EL to Portland, Pa. -, P 4I[ / Roxburg

MartinsCreek, Pa. _/,
MARTINS CREEK, NJ

LV (L&NE) to Bath PC to Phillipsburg

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." USRA staff identified three
shippers now being served by this line.

Informfiation for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Warren
Secondary Track be included in the ConRail System.

FREEHOLD SECONDARY TRACK

USRA Line No. 123/124/124a

Penn Central

PC Amboy
Secondary Track

JANESBURG CRR of NJPC Jamesburg-' Freehold

Branch 7 . Branch -W

PC Hightstown " e.T.T Fre

Secondary Track I

FREEHOLD
SECONDARY
TRACK, PC

FARMINGDALE

The Freehold Secondary Track, formorly part of the
Pennsylvania RR, extends from Farmingdalc (Mile-
post 8.3) to Jamesburg, N.J. (Milepost 27.2), a distance
of 18.9 miles, in Middlesex and Monmouth Counties,
New Jersey. At Jamesburg this line connects with the
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Jamesburg Branch, the Amboy S.econdary Track and
Hightstown, Secondary Track of the P0. It also con-

1 ects with the Central Railroad of New Jersey Farm-
ingdale. The Jamesburg Branch and the Hightstown
Secondary Track of the PC are under study in this
Report, as well as the Central Railroad of New Jersey
line at .Freehold. This line, except for the portion be-
tween Tenment and Freehold was described as poten-
tially excess in the U.S. DOT Report (see Zone 62).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Englishtown ----------------------------------- 141
Tennent ------ a - ---------------- 153
Freehold --------------------------- 1,728
Howell --------------------- 8
Farmingdale ........................... - 69

Total carloads generated by the line-__ ........ 2,099
Average carloads per week --------------------- - --- 40.4
Average carloads per mile. ---------------- 111. 1
.Average carloads per train .........-- . 7. 0
1973 operating information:

Number of round trips per year -----.....-------- 300
Estimated time per round trip (hours) ---.----.-- 5
Locomotive horsepoWer ------------------------ 1,000
Train crew size ... ----------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies
Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
freight service was vital to industries and communities
located on the line. A number of comments directed at-
tention towards the increased transportation costs
should another mode, i.e., trucking, be needed. There
were also a number of comments with respect to pas-
senger service. In particular, the Institute for Public
Transportation would like to see a portion of the line.
bc6me part of a rail passenger line running to the
Jersey Shore. There was also concern expressed by the
Middlesex Planning Board regarding the Raritai
River Drawbridge at Perth Amboy. Should it become
inoperable again then the whole County would be with-
out rail service. The Brockway Glass Company
(shipped 117; re eived 701 in 1973) is wholly dependent
on this line. According to the Monmouth County Trans-
portation Coord. Comm., this 18 mile section generates
and uses 2,986 cars per annum with an estimated in-
crease of 4,000 per annum due to expected new industry.

Information for Line Retention Decision
Revenue received by PC -------------..............- - $97o 876
Average revenue per carload .... -$463

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 345,594
Cost of upgrading branch line to ERA

C Glass I: (1/10 of total upgrading cost). 44,726

Cost Incurred beyond the branch line-.... 614,826

Total variable (avoidable) cost- -- 915,694_

Net contribution (loss) : total 55,182
Average per carload 26

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude the replacement of a total of 8,900 crossties (an
average of 471 crossties per mile).

Although the entire line generates a net contribution,
that portion from Milepost 8.3 to' Milepost 13.9, which
serves the shippers at Howell and Farmingdale, gen-
erates a loss amounting to $53,734 or $698 per carload
generated.

Recommendation

It is recommended that the portion of the Free;
hold Secondary Track between Milepost 13.9 and Ale-
post 27.2 be included in the ConRail System.

Preliminary Recommendation

It is not recommended that the portion of the Free-
hold Secondary Track between Milepost 8.3 and Mile-

'post 13.9 be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $53,734 or $698 per carload. Re-
covery of costs would require approximately a five-fold
increase in traffic or a 1 75 percent rate increase over the
1973 levels.

JAMESBURG BRANCH

USRA Line No. 725/125a

Penn Central

MONHOUTH
JUNCTION

>.\ / JAMESBURG
Rocky Hill Running *, / BRACH PC
Track'Kngston- / .
Branch,,PC / Daytoin / S
PC NY- / Amoy Secondary

Philadelphia / S.0 miles ",-Trac PC
Lin'h J/

L nh V JAMESBURG

, \ (Freehold Secondary
/' K/ % Track PC

d Hightstown %.
Highstown Secondary

Track. PC

The Jamesburg Branch, formerly part of the Penn-'
sylvania RR, extends from Monmouth .,ncT on (Mile-
post 0.0) to Jamenurg, N.J. (M3ilepost 5.0), a distance
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of 5 miles, in Middlesex County, N.J. At Monmouth
Junction this line connects with the PC Line run-
Iiing from New York to Philadelphia and the PC Rocky
Hill Running Track-Kingston Branc]h. It also con-
nects with the Amboy Secondary Track, the Freehold
Secondary Track and the Hightstown Secondary
Track, all PC, at Jamesburg. The Rocky Hill Running
Track-Kingston Branch, the Highstown Secondary
Track and the Freehold Secondary Track are also
under study in this Report. This line except for the por-
tion from Jamesburg to Dayton was described as po-
tentially excess in the U.S. DOT Report (see Zone 62).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Brunswick --------------------------------- 135
Dayton -------------------------------- 765

Total carloads generated by the line. 900
Average carloads per week ------------------------ 17. 3
Average carloads per mile --------- --------------- -_ 180.0
Average carloads per train ------------------------- 3.0
1973 operating information:

Number of round trips per year ------------------- 300
Estimated time per round trip -----------...... --- 2.5
Locomotive horsepower ----------------------------- 1, 800
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," noted that
Internatonal Paper said truck rates would be higher
as they include the 6% fuel surcharge.

Information for Line Retention Decision
Revenue received by PC ----------------------- 409, 248
Average revenue per carload --------------- $455

Variable (avoidable) cost of continued ser--
vice:

Cost Incurred on the branch line ---------- 91, 894
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 6,993
Cost incurred beyond the branch line ---- 239,525

Total variable (avoidable) -cost ------------- 338,412

Net contribution (loss) : total -------------------- 70, 836
Average per carload ----------------------- 79

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 2,000 crossties (an average of
400 crossties per mile).

Penn Central Industiial Development, Dept. has in-
formed USRA that. a packaging plant is now under
construction at S. Brunswick and will generate 200
carloads. Five other plants are also at various stages of
planning or constkction. for a total of 700 carloads per
year.

Recommendation

It is recommended that the Jamesburg Branch be in-
cluded in the ConRail System.

HIGHTSTOWN SECONDARY TRACK

USRA Line No. 126/126a

Penn Central

J hmesburg Amboy
Branch, PC Secondary\ _ !j T r a c k , P C # ,,

HIGHTSTOWN \ T P
SECONDARY" \
TRACK. PC JAMESBURG

8.3 mi \es
\4- Frebhold

'Cranbury \ Secondary

HIGHTSTOWN \Track, PC

The T1ightstown Secondary Track, formerly part of
the Pennsylvania RR, extends from Jamesburg (Mile-
post 13.4) to Hightstown, N.J. (Milepost 21.7), a dis-
tance of 8.3 mils, in Middlesex and Mercer Counties,
N.J. At Jamesburg, this line connects with the James-
burg Branch, the Amboy Secondary Track, and the
Freehold Secondary Track. All of these connecting
lines are part of the PC System. Additionally, the
Jamesburg Branch-and the Freehold Secondary Track
are under study in this Report. This line was not de-
scribed as potentially excess in the U.S. DOT Report
except for the portion between the Middlesex County
Line and Hightstown(see Zones 62 and 63).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Prospect Plains ----------------------------------- 100
Cranbury ---------------------------------------- 2,204
Hightstown ---------------------------------- 835

Total carloads generated by the line ----------------- 2, 04
Average Carloads Per Week ----------------------. 0.0
Average Carloads Per Mile --------------------- 3- 318.7
Average Carloads Per Train----------------------- 10,0

1973 operating information:
Number of round trips per year ----------------.---- 250
Estimated time per round trip (hours) --------------- 3.0
Locomotive horsepower --------------------------- 1, 800
Train crew size ------------------------------------ 4
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
there was strong disagreement with the conclusions
reached in the7DOT Report. Reference was made to the
carloads generated on this line (1,950 in 1973) as well
as the large number of carloads moving overhead on the
line. There -were also comments directing attention to
the increased costs and problems associated with chang-
ing from rail to motor carrier service.

Information for Line Retention Decision

Revenue received by PC -------------- -------- $1,026,605
Average revenue per carload ........ ---- $388

Variable (aioidable) cost of continued
service:

Cost incurred on the branch line ------- 153,763
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) -------------------------- 17,660

Cost incurred-beyond the branch line.-. 692,194

Total variable (avoidable) cost_ ..........

Net contribution (loss) : total-----------
Average per caload- . --------------- 62

863, 617

162, 988

'This line would 'equire upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track,which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 3,200 crossties (an average
of386 crossties per mile).

Recommendation
It is recommended that the Hightstown Secondary

Trackbe included in the ConRail System.

PORTION -OF UNION TRANSPORTATION
COMPANY

USRA Line No. 1271728

UNION
-TRANSPORTATION
COMPANY \ SHREWSBURY

->_<J ROAD

Pemberton
Cookstown

The portion of the Union Transportation Company,
extends from Fort Dix (Milepost 5.6), to Srewsbuny,
N.J. (Milepost 18.9), a distance of 1333 mTes, in Mon-
mouth and Bfirlington Counties, New Jersey. At Fort
Dix this line continues to Pemberton. In January 1972,
an application was filed with the ICC for permission
to abandon this line (Finance Docket No. AB-38). No
final action has been taken on this application. This line
was described as potentially excess in the U.S. DOT
Report (see Zones 62 and 66).

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Seriice Report."

Information for Line Retention Decision

This line is leased from the PC and operated by the
Union Transportation Company. Therefore, it has not
been subjected to detailed analysis. Current operations
can be continued by.Union Transportation Company.

Preliminary Recommendation

It is -nt recommended that this line be included in
the ConRail System.

MEDFORb BRANCH

USRA Line No. 130

Penn Central

Holly
Secondary
Track, PC - MOUNT HOLLY

MEDFORD Pemberton
BRANCH, PC oen

BRAN~I, C 1 , Secondary

5.0 mies Track, PC

" 4 MEDFORD

The Medford Branch, formerly part of the Pennsyl-
vania RR, extends from Mount-Holly (Milepost 1.3),,
to Medford, N.J. (Milepost 6.3), a distance of 5.0 mi es,
in Burlington County, New Jersey. At Mount Holly,
the line connects with the PC Holly Secondary Track
and the, PC Pemberton Secondary Track. This line was
described as potentially excess in the U.S. DOT Report
of February 1,1974 (see Zone 66).



Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Medford ------------------------------------------- 130

Total carloads generated by the line ------------- 130
Average carloads per week ----------- :--------------2. 5
Average carloads per mile " 26. 0
Average carloads per train --------------------------- 0.9
1973 operating information:

Number of round trips per year ------------------- 150
Estimated time per round trip (hours) -------------- 2
Locomotive horsepower ------------------------- 2250
Train crew size ------------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled"'The Public Response to the Secretary
of Transportation's Rail Service Report" centered on
the potential impact of the loss of rail service on area
employment, business activity and local tax revenues.

Information for Line Retention Decision

Revenue received by PC ------------ ------------ $52, 848
Average revenue per carload -------------- $407

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --- 54,515
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 13,766

Cost Incurred beyond the branch line-- 42,413

Total variable (avoidable) cost.------------- 110, 694

Net contribution: Total ----------------------- (57,846)
Average per carload---- (445)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 2,600 crossties (an aver-
age of 520 crossties per mile).

Data supplied at the RSPO hearings indicated that
the traffic on this line may increase to 450 carloads an-
nually.

Preliminary Recommendation

Although the preliminary recommendation is that the
Medford Branch not be included in the ConRail Sys-
tem, the possibility of immediately increasing revenue
must be explored befoie a final recommendation can be
made. Without immediately increasing revenue, con-
tinued operation of this line would' require a rail'serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels; this line generates an annual excess fi-

nancial burden amounting to $57,846 or $015 per car-
load. Recovery of costs would require approximately
a five-fold increase in traffic or a 110 per cent rate in-
crease over the 1973 levels. Costs may also be lowered
by reducing frequency, although this alone, will not
make the line viable.

PORTION OF BORDENTOWN SECONDARY
TRACK

USRA Line No. 131

Penn Central

RDG to

RDG t Lawrenceville

Belvidere West RDG to
Delaware Trenton-i ,East Trenton
Branch, PC .,i/° . EastT

New York- i ** _
Philadelph TRENTON PORTION,
Line, PC -a ----- BORDENTOWN

4-6.0 miles SECONDARY

BORDENTOW - TRACK, PC
PC to Robblnsville

Portion, .Bordentown
'Secondary Track, PC

This portion of the Bordentown Secondary Trak,
formerly part of the Pennsylvanim RR, extends from
Trenton (Milepost 0.0) to Bordentaown, N.J. (Milepost
6.0), a distance of 6.0 miles, in Burlington and 'Mercer
Counties, New Jersey. At Trenton this line connects
with the PC line from New York to Philadelphia and
the PC Belvidere Delaware Branch. At Bordentown,
the line continues southwestward. The PC Belvidere
Delaware Branch is also under, study in this Report.
This line, except for the portion between Bordentown
and the Mercer County Line, was described as poten-
tially excess in the U.S. DOT Report (see Zones 03 and
66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Trenton" - - - - - - - -- - - - - - - - - - - - - - - - - - - -- - - - - - - - - , 155

Total carloads generated by the line----- -------- 1, I
Average carloads per week -------------------.. . ------ 22.2
Average carloads per mile ---------- ---------------- 288, 0
Average carloads per train -------------------------- 3.9
1973 opertting information: -

Number of round trips per year -------------------- 300
Estimated time per round trip (hours) --------------- 8
Locomotive horsepower -------------------- ------ 1,800
Train crew size ----------------------------------- 3
1 Includes only traffic on segment.

-----------------
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Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by- the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta--
tion's Rail Service Report,"

Information for Line 'Retention Decision
Revenue received by. PC --- 581, 307

.Average revenue per carload------------- $503

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -- - 186, 766
Cost of upgrading branch 'line to JRA

Class I: (1/10 of total upgrading cost) - 15,497
Cost incurred beyond the branch line --- 324,012

Total variable- (avoidable) cost -------------- 526, 2756

Net contribution (loss) : total -------------- 55, 032
Average per carload ...- ------------ 47

This line would'require upgrading' to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe.operating speed of 10 m.p.h.). Based on
available information, this upgTading would include the
-replacement of a total of 3,600 crossties (an average of
600 crossties per mile).

Recommendation
it is recommended that the portion of the Borden-

town Secondary Track be included in the ConRail
Systesi.

PRINCETON BRANCH

USRA Line No. 703

Penn Central

PRINCETON9 " -New York.

PRINCETON - 4 Philadelphia

BRANCH, PC- 4 Line, PC

2. 9miles-
- - - PRINCETON,

0 JUNCTION -

The Princeton Branch, formerly part of the Penn-
sylvania RR, extends from Pinveton Junction (Mile-
post 0.0) to Pinceton, N.J. (Milepost 2.9)5 a distance
of 29 Ties, in Mercer County, New Jersey. At Prince-
ton Junction the line connects with the PC line between

New York and Philadelphia. This line was described
as potentially excess in the U.S. DOT Report (see
Zone 63).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Princeton' _15

Total carloads generated by the lie_ - - 15
Average carloads per week-- 0.3
Average carloads per m-le--_" 5.1
Average carloads per train-- 0.5
1973 operating Information:

Number of round trips per Tear- 30
- Estimated'time per round trip (hours) 4-0

Locomotive horsepower-- 1. 800
Train crew sze.. ....- 4
lnclude, only trafe on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this line is a vital rail passenger link for New York,
Newark, and Philadelphia commuters. There are an
estimated 1,000 commuters on this line each day. A
-letter froxii the East Windsor Township of Mercer-
County states that this spur is of vital concern to Mercer
County. USRA staff has discussed with the state of
New Jersey the possibility of having the state desig-
nate property which it believes should be purchased or
leased by the state for passenger services as part of the
Final Plan. A state inventory of rail passenger facility
requirements is being made.

Information for Line Retention Decision

Revenue received by P $1,34S
Average revenue, per carload--- ------ 49

Variable (avoidable) cost of continued service:
Cost Incurred on the branch i 7,364
Cost of upgrading branch line to FRA Class I:

.(1/10 of. total upgrading cost)_. __ 0
Cost Incurred beyond the branch line---- 3,610.

Total variable (avoidable) cost- - 10,974

Net contribution (loss): total. (9,626)
Average per carload- (642)

%Bxcudes maintenance and ownership costA due to the predominant
existence ot passenger service.

This line would require no upgrading to meet the-
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximun safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that freight service be pro-
vided on the Princeton branch by the ConRail System.
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Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $9,626 or $642 per car-
load. Recovery of costs would require both an increase
in traffic and a rate increase over the 1973 levels.

JERSEY AVENUE BRANCH

USRA. Line No. 1100

Central Railroad of New Jersey

LV to Oak Island JERSEY

__. AVENUE

COMMUNIPAW AVE. " YARD

A T J hn ston Avenue
CNJ'to Bayonne L 0.7 miles

JERSEY AVENUE BRANCH,CNJ " LV Jersey City
Yards and Float

\ Bridge

The Jersey Avenue Branch, extends from Oommrni-
paw to Jersey Avenue, N.J., 0.7 mile, in Hudson
County, N.J. This line connects at Communipaw Aye-
nue with the CNJ line to Bayonne. It connects at
Johnston Avenue with the LV lines to Oak Island
and to the Jersey City yards and float bridge. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 60).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitledi
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
The traffic generated on this line is billed as Jersey

City. At this time, specific traffic information cannot
be identified and no recommendation can be forwarded.

- t

WEST SIDE BRANCH

USRA Line No. 110i

Central RR of New Jersey
WEST SIDE
AVE.

WEST SIDE
.BRANCH, CNJ. * "

Buffalo----, . OMMUNIPAW
Jersey City....- --To CNJIJrsey
Line, LV / City Terminal

,e'00CNJ toBayonne

The CNJ West Side Branch (and extension) runs
from Communipaw to West Side Avenue in Jersey
City, a distance of 2.1 miles in Hudson County, New
Jersey. At Communipaw, this line connects with the
Central Railroad of New Jersey line running from the
Jersey City Terminal to Bayonne and beyond. At Com-
munipaw, this line does not connect buf it crosses it
branch of the Jersey City-Buffalo line of the Lehigh
'Valley. This line was not described as potentially excess
in the U.S. DOT Report (see Zone 60).

Information Provided by RSPO, Shippers,, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings condiucted by the Rail Services
Planning Office.

Information for Line Retention Decision

Study of this line Was requested by CNJ. Data for
this line is merged with all Jersey City data, and there-
fore study must be postponed until data for this line
can be segregated and analyzed. Detailed analysis will
be completed as the data becomes available.

NEWARK BAY BRIDGE

USRA Line No. 1102

Central Railroad of New Jersey

CNJ to Newark esyCti LV Newark pierso? City
Bay Bridge (
(PC has Trackage / GrenvilleILv 'Oak Island Rights) I / ' Yad PC

_ /7
PC to Philadelphia I

1.9 miles Bayonne

ElizabethporI, SHORE HOOK .

CNJ to Phillipsburg r
I NEWARK BAY BRIDGE,

CNJ to CNJ
Perth Amboy

The Newark Bay Bridge extends from Hook (Bay-
onne) (Milepost 1.0) to Shore (Elizabethport), N.J.
(Milepost 8.9), a, distance of 1.9 miles, in Hudson and
Union Counties, New Jersey. At Hook and Shore the
line continues as the Central Railroad of New Jersey
line. This line was described as potentially excess in the
U.S. DOT Report (see Zone 60).

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
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repoits entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated
that shippers were concerned only that they somehow
not lose freight service in the Bayonne area.

Information for Line Retention Decision

I Bayonne shippers will continue to be served by Con-
Rail via the existing Lehigh Valley bridge which is
located 3 miles to the North of the CNJ bridge. Sub-
sequent dismantling of the CNJ bridge will remove a
serious navigational hazard for ocean shipping moving
between Newark Bay and New York Harbor. Elimina-
tion of the bridge will, however, sever a lightly patron-
ized subsurban service.

Preliminary Rdcommendtion

It is not'recommended that the Newark Bay Draw-
bridge be included in the ConRail System.

PORTION OF THE SOUTH BRANCH

USRA Line No. 1103

Central Railroad of New Jersey
f-CNJ to Phillipsburg

- - . SOMERVILLE

3.1 miles
W CNJ to Jersey City

CNJ to Flemington c"'-PORTION OF THE

..,' - ROYCE SOUTH BRANCH, CNJ

This portion of the South Branch extends from Som-
ewbvie (ilepost 0.0) to Royce, N.J. (Milepost 3.1), a
distance of 3.1 miles, in Somerset County, New Jersey.
A continuation of this line extends westward from
Royce, which sector is also under study in this Report.
At Somerville, this line connects with the Central RR of
New Jersey's Jersey City-to-Phillipsburg Line. This

-line was not described as potentially excess in the U.S.
DOT Report (see Zone 62).

Traffic and Operating- Information

Stations (with their 1973 carloads) served by this line:
Royce-------- - ---- -- --- 101

'Total carloads generated by the line -------- 101
Average carloads per week. - 9--- ----- 1 .9
Average carloads per mile ---------------------------- 32.6
Average carloads per train ... --------------- 1.9
1973 operating information:

Number of round .trips per year --.. 52
Estimated time per round trip (hours) ------------- 2. 0
'Locomotive horsepower ---------- ----- ----- 1,600
Train crew size .. ------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services

Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by CNJ_ . $11, 721
Average revenue per carload . .... 16

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-..... 32, 351
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost).. 4,262
Cost incurred beyond the branch line___-. 7,238

Total variable (avoidable) cost__. 43, 8M

Net contribution (loss): total...... (32,130)
Average per carload (318)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 72 crossties (an average
of 232 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the South
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $32,130 or $318 per carload. Re-
covery of costs would require approximately a seven-
fold increase in traffic or a 275 percent rate increase over
the 1973 levels.

PORTION OF THE FREEHOLD BRANCH

USRA Line No. 1104

Central RR of New Jersey

New York & Long
Branch RR to
South Amnboy

.. MATAWAN

3.2 miles - .......

PORTION OF THE NY&LB RR to BayFREEHOLD E Head Junction

BRANCH. CNJ 4
MORGANVILLEI

1r"CHJ to Freehold

This portion of the Freehold Branch, extends from
Morganville (Milepost 8.9), to H[ataiwan, NJ. (Mfile-



post 12.1), a distance of 3.2 miles, in Monmouth County,
New Jersey. At Matawan, this line connects with the
New York & Long Branch RR. This line was not de-
scribed as potentially excess in the U.S. DOT Report
(see Zone1 62).

Cost incurred beyond the branch line ...... 5, 401

Total variable (avoidable) cost -------------- 43, 260

Net contribution (loss) : total ---------------------- (29, 607)
Average per carload ----------------------- (362)

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Freneau ------------------------------------
Mjorganville
Bradevelt ,
Marlboro -----------.-----------------------------

Total carloads generated by the line --------------
Average carloads per week---
Average carloads per mile .....
Average carloads per train -----------------------
1973 operating information:

Number of round trips per-year,
Estimated time per round trip (hours).............
Locomotive horsepower ------------------------
Train crew size ------------------------------

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration'ti

12 minimum safety standards (Class I track, which has a
67 maximum safe operating speed of 10 mph). Based on
1 available information, this upgrading would include
2 the replacement of a total of 780 crossties (an average

- of 244 crossties per mile).
82

1.
25.
1.

5
2.

1, 60

6
6
6

52

0
0
4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by'
the Rail Services Planning Office as reflected in their
reportg entitled "The Public Response to the Secretary
of Transportation's Rail Service Report"l indicated that
the Brockway Glass Co., Reed, Perrine, Inc., and the
Rex Lumber Co. all believed it would be wiser, from a
cost standpoint, to upgrade the Penn Central track be-
tween Freehold and Jamesburg rather than rebuild the
closed CNJ line between Freehold and Matawan. Rich-
ard J. Button, representing the Brockway Glass Co.,
after making a personil inspection, felt that the entire
12 miles of track between Matawan and Freehold would
have to be rebuilt before it could meet Federal Railroad
Administration safety standards. The connection be-
tween the Penn Central and the CNJ at Freehold would
also have to be rebuilt. Furthermore, i-would be neces-
sary to make extensive repairs to a local railroad bridge
located on the Matawan spur. R. D. Timpany, CNJ
Trustee, estimates rehabilitation 6osts to be $200,000. It
is their combined belief that if the Penn Central line
between Freehold and Jamesburg were. retained and
brought up to track safety standards, rail tonnage would
increase.

Information for Line Retention Decision

Revenue received by ON ----------------------- $13, 593
Average revenue per carload --------------- $166

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---------- 30, 112
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) -------- 7, 687

Preliminary Recommendation
It is not recommended that this portion of tle F reo-

hold Branch be included in the ConRail System. Con-
tinued operation of this line would require i rail service
continuation subsidy. Tnder 1973 traffic, revenue and
cost levels, this line generates an ahnual excess financial
burden amounting to $29,667 or $362 per carload. Recov-
ery of costs would require approximately a 360 percent
increase in traffic or a 220 percent rate increase ovei' the
1973 levels.

NEW YORK & LONG BRANCH RR

USRA Line No. 1105

New York &- '
Long Branch 4ASBURY PARK
RR to South Amboy U-, P

Bradley Beach

NEW YORK
& LONG BRANCH
RR

Sea Girt.

BAY HEAD
JUNCTION )

This portion of the New York & Long Branch RR
extends from Asbury Park (Milepost 28.1) to Bay
Head Junction, N.J. (Milepost 38.0), a distance of 9.9
miles, in Monmouth and Ocean Counties, N.J. At
Asbury Park, this line continues to South Amboy. This
line, except for a 0.9 mile portion from Bradley ]3each
(Milepost 29.0) to Asbury Park, was described as po-
tentially excess in the U.S. DOT Report (see Zone 62)
of February 1, 1974.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line,

Belmar ------------------------------------------
Spring Lake ------------------------------------ 19
Point Pleasant ------------------------------------ 25

Total carloads generated'by the line -------------- 282

9924
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Average carloads per week -5.4
Average carloads per mile -------------- 28.5
Average carloads per train -. ..---------------------- -2.7
1973 operating information:

Number of round trips per year -------- 10
Estimated time per round trip (hours) ----- & 0
Locomotive horsepower ------------------------- 1,600
-Train crew size ---------------------- ------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportations Rail Service Report" indicated that
the line does not generate alarge volume of freight, but
it is considered to be a vitally important commuter
route. In 1973, New Jersey spent $390,000 on repairs to
the line, and in 1974, the state expects to speid an addi-
tional $560,000. R. D. Timpany, Trustee, Central Rail-
road of New Jersey, stated that the New Jersey DOT
had allocated approximately $2.6 million for the res-
toration of the line during the period 1971 to 1974.

Richard B. Wachenfield, of the New York & Long
Branch,-noted that 27,000 passengers ride over the line
daily. According to Mr. Wachenfield, a study has been
completed which involves a proposal to terminate serv-
ice on this line at Sea Girt instead of Bay Head Junc-
tion. The study estimated that it will cost approxi-
mately $500,000 to repair the Manasquan Bridge or $5
million to build a new onie. Questions have been raised as

-to whether this investment would be justified because
of the small number of passengers that use the line
south of Sea Girt.

Information for Line Retention Decision

Revenue received by CNJ ---------------------- $77, 893
Average revenue per carload -------------- _ $276

Variable (avoidable) cost of continued service:
Cost incurred on the branch line (excludes

maintenance) - --------- 74,930
Cost of upgrading branch, line to FRA

Class I: (1/10 of total upgrading cost)__ 0
Cost incurred beyond the branch line ---- 29, 076

Total variable (avoidable) cost ------------- 104,000

Net contribution .(loss) : total ---------- --------- (26,,113)
Average per carload ---------------------- (93)

This line would require no upgrading to meet tle re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has
a maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is wot recommended that freight service be pro-
vided over this portion of the New York & Long Branch
RR by the ConRail System. Continued operation
of this line ivould require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this

line generates an annual excess financial burden amount-
ing to $26,113 or $93 per carload. Recovery of costs
would require approximately a 153 percent increase in
traffic or a 34 percent rate increase over the 1973 levels.

PORTION OF TOMS RIVER BARNEGAT BRANCH

USRA Line No. 1106

Central Railroad of New Jersey

CNJ toT Lakehurst

TOMS R ER*\
TOS RIVER & 4.1 miles
BARNEGAT -+

BRANCH, CIII

PIIEWALD

This portion of the Toms River & Banegat Branch
extends from Toms River (Milepost TA) to Oyster
Grcek, N ,J. (Milepost 11.5), a distance of 4J mfnzes, in
Ocean County, N.J. At Toms River, this line continues
to Lakehurst. This line except for a short portion just
southeast of Toms River was aescribed as potentially
excess in the U.S. DOT Report (see Zone 62).

Traffic dnd Operating Information
Stations (with their 1973 carloads) served by this line:

Plnewald 52
Waretown 4

Total carloads generated by the line- _ 56
Average carloads per week....... 1.1
Average carloads per mile-___ 6.5
Average carloads per train a- 1... 1.1
1973 operating information:

Number of round trips per year-_.... 52
Estimated time per round trip (hours). 4.0
Locomotive horsepower ..... .. _1,600
Train crew size- -......... 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the portion of the line between Pinewald and Oyster
Creek is presently operated by the CNJ under contract
with the Jersey Central Power & Light Co.

Information for Line Retention Decision
Revenue received by CNJ. $9,221
Average revenue per carload-- $165

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line---__.
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) -

87,945

0
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Cost incurred beyond the branch line .... 5, 489

Total variable (avoidable) cost -------------- 93,434

Net contribution (loss) : total ------------------- (84,213)
Average per carload -------------------- (1, 504)

This line-would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safety operating speed of 10 m.p.h.). Jersey
Central Power & Light Co. stated that in the next
five years, it expects 4,000 inbound carloads atits
Oyster Creek plant. In addition, the plant is expected
to generate 15 outbound carloads per year.

Further testimony by the New Jersey City Transpor-
tation Council indicated that plans have been formu-
lated for the construction of a nuclear generating power
station at Forked River. Reportedly 800 carloads per
year will be used over this line until 1979. Construction
employment will be approximately 3,000.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Toms River & Barnegat Branchnot
be included in the ConRail System, the possibility of
immediately increasing revenue must be explored be-
fore a final recommendation can be made. Without im-
mediately increasing revenue, continued operation of

-this line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden
amounting to $84,213 or $1,504 per carload. Recovery
of costs would require approximately a twenty-three-
fold increase in traffic or a 900 percent rate increase
over the 1973 levels.

PORTIONS OF HIGH BRIDGE BRANCH

USRA Line No. 1107

Central Railroad of New Jersey

Wharton & -EL Hoboken-
Northern RR-\ Chicago line

Morris County junct -- . ... CNJ

LAKE JUNCTION - Rockaway
TILAKE-~~X Hopatcong

,PORTION, LJunction
HOPATCONG I
BRANCH, CNJ Ferremont

/ $ JunctionEL Succasunna
line

PORTION. HIGH .123.8 miles
BRIDGE BRANCH. I
CNJ

HIGH BRIDGE '.- Jersey City-
.. e C-Phillipsburg000' line, CNJ

These portions of the High Bridge and the Lake
Hopatcong Branch, extend from Higk B2dge (Mile-
post 0.0), to Lake Junction, N.J. (Milepost, 23.9), a dis-
tance of 23.9 miles, in Hunterdon and Morris Cdunties,
N.J. At High Bridgej this line connects with the Cen-
tral Railroad of New Jersey line running from Phillips-
burg to Elizabethpolt. It connects with the Erie Lacka-
wanna line running from Hoboken to Chicago, the Lake
Hopatcong Branch of the CNJ, and the Wharton *%
Northern Railroad at Lake Junction. The Lake Hopat-
cong Branch of the CNJ continues north at Lake
Junction to MAorris County Junction. The High

.Bridge Branch of the CNJ continues north at 1-topat-
cong- Junction to Rockaway. This line except for a
short distance north of Hopatcong Junction was do-
scribed as potentially excess in the U.S. DOT Report'
(see Zones 60 and 62).

Traffic- and Operating Information
Stations (with their 1973 carloads) served by this line:

H igh B ridge ........................................
Califon --------------------------------------------
Long Valley ---------------------------------------
Flanders ...................... -.................
Kenvil ............................................

1
72
07

Total carloads generated by the line ------------- 177
Average carloads per week -------------------------- 3.4
Average carloads per mile- - I.. ----.................. 1. 4
Average carloads per train --------------------------- 3. 4
1973 operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) --------------. 0
Locomotive horsepower ------------------.. .---- 4, 000
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflectea in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
this line is used as a through route carrying glass sand
from Southern New Jersey and is an important inter-
change between the Erie-Lackawanna and the CNJ
Phillipsburg to New York line. Sears Roebuck an-
nounced plans to begin construction in 1974 of a major
distribution center at Bartley (mp 16). The firm
projects it will generate between 3,750 and 4,250 car-
loads per year. RSPO indicates this same area is under
developmeit by the Aft. Olive Industrial Development
Commission.

Information for Line Retention Decision

Revenue received by CN .---------------------- $33, 580
Average revenue per carload --------------- $190

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 190, 984
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Cost of upgrading branch line to FRA
class I (1/10 of total upgrading cost)- 21,818

Cost inWcurred beyond the branch line-.._- 11, 923

Total variable (avoidable) cosL- .....-------- 224,725

Net contribution (loss) : total ---------------- (191,139)

Average per carload -------- (1, 080)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety-standards (Class I Track, which has a
,maximum operating speed of 10 mph). Based on avail-
able information, this upgrading would include the re-
placement of a total of 1,500 crossties (an average of 63
crossties per mile).

Preliminary Recommendation

Although the preliminary recommendation is that
these. portions of the High Bridge Branch and the Lake
Iopatcong Branch not be included in the ConRail Sys-
tem, the possibility of immediately increasing revenue
at Bartley must be explofed before a final recommenda-
tion can be made. Further, the final industry structure
plan (see Chapter 3) may require continuance of this
route for through traffic (EL overhead to the present
CNJ). Without immediately increasing revenue, jpon-
tinued operation of this line would require a rail-service
continnati6n subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $191,139 or $1,080 per carload.
Recovery of costs would require approximately a nine-
fold-increase in traffic or a 510 percent rate increase over
the 1973 levels. -

PORTION OF SOUTHERN MAIN LINE

USRA Line No. 1108

Central Railroad of New Jersey

PORTION,
RED BANK- CNJ To
BRIDGETON , Red Bonk---/

Clementon LINE. CNJ
lie PS AKEHURS'I

PRSL line to PRSL line to \ bA. '

Glassboro Glassboro
\ , /. Winslow Toms River&

;,Junction Bamegat
Seabrool \ / " Bran"e ch. c

BridgetonO - %
s Vineland,

JUNCTION I line. PRSL HAtlanticCity

CNJ to Bridgeton CNJ C&MR !+-PRSL to line. PRSL
Branch , Dorchester

This portion of the Southern Division extends from
Lakehurst (Milepost 66.0) to Bridgeton Junction, J."
(Milepost 130.8), a distance of 618 miles, in Ocean

Burlington, Camden, Gloucester, Atlantic, and Cum-
berland Counties, New Jersey. -This line continues north
form Lakehurst to Red Bank and south from Bridgeton
Junction to Bridgeton. At Lakehurst it connects also
with the Toms River & Barnegat Branch of the -ONJ.
At Bridgeton Junction it -also intersects the PRSL
Bridgeton Bnmch to Glassboro, the CNJ Deerfield
Branch to Seabrook and the OJ C. & ?,.R. Branch to
Mauricetown. Vineland (MIilepost 120.1) is also served
by PRSL lines to Glassboro and Dorchester. The PRSL
lines to Glassboro from Bridgeton Junction and Vine-
land are also under study in this report. At Winslow
Junction (Milepost 104.2), the line intersects PRSL
lines to Haddonfield, Camden (via Clementoif),
Atlantic City and Cape May. This line was described as
potentially excess in the U.S. DOT Report (see Zones
62, 64,65,66, and 81).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lakehurst 81
Chatsworth 3,684
Winslow 30
Cedar e.185L.andisville 29-5
Vineand 2, 22(;
Norma 116
Rosenhayn 32

Total carloads generated by the line--- 7, 016
Average carloads per week _ ____ 134.9
Average carloads per mll e .- 108.3
Average carloads per trin . _ _ 20. 0
1973 operating Information:
- Number of round trips per year_._3 50

Estimated time per round trip (hours). 8.0
Locomotive horsepower - - 2,500
!rrain crew size- - 4

Information Provided by RSPO,.Shippers, Government
Agencies

Information provided at the hearmgs conducted by
the Rail Services Planning Office as refected in their
reports entitled, "The Public Response to the Secretary
of Transportation's Rail Service Report," indicates that
line carries large quantities of sand. A feeder line orig-
inated more than 15,000 carloads of sand in 173,43% of
which continued over Bridgeton to Lakehurst line.
RSPO report said forecasts indicate that traffic south
of Bridgeton will increase to 19,000 carloads in 1974
and 21,000 in 1975. Howard T. Rosen, counsel for ONJ
Lifeline Committee said 35,000 carloads of sand 7are
now generated on line, 15,000 of which originate on
feeder line at Nlewport. He says 50,000 carloads could
be generated if tracks were repaired and rail efficiency
improved. RSPO report said in 1973, 5,400 carloads
of sand were moved on line from Winslow Junction
(Zone 66) to \YC. According to Monmouth County,
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N.J. Transportation Coordinating Committee, this is
the only north-south rail line in eastern and southern
part of the State. "Withdrawal of service would leave
many firms stranded." Mr. Rosen said area roads could
not handle the 500 trucks per day that would be needed
to handle the traffic if rail service was discontinued.
Public Service Electric and Gas Company said line was
needed for southbound-movement of traprock to its off-
shore generating plant. Owens Illinois said there is no
physical connection between Pa.-Reading Seashore line
serving Vineland and CNJ as indicated in DOT map
of Zone 65. Betz Laboratories in Chatswort.h said if it
lost rail service and no alternative service were pro-
vided, it would shut down. Reade Mfg. Co. in Lakehurst
ships magnesiam powder that U.S. Dept. of Defense
uses for ammunition. Table 50 in RSPO report says
Iollander Sand Co. projects an -increase. to 10,000-
12,000 carloads ' over the 4,000 carloads it shipped since
it began operations in the last 6 months of 1973. Scott
Paper Co. projects an increase to 1,900 carloads, up
from its 950 carloads in 1673. Alan Sagner of NJDOT
said USDOT was not attributing enough carloads to
Chatsworth and Whitings. NJDOT figures indicated
4,500 carloads from these stations in 1973.

Information for Line Retention Decision

Revenue received by CNV_. -------------------- $1, 052, 533
Average revenue per carload ---------- $150

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------
Cost of upgrading branch line to FRA

Class I (1/10 of total' upgrading

519, 752

cost) ---------------------..-.... 74, 816
Cost incurred beyond the branch line-- 508f212

Total variable (avoidable) cost -----------. 1,102, 780

Net contribution (loss) : total ------------------- (50,247)
Average per carload ----------------------- (1)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 6,400 crossties (an aver-
age of 99 crossties per mile).

Although service to this line generates a loss, a 9
percent increase in traffic or a 5 percent increase above
the 1973 levels would enabl6 financial self-sufficiency.
No reasonable routing alternative exists.

Recommendation

It is recommended that this portion of the Southern
Line be included in the ConRail System.

PORTION OF THE- PHILLIPSBURG LINE

USRA Line No. 1109

Central R.R. of New Jersey
PORTION,
JERSEY CITY-

Warren PHILLIPSBURG
Secondary -% LINE, CNJ
Track, PC \ HAMPTON(L & HR has \ EL to Netcong -\ MT.,- - -

Trackage Rights) \ -NJ!to/
I Jbrsoy City

PHILLIPSBURG ..

\ ,%*%_ -. Jersey City-
Buffalo line, LV

Belvidere-Delaware
\.Branch, PC

This portion of the Jersey City-Phillipsburg Line
extends from Hampton (Milepost 56.6) to Phillips-
b4trg, N.J. (Milepost 72.1), a distance of 16.6 rilcs,
in I-unterdon and Warren Counties, New Jersey. At.
Hampton, the line continues east to Elizabethport. At
Phillipsbfirg, the line connects with the Lehigh Valley
RR Line between Jersey City and Buffalo. Limited
suburban passenger service was recently inaugurated
on this portion of the line. This line was not described
as potentially excess in the U.S. DOT Report (see Zones
62 and 69).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Hampton - . ..-------------------------------------- 38
Ludlow --------------.-------------------------- 150
Bloomsbury -------------------------------------- 41
Phillipsburg -------------------- ----------------- 194

Total carloads generated by the line ------------------ 423
Average carloads per week ------------------------- 8. 1
Average carloads per mile -------------------------- 27.3
Average carloads per train ------------------------- 4.1
1973 Operating Information:

Number of round trips per year ---------------------
Estimated time per round trip (hours) --------------
Locomotive horsepower -----------------------------
Train crew size ------------------------------------

104
0.0

1, 1500
4

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportations Rail Service Report."

Information for Line Retention Decision

Revenue received by CNJ ---------------------- $69, 005
Average revenue per carload ----------------- $103
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Variable (avoidable) cost of, continued Serv-
lice:

Cost incurred on the branch line ---------- 77, 822
Cost of upgrading branch line to FRA Class I:

(1/10 ok total upgrading cost) ------------ 0
Cost incurred beyond the branch line ----- 27, 912

Total variable (avoidable) cost ---- ------.105, 734

'Yet contribution (loss) : total ----------------- (30, 669)
Average per carload ------------------- (87)

"Excludes maintenance due to the use of the line for passenger service.

USRA staff has requested that the State of N.J. pre-
pare a detailed inventory of their rail passenger facility
needs. The -State may wish to designate certain prop.-
erty which it believes should be purchased or leased by
the State for passenger services as part of the Final
Plan.

PreliminaryRecommendation

It is not recoiamended that freight service pro-'
vided over this portion of the Jersey City to Phillips-
burg line be included in the ConiRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this, line generates an anmal excess financial
buriden amounting to $36,669 or" $87 per carload. Re-
covery of costs would require approximately a 90 per-
cent increase in traffic or a 50 percent rate increase
over the 1973 levels. The ultimate disposition of this
smaller bankrupt carrier (see Chapter 3) may improve
carrier revenue as the acquiring road can "long haul"
the traffic. The present carloads per mile, however, indi-
cate that the line would not likely.be viable under this
circumstance.

PORTION OF SOUTH BRANCH

-USRA Line No. 1112

Central Railroad of New Jersey

PORTION OF ;THE
SOUTH BRANCH, CNJ
" CNJ to Somerville

-LEI- T \ ~2,7 miles
FLEMINGTON

SOUTH OF THREE
-BRIDGES_

:4-Black River & Western

RR to Lambertville

This portion of the South Branch, extends from
&outlb of Three Bq-idges (Milepost 13.0) to Fleming-
tan, N.J. (Milepost 15.7), a distance of 2.7 miles, in
Hunterdon County, N.J. A continuation of this line ex-

tends eastward, from South of Three Bridges, to Somer-
ville, which sector is also under study in this Report.
At Flemington, this line connects with the Black River
& Western RR to Lambertville. This line was not de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 62).

Traffic and Operating Information

Stations (with their 1973 carloads) senved by this line:
Flemington - 659

Total carloads generated by the line---.-- 659
Average carloads per week-_. 12.7
Average carloads per mile- ....... 2441
Average carloads per train-... 4-2
1073 operating Informatlorf:

Number of round trips per ye .. 156
Estimated time per round trip (hours) 4.0
Locomotive horsepower...... .. 1,000
Train crew size - ..... 4

Informatian Provided by RSPO, Shippers, Government

Agencies

L Iformation provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretaxy
of Transportation's Rail Service Report' by Grant
Arnold, General 'Manager of Ethyl Corporation indi-
cates that if all the lines shown as potentially excess
in the DOT Report are abandoned then Flemington will
be without raif service. The community handles 17I18
carloads annually.

Information for Line Retention Decision

IRevenue received by CNL .$186, 414
Average revenue per carload .283

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line-.... 58, 78S
Cost of upgrading branch line to FRA.

class 1: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line-_._ 76,589

Total variable (avoidable) cost----- - 135,377

Net contribution" (loss): total 51, 037
Average per carload . 77

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Glass I track, which has a
maximum safe operating speed of 10 mph). This line
requires a connection with the Lehigh Valley near
Three Bridges in order to continue in operation.

Recommendation

It is recommended that this portion of the South
Branch be included in the ConRail System.



TRENTON-PRINCETON TRACTION COMPANY
INDUSTRIAL TRACK

USRA Line No. 900

Reading
RDG to Bound Brook

,t LAWRENCEVILLE
PC to (lWest Trenton L

Phillipsburg A\
/ \j West Trenton ' TRENTON-PRINCETON

.... / \ Branch, RDG TRACTION COMPANY
2A miles INDUSTRIAL TRACK,

/. "% \ 2 . 3 mies- RDG

DG to Philadelphia " \ Pt o, " . / * 4- PC to New York

' . \' "'.' 'JUNCTION WITH EASTTRENTONBRANCH

PC to Philadelphia Trenton

j I PC to Bordentown

The Trenton-Princeton Traction Co. Industrial
Track, extends from the East Trenton Branch. (Mile-
post 1.1) to Lawrenceville, N.J. (Milepost 3.4), a dis-
tance of 2.3 miles, in Mercer County, N.J. At Trenton
this line connects with PC industrial tracks and the
Reading lines to East Trenton and West Trenton. All
of these Reading lines are also under study in this Re-
port. This line .was described as potentially excess in
the U.S. DOT Report (see Zone 63).
Information Provided by. RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that-
this line serves ten firms which generated 1,070 carloads
in 1973. It also stated that loss of the line would cause
unemployment for 234 people. Certified Steel Co. said
it expects to generate 325 to 400 carloads in the near
future. Mr. Thomas N. Loser of Wycough & Loser said
he did not think his company could remain at its pres-
ent location if rail service was discontinued. Other
arguments against abandonment cited possible unem-
ployment, "inability of area roads to handle additional
truck traffic," and needed rail service for the $10 million
Ewing Industrial Park.

Additionally, USRA received information from the
Reading Company that the Ewing Industrial Park is
an expanding facility and that future rentals in the
Park would be very difficult if rail service was discon-
tinued. One firm recently spent $30,000 to build asiding
after receiving a railroad guarantee that service would
continue.

Information for Line Reieatnon Decision

The specific characterisici of the traffic generated on
this line cannot ba identified. However, the vohume in
substantial.

Recommendation

It is recommended that the Trenton-Princeton Trac-
tion Co. Industrial Track be included in the ConRail
System.

EAST TRENTON INDUSTRIAL TRACK

USRA Line No. 901

Reading

RDG to
RDG to Lawrenceville
West Trenton iv

EAST TRENTON
Belvidere- '%, EAST TRENTON
Delaware Branch, " - INDUSTRIAL

- X/TRAC K RDG

TRENTON
-- 3.1 miles

New York '\4-PC Line to'
Philadelphia . Bordentown
Line, PC

The East Trenton Industrial Track extends from
East Trenton (Milepost 35.6) to Trenton, N.J. (Mile,-
post 38.7), a distance of 3.1 miles, in Mercer County,
N.J. At Trenton, this line connects with the Reading
line to West Trenton. This line is also under study in
this Report. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 63).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Ajax Park ---------------------------------------- 2
Trenton ------------------------------------------ 3,018

Total carloads generated by the line ............. 3, 020
Average earloads per week -------------------------- 58.1
Average carloads per mile ----------- ------------ 974. 2
Average carloads per train ------ ------------------- 9. 7
1973 operating information:

Number of round trips per year -------------------- 812
Estimated time per round trip (hours) -------------- 3.0
Locomotive horsepower ---------------------------- 1,500
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information proyided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
witnesses urged three firms, employing 574 people, gen-

588
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erated 785 carloads_ in 1973. The Gas Construction Co.,
Inc., received 1,108 tons of freight in 1972, and 1,443
tons of freight in 1973. Mayor Arthur J. Hollared of
Trenton said 17 Tnton firms would be hurt by the loss
of rail service. Seven of these firms said they ivould have
to stop operating at their present locations. "Abandon-
ment -would cause the potential unemployment of 1,800
persons and an estimated tax revenue loss of $300,000."

Information for -Line Retention Decision

Revenue received by RDG $4-------- -- ,887
Average revenue per carload ---- ..------ $153

Variable (avoidable) cost of continded
service:

Cost incurred on the branch line ...... 121,732
Cost of upgrading branch line to FRA.

Class I: (1/10 of total upgrading cost)_ 0
Cost incurred beyond 'the branch line -.. 304,770

Total variable (avoidable) cost ------------ 420,52

Net contribution (loss): total ------------- 36,385
Average per carload ---------------------- 12

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is-recommended that the East Trenton Industrial
Track be included in the ConRail System.

TRENTON BRANCH

USRA Line No. 902

Reading Railroad

TRENTON BRANCH.
NewYork ' RDG
Branch. RDG RDG to Lawrenceville

)VEST / I ROG
TRENTON - - East Trenton Branch

elaidare /-
Delaware 3.4 miles%..renton (PC)Branch. PC / " s/ i<1enm ItL

,/ TRENTON/ \
New York-'- - 4--PC Line
Philadelphia / -to Bordentown
Line, PC I

The Trenton Branch extends from TVest Trenton
(Milepost 32.8) to Trenton (Milepost 36.2) a distance
of 3- miles, in Mercer County, New Jersey. At Trenton,
this line connects -with the Reading line to East Tren-
ton. This line is also under study 4n this Report. At
West Trentony the Trenton Branch connects with the

Reading's New -York Branch. This line was not de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 63).

Traffic and Operating Information
Stations (with thelr 1973 carloads) served by this line:

West Trenton ..- 2,445

Total carlqads generated by the line_-..... 2,445
Average carloads per week- - 47.0
Average carloads per mlle ........... ... 719.1
Average carloads per train------ .- 7.8
1973 operating Information:

Number of round trips per year -....... .. 912
Estimated time per round trip (hours) 3.0
Locomotive horsepower ------- - 1, 500
Train crew size ----- - 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted b
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
only two firms offered traffic information: the Roma-
sote Co. generated 737 carloads in 1973,. and the H. M.
Royal Corp. generated 350-400 carloads in 1973. Homa-
sote expects to generate 1,950 carloads by 1979. Royal
expects to generate 615 carloads by 1976. George Owens
of Royal said that approximately 3,000 rail cars travel
the line annually. New Jersey DOT say only 650 cars
traveled the line in 1973. Abandonment would cause
umemployment for 205 people.

Information from the Reading Company said that
abandonment of this line would cause one company to
close and two companies to cut back service, resulting
in layoffs of 135 people. Hundreds of other employees
would be adversely affected. Abandonment would also
isolate the East Trenton and Trenton-Princeton Trac-
tion Branches.

Information for Line Retention Decision

Revenue received by RD-- _-_ $474,121
Average revenue per carload -..- 194

Variable (avoidable) cost of continued
service:

Cost incurred on the Branch Line- 152,983
Cost of upgrading branch line to PRA

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch Une_-_ 313, 633

Total variable (avoidable) cosL 46, 616

Net contribution (loss) : total ..... 7, 5
Average per carload 3 -

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (ClassI track,-wvhic& has a
maximum safe operating speed of 10 mph).
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Recommendation

It is recommended that the Trenton Branch be in-
cluded in the ConRail System.

PORTION OF PLEASANTVILLE SECONDARY
TRACK

USRA Line No. 1800

Pennsylvania-Reading Seashore Lines

MC KEE CITY

PORTION, 3.Smiles
PLEASANTVILLE \
SECONDARY
TRACK, PRSL . 1 PLEASANTVILLE

\+4-PRSL to
,_ ~ o \ Atlantic City

Linwood

Linwood- Secondary
Track, PRSL

This portion of the Pleasantville Secondary Track,
extends from McKee City (Milepost 53.1 to Pleasant-
-vle, N.J. (Milepost 56.9) a distance of 3.8 miles in
Atlantic County, New Jersey. At Pleasantville, this
line connects -with the Linwood Secondary Track of the
Pennsylvania-Reading Seashore Lines, and it also con-
tinues to Atlantic City. The former line is also under
study in this Report. This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 64).

Traffic and Operating information

Stations (with their 1973 carloads) served by this line:
McKee City .........--------------------------------- 81
Northfleld ---------------------------------------- 26

Total carloads generated by the line ------------- 107
Average carloads per week ------------------------- = 2.1
Average carloads per mile ------------------------- 30.6
Average carloads per train ------------------------ 2.1
1973 operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) -------------- 2.5
Locomotive horsepower ------------------------ 1, 200
Train crew size -------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the 'hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

Revenue received by PRSL -------------------- $15, 936
Average revenue per carload --....------ $149

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ---------- 33,079
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)_ 0
Cost incurred beyond the branch line ------ 6,494

Total variable (avoidable) cost -------------- 40, 173

Net contribution (loss): total ------------------- (24, 237)
Average per carload --------------------- (227)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed at 10 m.p.h.).

New Tersey DOT indicated that industries have al-
ready moved into an industrial park complex at McKee
City and this complex is expected to attract additional
firms in the future. Continued rail service is essential
to at least one of the firms now in the complex and for
the continued development of the park.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Pleasantville Secondary Track not
be included in the ConRail System, the possibility of
immediately increasing revenue must be explored before
a final recommendation can be made. Without imme-
diately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
to $24,237 or $227 per carload. Recovery of costs would
require approximately a 260 percent increase in traffic
or a 150 percent rate increase over the 1973 levels. The
inclusion of this smaller bankrupt carrier in ConRail
will improve carrier revenue as the acquiring road can
"long haul" the traffic. The present carloads per mile,
however, indicate that this line would not likely be
viable under these circumstances.

LINWOOD SECONDARY TRACK

USRA Line No. 1801

Pennsylvania-Reading Seashore Lines

Mc Kee City Q Pleasantville
1 * /-Secondary

LIN-WOOD 
Track, PRSL

SECONDARY \ PLEASANTVILLE,
TRACK. PRSL

LIN~ OO-'-3. 9 miles

The Linwood Secondary Track, extends from Pleas-
antvile (Milepost 0.0) to Linwood, New Jersey (Mile-
post 3.8), a distance of 3.9 miles, in Atlantic County,



9933

New Jersey. At Pleasantville, this line connects with
the Pleasantville Secondary Track of the Pennsylvania
Reading Seashore lines. The portion from Pleasantville
wist is also under study in this Report. This line was
described as potentially excess in the U.S. DOT Report
(see Zone 61).

Traffic and Operating Iriformation

Stations (with their 1973 carloads) served by this line:
LiAnwood ----------------------- 254

Total carloads generated by th'e line ...------------- 254
Average carloads per week ...----------------- 4.9
Average carloads per mile ... . .--------------------- 66.8
Average carloads per train ------
1973 operating information:

Number of round trips per year ------------------ 104
Estimated time per round trip (hours) --------------- 3.5
Locomotive horsepower ..........-------- 1
Train crew slze .......... ----------------------- a

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that Dee Wood.Industries reported it generates an av-
erage of 274 carloads per year over this line. Herbert
Adler, representing the aforementioned firm, stated
that his firm would not be able to price its products
competitively if rail service were discontinued. Addi-
tionally, he mentioned that u switch to trucking would
be impractical. Opposition was also expressed by the
PRSL, the New Jersey DOT, and other business firms.

Information for Line Retention Decision

Revenue received by PRS -------------------- $54, 037
Averake revenue per carload --------------- $213

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch lUne --........ - 52,060
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 19, 417
Cost incurred beyond the branch line.-- 14, 826

Total variable (avoidable) cosL----------- . 86,303

Net contribution (loss) : total ........ -------------- (3%,26)
Average per carload --------------------- (127)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standardc (Class I track, vhich has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include

the replacement of a total of 1,400 crossties (an average
of 368 crossties per mile).

Preliminary Recommendation

It is wot recommended that the Linwood Secondary
Track be included in the ConRail System. Continued
operation of this line w6uld require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $2,266 or $127 per carload. Recov-
ery of costs wohld require approximately an 80 percent
increase in traffic or a 60 percent rate increase over the
1973 levels. The inclusion of this smaller bankrupt car-
rier in Con Rail will improve carrier revenue as the
acquiring road can "long haul" the traffic. The present
carloads per mile indicate that the line may be viable
under this circumstance.

PORTION OF MILLVILLE BRANCH

USRA Line No. 1803

Pennsylvania-Reading Seashore Lines

-"pSL t
Canden'

GLASSBORO

/ 16.0 miles
Bridgeton l-4/

Bhsprinc h / ilil rnhetnsfo

PRSL ~PORTION.
/BKILLVILLE 0.

BRANCH.PRSL
VINELAND

Re Nk-- \4-PHSL Line to
Bridgeton line

This portion of the Millville Branch extends from.
Glasuboro (Milepost 18.0) to "Fineand, NJ. (Milepost
34.0), a distance of 16.0 mile8, in Gloucester and Cum-
berland counties, New Jersey. At Glassboro, this line
continues through Woodbury to Camden, and it also
connects with the Bridgeton Branch of the Pennsyl-
vania-Reading Seashore Lines. At Vineyard, it inter-
sects the Central Railroad of New Jersey's' Southern
Line running from Red Bank to Bridgeton. At this
point, it also continues to Dorchester. The Glassboro to
Woodbury segment and the Bridgeton Branch of the
PRSL,us well as the CNJ Southern Line, are also under
study in this Report. This lin vas not described as
potentially excess in the U.S. DOT Report (s e Zones
65 and 66).
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Traffic and Operating Information

Stations (with their 1973 carloads) served ,by this line:
Clayton --------------------.--------------------- 143
Franklinville -------------------- ------ 3
Newfleld -------------------------------------- 105

Total carloads generated by the line -------------- 251
Average carloads per week ------------ ----- 4.8
Average carloads per mile ------------------------ 15.7
Average carloads per train------------------------2.4
1973 operating information:

Number of round trips per year ----------..--- 104
Estimated time per round trip (hours) -- -.---------- 1.5
Locomotive horsepower -------- - ..----------- 2; 000
Train crew size ---------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

."The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PRSL -------------------- $42,309
Average revenue per carload ------------- $169

Variable (avoidable) cost of continued
service:
Cost incurred on the branch line -- 139,014
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) -------- ------------------- 0

Cost Incurred beyond the branch line-- 15,415

Total variable (avoidable) cost ------------ 154,429

Net contribution (loss) : total --------------- (112,120)
Average per carload --------------------- (447)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety -standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that this portion of the Mill-
ville Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost ldvels, this line generates an annual excess fi-
nancial burden amounting to $112,120 or $447 per car-
load. Recovery of costs would require approximately a
four-fold increase in traffic or a 265 percent rate increase
over the 1973 levels. The inclusion of this smaller bank-
rupt carrier in ConRail will improve carrier revenue as
the acquiring road can "long haul" the traffic. The pres-
ent carloads per mile, however, indicate that the line
would not likely be viable under this circumstance.

BRIDGETON BRANCH

USRA Line No. 1804

Pennsylvania-Reading Seashore Lines

Millville
Branch, PRSL

GLASSBORO /

18.2 miles 11BRIDGETON

BRANCH, PRSL

BRIDGETON Bridgeton Red Bank.
' Junction Bridgeton line

14-C&MR Branch,
\CS

The Bridgeton Branch extends from Glassboro (Mile-
post 17.8) to Bridgeton, N.J. (Milepost 36.0), a distance
of 18.2 miles, in Gloucester, Salem, and Cumberland
Counties, New Jersey. At Glassboro, this line connects
with the Millville Branch Line of the PRSL. At Bridge-
ton Junction, it connects with the Red Bank to Brid'ge-
ton Line of the CNJ, and the CNJ-C. & M.R. Branch.
All lines except the last are also under study in this
Report. This line was not described as potentially excess
in the U.S. DOT Report (see Zones 65 and 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
C 1n qh r-n - . .. ..-

Elmer ___
Husted -_

.ZYXUACVUn - -

452
223

4
1,215

Total carloads generated by the line --------------- 1, 894
Average carloads per week ---------------------------- 36.4
Average carloads per mile----..---------------------- 104
Average carloads per train ---------------------------- 7. 0
1973 opertaing Information:

Number of round trips per year -------------------- 250
Established time per round trip (hours) ------------- 8.0
Locomotive horsepower ----------------------------- 1,200
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Iriformation for Line Retention Decision

Revenue received by PRSL -------------------- $192, 900
Average revenue per carload -------------- $102

Glassboro----- - --------------------------------

-----------------------------------------
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Variable (avoidable) cost of continued
service:

Cost incurred on the branch line......... 278, 378
Cost of upgrading branch line to FIA

Clags I: (1/10 of total upgrading cost) - 0
Cost incurred beyond tiMe branch line--- 130, 050

Total variable (avoidable) cost ------------- 409,020',

Netcontribution (loss)-: total ------------------- (21, 128)
Average-per carload --------------------- (114)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Informa-
tion received by the USRA staff indicates that a large
industrial development is being located on this line. This
complex is known as the Seabrook Development and is
near Bridgeton. 4,000 to 5,000 acres of industrial prop-
erty should be developed over the next several years.

Preliminary Recommendation

Although the preliminary recommendation is that the
-Bridgeton Branch not be included in the ConRail sys-
tem, the-possibility of immediately increasing revenue
must be.explored before a final recommendation can be
made. Without immediately increasing revenue, con-
tinued operation of this line -would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $216,128 or $114 per carload. Re-
covery of costs would require approximately a three-
fold increase in traffic or a 110 percent rate increase over
the 1973 levels. The inclusion of this smaller bankrupt
carrier in ConRail will improve carrier revenue as the

acquiring road can "long haul" the traffic. The present
carloads per mile indicate that the line may be viable
under this circumstance.

PORTION OF MILLVILtE BRANCH.

- USRA Line No. 1805

Pennsylvania-Reading- Seashore Lines

- Penns Grove I
Branch. /+-PRSL to
PRSL Camden

. 1  -'PORTION.
MILLVILLE

WOODBURY BANCH. PRSL
// 8.3 miles

G/ PRSL to
GLASSBORO ,.U/"Vineland

Salem Branch, I N %
PRSL /4-Bridgeton

/ Branch,
PRSL

This portion of the Millville Branch extends from
Woodbury (Iilepost 9.7) to GMassboro, V.T. (M ilepost
18.0), a distance of 8.3 miles, in Gloucester County, irew
Jersey. At Woodbury, this line continues to Camden. At
Glassboro, it connects with the Bridgeton Branch of the
PRSL, and the line also continues to Dorchester. The
former line and the segment of the latter line from
Glassboro to Vineland are also under study in this Re-
port At Woodbury, this line also intersects the Penns
Grove Branch and the Salem Branch, both PRSL. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Sewell -_------ 159
Pitman -31

Total carloads generated by the line- 190
Average carloads per we. ... 3.7
Average carloads per mile..... 22. 8
Average carloads per train. . . 3.7
1973 operating information:

Number of round trips per year- -. .52
Estimated time per round trip (hours) ----------- 3.5
Locomotive horsepower- .... 2, 000
Train crew size- 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the-hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PRSL_----- ---------- $16,034
Average revenue per carload $84

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-S- , 730
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line... 16, 0W7

Total variable (avoidable) cosLt .-... 96,797

Net contribution (loss)-- (80, 763)
Average per carload-.... (425)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Renommendation

It is not recommended that this portion of the Mill-
ville Branch be included in the ConRail System. Con-
tinned operation of this lind would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess finan-
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cial burden amounting to $80,763 or $425 per carload.
Recovery of costs would require both an increase in
traffic and a rate increase over the 1973 levels.

PORTION OF GLENDORA BRANCH

USRA Line No. 1806

Pennsylvania-Reading Seashore Lines

PRSL to
\ Gloucester

BELLMAWR\

GLENDORA .6 miles
BRANCH,- iP
PRSL \6

GLENDORA

This portion of the Glendora Branch extends from
Bellmawr (Milepost 7.9) to Glendora, New Jersey
(Milepost 9.5), a distance of 1.6 mzies, in Camden
County, New Jersey. At Bellmawr, this line continues
to Gloucester. This line was described as potentially
excess in the U.S. DOT Report (see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Runnemede ---------------------------------------- 72
Glendora ---------------------------- ------------ 46

Total carloads generated by the line ---------- 118
Average carloads per week -------------------- 7.------ 2.3
Average carloads per mile -------------------------- 73.8
Average carloads per train ------------------------ 2.4
1973 operating information:

Number of round trips per year --------------------- 50
Estimated time per round trip (hours) ------- ------ 2.7
Locomotive horsepower ------------------------- 1, 200
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
,of Transportation's Rail Service Report?' indicated
that firms located on this portion of the line generated
28 carloads of freight in 1972 and 61 carloads in 1973.

The New Jersey DOT indicated liat cutting the line
at Milepost 7.4 would isolate an industrial park from
rail service. The effects of this cessation of service would
force one firm to close, increase transportation costs for
others, and would curtail future growth and develop-
ment of the complex. Additionally, freight traffic in-

creased over 100% in the on'e year (1972-1973) period.

Another point stressed by this report, was, in addition
to providing private-siding service for one patron, the
Glendora end of the line also provides a rail-truck
interface,for team track patrons.

Information for Line Retention Decision

Revenue received by PRSL ------- -------------- --$1, 171
Average revenue per carload -------------- $112

Variable (avoidable) cost -of continued
service:

Cost incurred on the brafich line --------
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ...............................

Cost incurred beyond the branch line ------

21, 995

0
7,165

Total variable (avoidable) cost------------- 29,160

Net contribution (loss) : total -------------------- (15, 089)
Average per carload --------------------- (136)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that this portion of the Glen-
dora Branch be included in the ConRail System, Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $15,989 or $136, per carload. Re-
covery of costs would require approximately a 260 per-
cent increase in traffic or a 120 percent rate increase over
the 1973 levels. The inclusion of this smaller bankrupt
carrier in ConRail will improve carrier revenue as the
acquiring road can "long haul" the traffic. The present

-carloads per mile indicate that .the line may be viable
under this circumstance.

PORTION OF CAMDEN TO ATLANTIC CITY LINE

USRA Line No. 1807

Pennsylvania Reading Seashore Lines

P4-PC Line
to Delair

'I

O4HADDONFIELD
4-PORTION OF

HADDON FIELD-ATLANTIC
CITY LINE, PRSL

LlUCASTON

Haddonfield- 2
Atlantic City
line,PRSL
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This portion of the Camden to Atlantic City Line,
extends from Haddonfide (Milepost 6.1) to Luca8ton,
N.J.- (MUilpost 13.6), a distance of 7.5 miles. in Cam-

-den County, New Jersey. At laddonfield, this line con-
nects with the PC line running to Delair. At Lucaston,
this line continues to Atlantic City. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Woodcrest ---------------------------------- 25
Kirkwood ------------------------- 4

Total carloads generated by the line -- - - 29
Average carloads per wee.- .0. 6
Average carloads per mile-. ------------- 3.9
Average carloads-per train..- ....... - .....-- ---- 0.0
1973 operating information:

Number of round trips per year-.................-50
Estimated time per round trip (hours) 1. 8
,Locomotive horsepower ------------------------ 2, 000

Train crew size ---------------- -- -.. . . 4

Information Provided by RSPO, Shippers, Government

Agencies-

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retenti6n Decision

Revenue received by PRSL -------------------- --
Average revenue per carload - ---- 170

$4,941

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 59,030
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 0
Cost incurred beyonq the branch line ---- 2,033

Total variable (avoidable) costs -...... 61,063

Net contribution (loss) : total -------- (56, 122)
Average per carload -------------------- (1, 935)

This Jine would' require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is izot recommended that this portion of the Camden
to Atlantic City Line be included in the ConRail System
Continued operationlof this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $56,122 or $1,935 -per
carload. Recovery of costs would require approximately

a nineteen-fold increase in traffic or a, 1,138 percent rate
increase over the 1973 levels.

,PORTION OF OCEAN CITY BRANCH

USRA Line No. 1808

Pennsylvania-Reading Seashore Lines

-_r--PRSL to
. Tuckahoe

PALERM 0 i
6.8 miles

PORTION OF
OCEAN CITY 2

BRANCH. PRSL OCEAN CITY

This portion of the Winslow and Cape May Line, ex-
tends from Palevno (Milepost 59.6y to Ocean Citi, .J.
(Milepost 60.4), a distance of 6.8 miles, in Cape May
County, Yew Jersy. At Palermo this line continues
until it reaches the PRSL Cape May line at Tuckahoe.
This line was described as potentially excess in the U.S.
DOT Report (see Zone 05).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ocean Cly ....... ..... 116

Total carloads generated by-the line--__ __ 116
Average carloads per week--. .. ... _ 2.2
Average carloads per mile.. .......---- 17.1
Average carloads per trn____....... 2.2
1973 operating information:

Number of round trips per year--__ . 52
Estimated time per round trip (hours)__ 1_5
Locomotive horsepower ..... 4,000
Train crew slze .........._5

Information Provided by RSPO, Shippers, Government
Agencies"

.Information provided at. the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
potential continued growth in commuter service from
Ocean Cify to the Philadelphia. area was a justifiable
argument for the continuance of service over this line.
The average number of daily commuters is 90.

PRSL advocated that passenger service between these
points be expanded; while freight service 'be discon-
tinued. The Ocean City Community Association favors
aband6nment of the line and the establishment of com-



muter bus service. The rationale behind this is that the
line has no economic value to taxpayers and is presently
in unsafe condition.

A letter from Ms. Mfargaret Boal of Ocean City,
New Jersey, stated that the community association of
Ocean City (see above RSPO testimony) could not
be located. Consequently, they did not speak for the,
citizens of Ocean City who rely on commuter rail serv-
ice nor for the shipper located on the line. She also
indicated that the statistics should show that the num-
ber of regular riders has steadily increased in the past
year and a half.

Information for Line Retention Decision

Revenue received by PRSL ----------------------- $11, 572
Average revenue per carload ---------------- $100

Variable (avoidable) cost of ontinued serv-
ice:

Cost incurred on the branch line -------- 131,142
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 0
Cost incurred beyond the branch line ------ 7,295

Total variable (avoidable) cost ------------- 38,437

Net contribution (loss) : total -------------------- (26, 865)
Average per carload ----------------- (232)

X Excludes maintenance due to the presence of commuter services.

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preiminary Recommendation

It is not recommended that this portion of the Wins-
low and Cape May line be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual ex-,
cess financial burden amounting to $26,865 or $232"per
carload. Recovery of costs would require approximately
a six-fold increase in traffic or a 230 pernt rate increase
over the 1973 levels. The inclusion of this smaller bank-
rupt carrier in ConRail will improve carrier revenue as
the acquiring road can "long haul" the traffic. The pres-
ent carloads per mile indicate that the line may be viable
under this circumstance.

LONG ISLAND CITY FLOAT

USRA Line No. 117

Penn Central

The Long Island City Float, formerly part of the
Pennsylvania RR,. extends from Greenville to Long

LV to Jersey City

/1/.CNJ to Jcezoy City

LV to Buffalo / I LONG ISLAND CITY
S . GREENVILLE CAR FLOAT OPERATION, PC

PC to Ne.ar- /
and Philadelphia

CNJ to- / LONG ISLA0D CITY
Elizabothport - EL via float4-- -. -* '..

LV via float-i' v °,o.Long Island IR

Island City in I-udson County, N.J. and Queens
County, N.Y.

The Long Island City Float is a car ferry operation
handling Penn Central rail cars between Greenville and
the Long Island Railroad at Long Island City. The line
was not described as potentially excess in the U.S. DOT
Report (seeZones 58 and 60).

Recommendation

The Long Island City float operation of the Penn
Central is recommended for inclusion by ConRail.
While costly, it provides a less expensive and more
direct service than all rail routing for a significant
amount of traffic.

While recommended for retention major changes
in the service should occur, including:

1. Consolidation of all ConRail and Erie Lacka-
wanna marine operations at Greenville.

2. Contract with the Brooklyn Dock Railways
(BEDT & N.Y. Dock) for actual performance of
service.

3. Imposing necessary surcharges to cover the addi-
tional costs of providing the service ($43 per car)
wherever present rates are noncompensatory.

See Chapter 18 for a more detailed discussion of
New York water services.

PORTION OF THE RIVER LINE

USRA Line No, 709

Penn Central

This portion of the River Line, formerly part of the
New York Central RR, extends from Little Femy,
N.J. (Milepost 5.9), to Kingston, N.Y. (Mil6post 87),
a distance of 81.1 miles, in Bergen County, New Jersey
and Rockland, Orange and Ulster Counties, N.Y.
Continuations of this line extend to Weehawken, N.J.
and Selkirk, N.Y. At Little Ferry, the line connects
with the New York, Susquehanna & Western Ry; at
Orangeburg, N.Y. with the Erie-Lackawanma Piermont
Branch and at Kingston with the Wallkill Valley and
Catskill Mountain Branches of the PC, which are both
also under study in this Report. This line was not
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PC to Bloomville PC to Selkirk

PC to Weehawken EL to Jersey City

described as potentially excess in the U.S. DOT Report
(see-Zones 56, 58 and 60). The map illustrates only the
northernmost 69.1 miles between Orangeburg and
Kingston.

Information Provided by RSPO, Shippers, Government
Agencies

Information -provided bit the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by the MTA
(New York) indicated that the River Line should be
preserved as far as Kingston (from Weehawken, New
Jersey). M1TA runs commuter passenger service for
New York State in the Metropolitan New York City
area and is in-the process of evaluating future passenger
service on the portion of this line.

Information for Line Retention Decision

This line is required for through freight service;
therefore; local rail service will be provided to all ship-
pers located on the line.

Recommendation

it is recommended that this portion of the River Line
be included in the ConRail System.

PORTION OF MAYBROOK-PHILLIPSBURG LINE
USRA Line No. 1701

Lehigh & Hudson River Railway
L&HR to Maybrok-,/

SI Miles WARWICK

EL to Scanzton EL to Hoboken
Andover

Part Morris Junction

BELVIDERE PORTION OFMAYBROOK
TO PHILLIPSBURG LINE, L&R

I PC to Phillipsburg
(L&HR has trackage rights)

This portion of the Lehigh and Hudson River Rail-
way extends from Tfrarick, N.Y. (Miepost 21), to
BcZ dcre, NJ. (Milepost 72), a distance of 51 mile,
in Orange County, Now York and Sussex and Warren
Counties, N.J. A continuation of this line extends north-
ward from Warwick to Maybrook, IN.Y. This line is
also under study in this Report. At Belvidere it connects
with the Penn Central Belvidere Branch 'extending
southward to Trenton, which is also under study in this
Report. Part of this line was described as potentially ex-
cess in the U.S. DOT Report (see Zones 56, 61, and
69).

Information Provided by RSPO, Shipping, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportations Rail Service Report" indicated that
this line is un important (potential) commuter line, and
has more than 60 industrial customers. Its abandon-
ment could cause unemployment, closing of busifiesses.
and shifting to motor transportation for some busi-
nesses. The only firm submitting actual traffic data was
New Jersey Zinc Company of Franklin, New Jersey,
which stated that it generated 136 carloads in 1972 and
163 carloads in 1973.

Information for Line Retention Decision

This line is required for through freight service,
therefore, local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommbnded that this portion of the Lehigh and
Hudson River Railway be included .in the ConRail
System.
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USRA Terminals

line number

Intrastate

66
66a
66b
666
67
68
70
72
76
79
80
81
83a
84
85
86
87
89a
90
92/93
95
96
98
100/101
102
102a
103/104
i05/107
106
108
109/110
111
112
114a
136
137
230a
231
231a
231b
233/234
238
246
248
258
666
666a
667
668
669
670
671
681
686

NEW YORK

-'Mount Kisco to Brewster
Brewster to Dover Plains
Dover Plains-to Wassaic
Wassaic to Millerton
Millerton to- Ghent
Bay Ridge at Bay Ridge
Hudson to Claverack
Schenectady to Aqueduct
Selkirk to Port of Albany
Boonville to Lyons Falls
Camden to McConnellsville
Rotterdam Junction to South Fort Plain
South Utica to New Yori Mills
West Shore Secondary Trackat New York Mills
Oneidla Castle to Vernon
East Syracuse to Fayetteville
Malone to Canadian Border
DeKalb Junction to .Ogdensburg
Emeryville to Edwards
Watertown to Limerick
Cayuga to Auburn
Brighton to Pittsford
Canadaigua to Victor
Akron Junction to Transit Road
Williamson to Oswego
Oswego to Scriba
Williamson to Windsor Beach
Charlotte to Riverview
Suspension Bridge to Riverview
Newark to Sodus Point
Newark to Marion
Windsor Beach to Rochester
Batavia to Caledonia
PEochester to Scottsville Yard -"

'Montgomery to Kingston
Kingston to Bloomville
Southport to Elmira
Horseheads to Watkins Glen'
Elmira to Horseheads
Watkins Glen to Starkey
Seneca Castle to Penn Yan
Canadaigua Track at Stanley
16th Street Track at Olean
Brocton to Mayville
Fredonia to Dunkirk
Rensselaer to Troy
Green Island to Crescent
Campbell Hall to Highland
Poughkeepsie to Highland
Utica to Boonville
Rome to McConnellsville
Geneva to Cayuga
30th Street Branch (NY)
Oneida Castle to Canastota

USRA Terminals
line number

687 Carthage to Lowville

708 Poughkeepsie to Hopewell Junction

LV

1000
1002
1003
1017
1020
1021
1022
1023
1024
1025

Rochester to Lima
East Ithaca to Cortland
Owego to Mfead
Van Etten Junction to Ithaca
Van Etten Junction to Geneva Junction
Genova Junction to Geneva
Geneva to Rochester Junction
Batavia to P & L Junction
Buffalo to Batavia
P & L Junction to Rochester Junction

LHR

1700 Warwick to Maybrook

Interstate

PC

New York to Canada (this line is discussed under Canada)

101a

New York to

117

709

1701

249
260

1015
1016

Black Rock, N.Y. to Welland, Ont.

New Jersey (these lines are discussed under
New Jersey)

Long Island City, N.Y. to Greenville, N.J
(float)

Kingston, N.Y. to Little Ferry, N.J.

- LHR

Warwick, N.Y. to Belvidere, N.T.

PC

New York to Pennsylvania

Mayville, N.Y. to Corry, Pa.
Falconer, N.Y. to North Warren, Pa.

LV

Owego, N.Y. to Sayie, Pa.
Van Etten Junction, N.Y. to Sayre, Pa.
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PORTION OF HARLEM LINE

USRA Line No. 66

Penn Central

Harlem Line to
To Poughkeepsie__ iK _ Chatham, PC

Maybrook Branch,

BREWSTER 
PC

1'--To New Haven
PORTION, HARLEM 5.5
LINE, PC 15.5 miles

MT. KISCO
/

"'4--PC to Mott Haven
Junction

This porti6n of the Harlem Line, formerly part of
the New York Central RR,.extends from Mt. Kisco
(Milepost 36.6), to Brewster, N.Y. (Milepost 52.1), a
distance of 15.6 miles, in Westchester and Putnam
Counties, N.Y. A continuation of ihis line extends
northward from Brewster to Chatham (also under
study in this Report) as far as Ghent. A southerly con-
tinuation of this line runs from Mt. Kisco to Mott
Haven Junction. The Harlem line connects at Brewster
with the Maybrook Branch of the PC. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zones 56 and 58).

Traffic and Operating Information

Stations (with their 1973 carloads)-served by this line:
Bit. Ksco1 _ -------- -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 1,612
Bedford Hills ------------------------------------- 4
Katonah ------------- --- . ------ I --- 0
Goldens Bridge.. -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 20
Purdys ------------------------------------------- 0
Croton Falls --------------------------------------- 1

Total carloads generated by the line ----------- 1,637
Average carloads per week ------------- --- 31.5
Average carloads per mile ------------------------ 105. 6
Average carloads per train ------------------------- 5.5
1973 operating information:

Number of round trips per year ------------------- 300
Estimated time per round trip (hours) --------------- 12
Locomotive horsepower ------------------------- 1, 750
Train crew size ...... 3
% Includes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the. Secretary
of Transportation's Rail Service Report" indicated that
people all along the Harlem Line desire to have pas-
senger service as far north as Chatham improved.
Amongst the agencies calling for passenger service im-

provement were the Harlem Valley Transportation Au-
thority, the Planning Board of both Pawling and
Northeast, and the Headmaster of the Barlow School
in Amenia. The Consolidated Edison Co. of New York
reported that they have a delivery pite at Hawthorne,
New York for large power transformers. Hawthorne is
located south of Mt. Kisc6 on the Harlem Line.
Many of these transformers are shipped from Pitts-
field, Mass. via Chatham and the Harlem Division be-
cause this line has adequate clearances for overdimen-
sional loads. USRA has determined that this line is
under lease by the Metropolitan Transportation Au-
thority for operation of M.T.A. supported passenger
trains by Penn Central. The M.T.A. lease extends along
the Harlem Line to Dover Plains (Milepost 76.6).
Penn Central retains the right to operate freight service
over this entire line, with M.T.A. paying for the main-
tenance-of-way to an agreed upon level at no charge to
the Penn Central. Freight train speeds between Mt.
Kisco and Brewster are 45 m.p.h. Passenger speeds vary
from 50 to 60 m.p.h.

Information for Line Retention Decision
Revenie received by PC ------------------------ $553, 881
Average revenue per carload -------------- $338

Variable (avoidable) cost to continued
service:

Cost incurred on the branch line ------- 1- 227, 840
Cost of upgrading branch line to FRA class

I (1/10 of total upgrading cost) -------- 0
Cost incurred beyond the branch line.-.- 443,034

Total variable (avoidable) cost ------------- 670, 874

Net contribution (loss) : total -------------- (110, 995)
Average per carload -------------------- (71)

'fExcludes maintenance cost due to commuter operation by M.T.A.

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Although service to the entire line generates a loss,
service to the line from Milepost 36.6 to Milepost 37.7
(serving shippers at Mt. Kisco who generated 1,612
carloads in 1973) would generate $541,080 in revenue
and $449,628 in costs with a resulting contribution of
$91,452 or $57 per carload.

Recommendation

It is recoxiimended that freight service be provided
over the Harlem Line between Milepost 36.6 and
Milepost 37.7.

Preliminary Recommendation.

It is not recommended that freight service over the
portion of the Harlem Line between Milepost 37.7 and
Milepost 52.1 .be provided by the ConRail System.
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Continued operatioiis of this line would require a rail
service continuation subsidy.

PORTION OF HARLEM LINE

USRA Line No. 66a

Penn Central

Harlem Line to
Chatham, PC

DOVER PLAINS

To Poughkeepsie /
w ? 4-PORTION HARLEM

\"'W LINE, PC

Maybrook
/ Y -Branch, PC

REWSTER /

PC to Mutt Haven-4/ 4- To New Haven
Junction /

This portion of the Harlem Line, formerly part of
the New York Central RR, extends from Brewster
(Milepost 52.1) to -Dover Plaiiw, N.Y. (Milepost 76.6),
a distance of 24.5 nies in Putnam and Dutchess Coun-
ties, N.Y. A northerly continuation of this line extends
from Dover Plains to Chatham (also under study in this
Report, as far as Ghent). From Brewster, this line runs
southwardto Mott Haven Junction, the portion of which
from Brewster to Mt. Kisco is also under study in this
Report. It also connects -with the Mlaybrook Branch of
the PC at Brewster. TheT PC has leased this line to
the Metropolitan Transportation Authority for pas-
sengei service but retains the right to operate freight
trains over it. This line was descibed as potentially ex-
cess-in the U.S. DOT Report (see Zone 56)..

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Patterson -------------------..- -

Pawling ----- -----------------------
Wingdale-_ --------------------- __------- -----..
Dover Plains--------------- ---------

- Brewster -------- -

68
341
11
3

Totalcarloads generated by the line ....------------ 478
Average carloads per week-..----------------------- 9.2
Average carloads per mile --------........---- 19.5
Average carloads per train ...---------------------- 2.7

1973 operating information:
No. of round trips per year. ----------------- 175
Estimated- time perround trip (hours) -------------- 8. 2
Locomotive horsepower ------------------------------ 1,750
Train crew size ------ - 3-

'Includes only traffic on segment.

Information Provided by RSPO, Shippers, -Government

Agencies

Information provided at the hearings conductecl by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
both Pawling Rubber Corporation of Pawling (Mile-
post 64.4) and Mica Products of Wingdale (Milepost
72.3) would be forced to relocate if they could not re-

"ceive guaranteed dependable rail freight service. Lloyd -
Lumber Company and Patterson Beer Distributor Com-
pany of Patterson, N.Y. (Milepost 60.3) both submitted
evidence of their traffic. However, USRA staff has
found material indicating that Lloyd Lumber actually
receives its lumber at Brewster, N.Y. on a former New
Haven team track Apparently the Patterson beer dis-
tributor will shortly shift its use of rail to and from
Milwaukee in favor of truck shipment from a. new Mil-
ler brewery in upstate New York Other shippers sub-
mitting evidence to RSPO are A. Mendel & Sons (20
cars in 1973), Utler Brothers (112 cars in 1972), Paw-
ling Agway (T cars in 1972) and Harlem Valley State
Hospital in Wingdale (340 cars of coal in 1973). Mica.
Products generated 147 cars in 1972 while Pawling
Rubber was responsible for 13 carloads. USRA staff has
found that this line is leased from the Penn Central
as far north as Dover Plains by the Metropolitan Trans-
portation Authority. Penn Central retains the right to
operate freight service over this line -with MTA pay-
ing for the maintenance-of-way to an agreed-upon level
at no charge to the Penn Central. MTA actually is re-
sponsible for setting the passenger service standards
and for determining the maintenance program. Au-
thorized passenger and freight train speeds between. -

Brewster and Dover Plains are 40 m.p.h.

Information for Line Retention Decision

Revenue received by P
Average revenue per carload__ $370

Variable (avoidable) cost of continued serv-
Ice: Cost Incurred on the branch line--- 177,699

Cost of upgrading branch line to FRA Class
I (1/10 of total upgrading cost)- - 0

Cost incurred beyond the branch line-.... 125,948

Total variable (avoidable) cost .......

$17T, 048

2o3.647

Net contribution (loss) : total ----- - (26,599
Average per carload. (56)

Z Exeludes maintenance and ownersblp cost due to UTA lesse.

)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Although this line generates a loss amounting to
$26,599, USRA segment No. 66b, which must be served



via this line, generated a net contribution of $19,487. A
4-percent rate increase would enable financial self-
sufficiency.

Preliminary Recommendation

It is recommended that this portion of the Harlem
Line be included in the CohiRail, System.

PORTION OF HARLEM LINE

USRA Line No. 66b

Penn Centrcil

Harlem Line toChatharm,PC---- A

iWASSAIC
" 1- PORTION HARLEM LINE, PC

DOVER PLAINS

PC to Mott
Haven Junction -

This portion of the Harlem Line, formerly part of
the New York Central RR, extends from Dover Plains
(Milepost 76.6) to Wassaic, N.Y. (Milepost 81.6), a
distance of 5.0 miles, in Dutchess County, N.Y. A north-
erly coninuation of this line extends from Wassaic to
Chatham (ilso under study in this Report as far as
Ghent). From Dover Plains, this line continues south-
ward to Mott Haven Junction (the portion of which
from Dover Plains to Mt. Kisco is also under study in
this Report). This line was described as potentially
excess in the U.S. DOT Report (see Zone 56).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:'

Wassaic ------------------------------------------ 1,173

Total carloads generated by the line -----....--- 1,173
Average carloads per week -----------------------.--- 22.6
Average carloads per mile ------------ ----------- 234.6
Average carloads per train ------------------------ 6.7
1973 operating information:

Number of round trips per year ----------- --------- 175
Estimated time per round trip (hours) - 2.5
Locomotive horsepower ------------------------- 1, 750
Train crew size --------------------------------- 3

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Wassaic State School, Tri-Wall Containers and Maxon

Mills are all heavy rail users on this 5-mile segment.
These 3 firms generated 1,013 carloads iii 1972. Muxon
Mills testified that the $125,000 capital investment
needed to shift to trucks would put them out of business.
Tri-Wall Containers hasannounced a $2 million expan-
sion program, and showed that their rail business was
already increasing with a 30% increase (121 cars) over
1972 traffic. USRA has found that this segment of track

- presently has a 30 m.p.h. speed authorization with slow
orders of 8 m.p.h. in places.

Information for Line Retention Decision
Revenue received by PC--------------------------- $371, 293

Average revenue per carload ---------- n$17

Variable (avoidable) cost of continued service
Cost incurred on the branch line --------- 75,755
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)_ - 5,945
Cost incurred beyond the branch line --- 270,115

Total variable (avoidable) cost ------------- 351,815

Net contribution (loss) : total --------------- 19,478
Average per carload --------------------- - I

This line would require upgrading to meet the ro-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,179 crossties (an average
of 236 crossties per mile).

Recommendation

It is recommended that this portion of the Harlem
Line be included in the ConRail System.

PORTION OF HARLEM LINE

USRA Line No. 66c

Penn Central

Harlem Line -J
to Chatham, I
PC

T MILLERTON

f 3.2 miles 4- PORTION HARLEM LINE,
UPC

- WASSAIC
PC to
Mott Haven
Junction

This portion of the Harlem Line, formerly part of
the New York Central RR, extends from Wassaio (Mile-
post 81.6) to Millerton, N.Y. (Milepost 94.8), a distance
of 13.2 miles, in Dutchess County, N.Y. This line ex-

602
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tends northward to Chatham from Millerton (also
under study in this Report as far as Ghent). A southerly
continuation of this line extends from Wassaic to Mott
Haven Junction via PC. The portion from Wassaic to
Mt. Kisco is also under study in this Report. This line
was described as potentially excess in the U.S. DOT Re-
port (seeZone 56).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
-A3enia ------------ ------------------- ----- 213
Sharon . .--------------------------------- ---- 4

Millerton ...... . - - -------------------- ---- 804

Total carloads generated by the line ------------ 521
Average carloads per week-------------- .........---- 10.0

Average carloads per mile-_ 39.5
Average carloads per train ---------- 5.2
1973 operating information:

Number of round trips per year ---------------------- 100
:Estimated time per round trip (hours) --------------- 1.8
Locomotive horsepower --- ------------ 1750
Train crew size --------------------------------- 3

Information Provided by RSPO, Shippers; Government

Agencies

Inforination jrovided at the hearings conducted by

the Rail Services Planning Office" as reflected in their re-
ports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicated that
-Kerr McGee of Amenia, Agway of Sharon, and Allied

- -Mills of Agway are active shippers on this .segment.
The neW Agway (Milepost 87.6) bulk feed mixing
and distribution plant opened in 1972. This firm pro-

jected 500 cars of traffic in 1973. USRA staff identified
1973 actual shipments of: 5 carldads from Sharon (all
shippers), 60 carlosds-at Millerton (Agway), and 3
carloads at Amenia (Agway). The state of New York,

ikn a special study of branch lines, found that the PC
Milierton-Chatham branch has an annual loss of $157,-

258. The study also showed- a net.loss of $43,708 from
property taxes, as -well as an annual community eco-
nomic loss of $101,663.

Information for Line Retention Decision

Revenue received by-PC_--------------------- $168, 667
Average revenue -per carloa ------------ 324

* Variable (avoidable)_ cost of continued

service:

Cost incurred on the branch line ------ 106,416

Cost of upgrading branch line to FRA

Class I (1/10 of- total iipgrading

cost) -----...-.---------------- 15,735

Cost incurred beyond the branch line__ 141,735

Total variable (avoidable) cost-.---.---. 263,866

Net contribution (loss) : total __- (95,219)

Average per carload ------- (183)

This line would require upgrading to meet the re-
quirements of the Federal Administration's inmum
safety standards (Class I track, which has a maximum
safe operating speed of 10 m.p.h.). Based on available
information, this upgrading would include the replace-
ment of a total of 1,179 crossties (an average of 89 cross-
ties per mile).

Preliminary Recommendation
• It is wt recommended that this portion of the Har-

lem Line be included in the ConRail System. Con-
.tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $95,219 or $183 per car-
load. Recovery of costs would require approximately-a
three-fold increase in traffic or a 55 percent rate in-
crease over the 1973 levels.

PORTION- OF HARLEM LINE

USRA Line No. 67

Penn Central -

Chatham

Boston.Albany . I_" Hadem Line to
Main LL,. PC

: * GHEMT
El 4-PORTION HARLGI'LIHE. PC

e MILLERTOH

1 4-PC to Matt Have Junction

This portion of the Harlem Line, formerly part of
the New York Central RR, extends from tilerton
(Milepost 94.8) to Ghent, N.Y. (Milepost 126.3), a dis-
tance of 315 mz7es, in Dutchess and Columbia Counties.
A northerly continuation of this line extends from
Ghent to Chatham, where it connects with the Boston-
Albany Line, PC. A. southerly continuation extends
from M1illerton to Mott Haven Junction (the portion
from Millerton to Mt. Kisco is also under study in
this report). 'In August 1972, the PC applied to the
ICC for the abandonment of this line (Docket No.
AB-5, Sub: 85). On September 25,1974, the PC applied
to the USRA for abandonment of this line (USRA
Docket No. 75-46). No action has been taken on either
application. This line was described as potentially ex-
cess in the U.S. DOT Report (see Zones 55 and 56).

Traffic and Operating Information
Stations (wlth their 1973 carloads) served by this line:

Copake a_16
Hllsdale 3t-------------- ------

Phlmont - 28

Total carloads generated by the line-- - 75
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Average carloads per week -------------------------- 1.4
Average carloads per mile - -------- 2. 3
Average carloads per train --------------------- Z..- 1.5
1973 operating information:

Number of round trips per year -------------------- 50
Estimated time per round trip (hours).. 3. 0
Locomotive horsepower ----------------- 1,750
Train crew size --------------------------------- 3

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" concerned the
potential impact on the area's agri-business and the need
for the line as a clearance route. This line (and those
it connects with) provides materials and equipment for
the area's farmers. Consolidated Edison Company in-
dicated that the line should be continued to provide
service to its over-sized loads moving to Hawthorne.

Information for Line Retention Decision

Revenue received by PC ---------------------- $28,539
Average revenue per carload -------------- $381

Variable (avoidable) cost of continued

service:
Cost incurred on the branch line ----- 206,653
Cost of 'upgrading branch line to FRA

Class I: (1/10 of total upgrading cost). 32,132
Cost incurred beyond the branch line. 21,496 -

Total variable (avoidable) cost ------------ 260,281

Net contribution (loss) : total ----------------- 231,742)
Average per carload----------------- (3,'47)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed -of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 7,426 crossties (an average
of 235 crossties per mile).

Data and information supplied by shippers using this
line indicate that there is some potential for traffic
growth.

Preliminary Recommendation

it is not recommended that this portion of the Har-
lem Line be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $231,742 or $3,470 per carload.
Recovery of costs would require approximately a thirty-
fold increase in trafic or a 900 percent rate increase over
the 1973 levels.

PORTION OF THE BAY RIDGE SECONDARY
TRACK

USRA Line No. 68

Penn Central

South Brooklyn Railway

~4-J
-Portion Bay Ridge

,j7Secondary Track, PC

~...uuE"'1 ARKVILLE

BAY RIDGE

PORTION BAY RIDGE
SECONDARY TRACK, PC

This portion of the Bay Ridge Secondary Track,
formerly part of the Pennsylvania RR, extends from
Bay Ridge (Milepost 0.0) to Pareville, N.Y. (Milepost
3.4), a distance of .3.4 miles, in Kings County, NT.Y.
A continuation of this line runs in a northeasterly direc-
tion from Parkville to Fremont. At Parkville this line
connects with the South Brooklyn Railway. This line
was not described as potentially excess in the U.S. DOT
Report (see.Zone 58).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bay Ridge ----------------------------------------- d5
Parkville I ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  81

Total carloads generated -by the line -------------- 70
Average carloads per week --------------------------- 1.5
Average carloads per mile -----------------.. --..... 2. 4
Average carloads per train --------------------------- 1.5
1973 operating information: -

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) --------- -- 0.8
Locomotive horsepower ---------------------------- , 500
Train crew size --------------------------------- 5
I Includes only traffic on segment.

Informatioti Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings 'conducted by the Rail Services
Planning Office 6s reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report." The city of N'ew York has pro-
vided information, however, concerning its plan for
acquisition of an adjacent freight yard and for re-
development of nearby waterfront facilities which
could increase freight shipments.

Information for Line Retention Dlcision

Revenue received by PC ----------------------- $41,456
Average revenue per carload -------------- $545
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Variable (avoidable) cost of continued
service, I

Cost incurred on the branch line ..------ 26,161
Cost of upgrading branch line to FRA
. Class I (1/10 of total upgrading cost) _: 1,840
Cost incurred beyond the branch line_-- 25,105

Total variable (avoidable) cost ----------- 53,106

Net contribution (loss) : total ------------------ (11,650)
Average per carload ---- -------------- (153)

This line'would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track which has a maxi-
mum safe operating speed at-10 m.p.h.). Based on avail-
able informajion, this upgrading would include the re-
placement of a total of 460 crossties (an average-of 135
crossties per mile). Most of the traffic on the Bay Ridge
Secondary Track is handled on the eastern portion (East
of Parkville) of the track. The G&R Packing Company,
located in Bay Ridge, -is the only shipper using this seg-
ment. Its product is foodstuffs, usually government con-
tracted. Their traffic decreased in 1974: owing to con-
tract losses and their location in a high-crime rate area
resulting in high pilferage.

Preliminary Recommendation

It is not recommended that -this portion of the Bay
Ridge Secondary Track be. included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $11,650 or $153 per
carload. Recovery of costs would require approximately
a'70 percent increase in traffic or a 28 .percent rate in-
crease over the 1973 levels. The successful implementa-
tion of the city of New York's development plans might
at a future date eliminate the need for the subsidy.

CLAVERACK SECONDARY TRACK

USRA Line No. 70

Penn Central

"/-PC to Albany

HUDSON

Hudson H D O
Line, PC-,e1 4.2 miles

PC to 4 X 4
New York e

\ # CLAVERACK CLAVERACK
j 00 SECONDARY

TRACK, PC

The Claverack Secondary Track, formery part of the
New York Central RR, extends from Hudsrn (Mle-

post 0.0), to (averack, N.Y. (Milepost 4.2), a distance
of 4.2 inies, in Columbia County, New York. This line
connects at Hudson with the Hudson Line of the PC.
This line was described as potentially exceis in the U.S.
DOTReport (seeZone 55).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Claverack 157
Hudson Upper ---....... 432

Total carloads generated by the line 59
Average carloads per week._ 11.3
Average carloads per mlle.._ -- - 140.2
Average carloads per train_ .... 5.9
1973 operating information:

Number of round trips per year.....- ---------- 100
Estimated time per round trip (hoursY)..----- 2
Locomotive horsepower-......... 2, 000
Train crew size ..---- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted-by
the Rail Services Planning Qifice as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Universal Match (estimated 1973: 166 carloads) is
dependent on their rail service and transferring to
trucks for long distance hauling of raw maferials and
chemicals may result in prohibitive transportation costs.
Textile By-Products complained that poor rail service
forced them to use trucks. If service were improved,
they would increase their rail usage. Beacon Milling
Co., Inc., received 148 car loads in 1973 and will increase
rail usage 14ecause of shipping volume. Wholesale Feed
Service generated 148 carloads. Conagra, Inc., projected
900 to 1,050 new carloads of business in future years.
USRA Staff could not find any evidence of Conagm
business projections. The New York Department of
Transportation found in its study of light density lines
that this particular line segment generates 836 carloads
and an annual profit of $132,924. Community loss from
an abandonment would be $5,418, plus $5X275 in net local
property taxes.

Information for Line Retention Decision

Revenue received by PC. _$183, 274
Average revenue per carload ---- $320

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-...... 55,893
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading cost) - 1,780
Cost Incurred beyond the branch line ---- 128, 648

Total variable (avoidable) ; 186,321

Xet contribution (loss) : total -....- ------ 1,953
Average per carload-- 3
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This line would require-upgrading to meet the re-
quirements of the Federal Railroad Adminstration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would" include
the replacement of a total of 250 crossties (an average of
60 crossties per mile).

Recommendation

It is recommended that the Claverack Secondary
Track be included in the ConRail System.

AQUEDUCT BRANCH

USRA" Line No. 72

Penn Central

Delaware & Hudson Ry- ,

toMechanicville : AQUEDUCT
OldMain Line, PC BRANCH, PC
to Hoffinans and
Buffalo / AQUEDUCT

4.2 miles
SCHENECTADY-.'

• r'x "\--To Albany

D&H to Binghamton

The Aqueduct Branch, formerly part of the New
York Central RR, extends from Sclzenectady (Milepost
0.0) to Aqueduct, N.Y. (Milepost 4.2), a distance of
4.2 miles, in Schenectady County, N.Y. This line con-
nects at Schenectady with the old Albany-Buffalo Line
of the PC (this portion of which is also under study in
this Report) and with the Delaware & Hudson RR. In
March 1971, the PC applied to the ICC for permission
to abandon this branch. (Finance Docket No. 26567 Sub
No. 1). On request of PC no action has been taken on
this application. This line was described as potentially
excess in the U.S. DOT Report (see Zone 42).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by the
Condec Corp. indicated that it shipped 122 carloads
in 1973. In testimony at Albany, N.Y., Philip A, Casella,
Condec Corp., stated they have been awarded a contract
for additional aircraft refuelers, which will result in a
substantial amount of tonnage and that the Company's
mode of transportation is dictated by the 11.S. Govern-
ment. Penn Central staff indicated much of their traffic
has been via specially-equipped truck.

Information for Line Retention Decision

Revenue received by PC ------------------------ $80, '093
Average revenue per carload ---------------- $1, 520

Variable (avoidable) cost of continued service:
Cost incurred on the branch line ----------- 33,320
Cost of upgrading branch line to FRA Class I:

(1/10 of total upgrading cost) ----------- 4,472
Cost incurred beyond the branch line ------- 14,170

Total variable (avoidable) cost -------------- 51,074

Net contribution (loss) : total --------------------- 34, 819
Average per carload ------------------------ 610

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 750 crossties (an average
of 178 crossties per mile).

Recommendation

It is recommended that the Aqueduct Branch be
included in the ConRail System.

ALBANY SECONDARY TRACK

Traffic and Operating Information USRA Line No. 76

Stations (with their 1973 carloads) -served by this line:
Schenectady % ------------------------ - - 57

Total carloads generated by the line ------------- 57
Average carloads per week ------------------------- 1.1
Average carloads per mile ----------------------- 13. 6
Average carloads per train --------------------------- 3.8
1973 operating information:

Number of round trips per year ---------------------- 15
Estimated time per round trip (hours) --------------- 1.5
Locomotiye horsepower ------------------------- 1, 200
Train crew size----------- - --------------- 4

Includes only traffic on segment.

Penn Central

To Binghamton D&H : - D&H to Albany

PORT OF ALBANY

West Shore" LBANY SECONDARY
Branch. PC--mles TRACK, PC

PC to Boston

River Line, PC-4/
to Weehawken /

TSELKIRK
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The Albany Secondary Track, formerly part of the
New York Central RR, extends from Selkirk (Mile-
post 3.7), to Port of Albany, NY (Milepost 10.8), a dis-
tance of 7.1 miles, in Albany County, New York. This
line connects at the Port of Albany with the Delaware
and Hudson Railway and at Selkirk with the West

Shore Branch and the Boston-Buffalo line. This line was
described as potentially excess in the U.S. DOT Report
(see Zone 42).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Wemple ------ - -------------- 1
Glenmont -------- -- - -- 34

Albany ---------------------------------- 8, 048

Total carloads generated by the line ------------ 8,683

Average carloads per week--------------- --- 167.0

Average carloads per mile ---------- 1,223.0
Average carloads per train ------------------------- 28.9
1973 operating information:.

Number of round trips per year ---- ...---------- 300
Estimated time per round trip (hours) -------------- & 0

Jj~comove norseDoer------

Recommendation

It is recommended that the Albany Secondary Track

be included in the ConRail System.

PORTION OF THE LYONS FALLS BRANCH

USRA Line No. 79

Penn Central

LYONS FALLSLO F PORTION, LYONS FALLS
~7BRANCH,PC

10,1N BOONVILLE

Buffalo-Albany
Main Line, PC--:

Train crew size ............. -- 5

'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports~entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this line is an important clearance route between the
PC's large-classification yard at Selkirk and the barge
docks at the Port of Albany. The New York DOT re-
ported in its special study of rail lines that this branch
has an annual net profit of $1,196,052 on 5,412 carloads
of ti-affic. The community loss from abandonment would
be $34,851, plus $13,564 in property taxes.

Information for Line Retention Decision

.:Revenue received by PC -------------------- $3, 942, 938
Average revenue per carload -------- $54

Variable (avoidable) cost of continued
service-.

Cost incurred on the branch line- 307, 944
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
- cost) ---------------- 0

Cost incurred beyond the branch line 2,149,293

Total variable (avoidable) cosL.-_ 2,457,237

Net contribution (loss) : total ----- .----------- , 485,701.
Average per carload - ------ 171

This line would require no upgrading to meet the

requirements of the Federal Railroad Administration's

minimum safety standards (Class I track which has
a maximum safe operating speed of 10 mph).

PC to Utica

Erie Lackawanna Ry

I

This portion of the Lyons Falls Branch, formerly
part of the New York Central RR, extends from Boon-
ville (Milepost 35.0) to Lyons Fals, N.Y. (Milepost
45.0), a distance of 10.0 miles, in Oneida and Lewis
Counties, N.Y. A southerly continuation of this
line runs from Boonville to Utica where it connects
with the Buffalo-Albany Line of the PC and with the.
Erie Lackawanna Railway. This line was described as
potentially excess in the U.S. DOT Report of Febru-
ary 1, 1974, with the exception of the portion from
Boonville to the Lewis Comty line (see Zones 44: and

45).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lyons Falls_._ 2,202

Total carloads generated by the line--,---- 2202
Average carloads per week.----- - - 42.4
Average carloads per mile-__ - 220.2
Average carloads per tra n 1. 0
1973 operating lnformatlon:

Number of round trips per year_ 200
Estimated time per round trip (hours)_ - 3.5
Locomotive horsepower -- 2, 000
Train crew sze-_-5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the- Rail Services Plaining Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated

sigmificant potential impact from the loss of rail service.

4, WuU
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Information for Line Retention Decision

Revenue received by PC---------------------
Average revenue per carload ------------- $421

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 159,108
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line.-- 543,878

Total variable (avoidable) cost
Net contribution (loss) : total ------ •

Average per carload-_ - -

Information Provided by RSPO, Shippers, Government
$927, 759 Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by tile Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

702,986
224,773

126

This line would require no upgrading to 'meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation
It is recommended that this portion of the Lyons

Falls Branch be included in the ConRail System.

PORTION OF THE CAMDEN SECONDARY TRACK

USRA Line No. 80

Penn Central
CAMDEN

PORTION, CAMDEN
_ SECONDARY TRACK, PC

5.1 miles-t
.MC CONNELLSVILLE

Buffalo-Albany \ /-PC to Rome
Line, PC "

, -- , _ Q ome

This portion of the Camden Secondary Track for-
merly part of the New York Central RR, extends from
Camden (Milepost 22.9) to McConnellsville, N.Y.
(Milepost 28.0), a distance of 5.1 miles, in Oneida
County, N.Y. A' continuation of the line runs to Rome
where it connects with the Buffalo-Albany Line of the
PC. This line was described as potentially excess in the
U.S. DOT Report (see Zone 45).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Camden7 ------------------------------------------ 174

Total carloads generated by the line ------------- 174
Average carloads per week ----------------------- 3.4
Average carloads per mile --------------------- 38.7
Average carloads per train .-------------------- 2.9
1973 operating Information:

Number of round trips per year --------------------- 60
Estimated time per round trip (hours) --------------- 2.5
Locomotive horsepower --------------------------- 1, 600
Train crew size ---------------------------------- 5

Information for Line Retention Decision
Revenue received by PC -------------------------- $02, 120
Average revenue per carload ----------------- $357

Variable (avoidable) cost of continued serv-
vice:

Cost incurred on the branch line ----------- 45, 833
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) --------- 7,349
Cost incurred beyond the branch line ---- 49,941

Total variable (avoidable) cost -------------- 103,123

Net contribution (loss) : total -------------------- (40,094)
Average per carload --------------------- (236)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, ,which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading ,would include
the replacement of a total of 800 crossties (an average
of 178 crossties per mile.).

Preliminary Recommendation
It is not recommended that the Camden Secondary

Track be included in the ConRail System. Continued
operation of this line would re4uire a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $40,994 or $236 per carload. Re-
covery of costs would require approximately a 330 per-
cent increase in traffic or a 65 percent rate increase over
the 1973 levels.

PORTION OF THE WEST SHORE SECONDARY

TRACK

USRA Line No. 81

Penn Central

Fonda, Johnstown &
Gloversville RR BPM to Mcchanlcvlll
to Johnstown-t

PC to Buffalo Fonda Amsterdam ,PC to Albany
--AI0--- .... --- H ,, -. PC to Alah

SOUTH FORT L -. 1ie- Ct ekrPLAIN T -~ookr
PORTION OF THE
WEST SHORE SECONDARY ROTTERDA
TRACK. PC I JUNCTION

Pattersonvillo
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This- portion of the West Shore Secondary Track,
formerly part of the New York Central RR., extends
from Rotterdam Junctin (Milepost 159.5) to. South
Fort Plain, N.Y. (Milepost 19-.5), a distance of 85.0
miles, in Schenectady and Montgpmery-Counties, New
York. This line connects at Rotterdam Junction with
the Hoffmans. Branch and the West Shore Branch of
the,PC, and with the Boston & MaineRR. This line
was described as potentially 'excess in the U.S. DOT
Report, except for 1.3 miles between Rotterdam Junc-
tion and Pattersonville, ,which was not described as
excess (see Zones 42 and 43).

Traffic and Operating Information
Stations (with their 1973 carloads) serve&by this line:

S. Amsterdam ------------------.........------- 144
Fultonville ------------------------------------- 28
Canajoharie 1, 063
South Forf Plain --------- 361

Total cirioads generated by the line ...... - --- 1,596
-Average -carloads per-week ------------------------ 30.7
Average carloads per mile ... ...------.----------- 45.6
Average carloads per train ------- 10.6
1973 operating information:

Number of round trips per year ................... 150
Estimated time per round trip (hours) 12.0
Locomotive horsepower ----------- ------------- 2, 000
Train crew size --------------------------------- 5

Information Provided by RSPO, Shippers, Government
A:gencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary

- of Transportation's Rail Service Report" indicated that
the loss of rail freight service might be disastrous to
several industries on this line and to the towns in which
they are located.' Shippers stated that poor car supply
and service reduced their use of freight service. The
Mohawk Railway Company, not now an operating com-
pany, expressed an interest in acquiring and operating
this line.

Information for Line Retention Decision
Revenue received by PC ..-------------------- $595,413
Average revenue per carload --------- $373

Variable (avoidable) cost of continued
service:

,Cost incurred on the branch line -------- 386,738
Cost of upgrading branch line to FRA
- Class I: (1/10 of total upgrading cost) _ 2Q, 213
Cost incurred -beyond the branch line--_. 458, 275

Total variable (avoidable) cost -... ..-------- 871,226

Net contribution (loss) : total ------------------ (275,813)
Average per carload --------------------- (173)

This line would require upgrading to meet the re-
quirements of the Federal Railroad 'Administration's

minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgriiding would include
the replacement of a total of 3,000 crossties (an average
of 85 crossties per mile).

Preliminary Recommendation

It is vot recommended that this portion of the West
Shore Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounnffnto $275,813 or $173
per carload. Recovery of costs would require approxi-
mately a two-fold increase in traffic or a 50 percent rate
increase over the 1973 levels. Costs may also be re-
duced by reducing frequency, although this alone, will
not make the line viable.

PORTION OF WEST SHORE SECONDARY TRACK

USRA Line No. 83a

Penn Central.
PC to Buffalo- PC to Albany

Utica .4

End bf Track at i EL (PC has Trackage Rights)
Milepost 234.3

NewYorkMills EAST NEW YORK MILLS
MILEPOST -- 0.9miles-- , MILEPOST 232.7"
233.6 / :

PORTION, WEST SHORE !*-EL to Binghamton
SECONDARY TRACK, I
PC

This portion of the West Shore Secondary Track,
formerly part of the New York Central RR, extends
from iMilepost 233.7 near South Utica, to Milepost 3.6
near Neo York Mtis, N.Y.. a distance of 0.9 m7e, in
Oneida County, New York. The continuation of this
line, also under study, continues westward from Mile-
post 233.6. The line connects at-Milepost 232.T with-the
Erie Lackawanna Ry.

Traffic and Operating Information

Stitions (with their 1973 carloads) served by this line:
New York Mlls 2 

___ _

Total carloads generated by the line......-
Average carloads per week---------
Average carloads per .
Average carloads per traln ...... ....
1973 operating information:

Number of round trips per year ........
Estimated time per round trip (hours)-- . -
Locomotive horsepower________
Train crew size----
' Includes only trafe on segment.

176
176
3.4

199.5
3.9

45
L.0
600

5



Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report". The most active rail shipper
appears to be Vicks Lithograph Co. which receives large
rolls of paper. Team track service for this shipper
would be available within five miles of the plant.

Information for Line Retention Decision
Revenue received by PC --- -------------------- $56, 644
Average revenue per carload ------------- $322

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) -
Cost incurred beyond -the branch line--

19,793

1, 841
45,744

Total variable (avoidable) cost -------------- 67,351

Net contribution (loss) : total ------------------- (10, 707)
Average per carload --------------------- (61)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 200 crossties (an average
of 222 crossties per mile).

Preliminary Recommendation
It is not recommended that this portion of the West

Sh~re Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $10,707 or $61 per
carload, Recovery of costs would require approximately
a 100 percent increase in traffic or a 20 percent rate in-
crease over the 1973 levels.

PORTION OF WEST SHORE SECONDARY
iTRACK

USRA Line No. 84

Penn Central
PC to Buffalo

END OF TRACK 7 ,--PC to Albany
AT MILEPOST 234.3

PORTION OF WEST SHORE-I r /
SECONDARY TRACK, PC " . .

MILEPOST 233.6
NEAR NEW
YORK MILLS

j4-EL to Binghamton

, This portion of the West Shore Secondary Track,
formerly part of the New York Central RR, extends
from Milepost 23,9.6 near New York Mills, N.Y., to End
of track at Milepost 234.3, a distance of 0.7 miles, in
Oneida County, N.Y. A continuation of this line is also
under study in this Report. In November 1972, the PC
applied for permission to abandon this line and replace
service by trackage rights over a nearby Erie Lacka-
wanna line. No action has been taken. This line was
described as potentially excess in the U.S. DOT Report
(see Zone 45).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected'in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Highway construction now being undertaken by tie
State of New York would necessitate substantial in-
vestment on the bridge on this line. The state is prepared
to construct a siding between Niagara Mohawk Power
Co. (the only shipper on this line) and the Erie Lacka-
wanna in order to avoid interference with the highway
construction.

Preliminary Recommendation

It is not recommended that this portion of the West.
Shore Secondary Track be included in the ConRail
System.

PORTION OF VERNON INDUSTRIAL TRACK

USRA Line No. 85

Penn Central

Canastota -tP 
oAbn

- .~.-c. -- -. p.UU'VERNON

ONEIDA PORTION,VERNON
PC to Syracuse CASTLE INDUSTRIAL

TRACK, PC

,This portion of the Vernon Industrial Track, for-
merly part of the New York Central RR, extends from
Vernon (Milepost 246.3), to Oneida Casfle, NY (Mile-
post 252.5),,a distance of 6.2 miles, in Oneida County,
New York. The continuation of this line extends west-
ward from Oneida Castle. It is also under study in this
Report. This line was described as potentially excess in
the U.S. DOT Report (see Zone 45).
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Traffic and Operating Information
Stations -(with their 1973 carloads) served by this line:

Vernon ------------------------------------ 269
Oneida Castle ------------------- -------- 95

Total carloads generated by the line ......- ------ 34
Average carloads per -week ------------------------ 7.0
Average carloads per mile -----------------.. ----- -- M 1
Average carloads per train -- - 4.9
1973 operating information:

Number of round trips per year.... -...........--- __ 75
Estimated time per round trip (hours) 2.0

-- Locomotive orsepower ............. 1, 000
Train crew sze ... -------------- 5

(Includes only traffic on segment.)

-,Information Provided by RSPO, Shippers, Government
-Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
feports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
on this line a food manufacturing industry, which ac-
cording to the Eastern Federation of Food Merchants,
is a unique rail user industry. RSPO reported shipments
of 98 cars by Vernon Milling Company and 40 cars by
Lamos Feed Service during 1973. Lamos Feed expected
its business to decline to 10 cars in 1974 USRA re-
ceived correspondence from Pahl's Agway showing that
this firm redeives 200-240 cars per year.

Information for Line Retention Decision

Revenue received by PC ---------------------- $146, 606
Average revenue per carload ..-------------- 403

Variable (avoidable) cost of continued

service:
Cost -incurred on the branch line -------- 65,140
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 6,238
Cost incurred beyond the branch line--- 98,320

Total variable (avoidable) cost ------------ 169,608

Net contribution (loss) : Total ------------------ (23, 092)
Average per carload. 6---------------------(3)

This line -would require upgrading to meet the re-
quirements of the Federal Railroad Administrationis
minimum safety standards-(Class I track, which has
a maximum safe operating speed of 10 mp.h.). Based
onT available information, this upgrading would include
the replacement of a total of 900 crossties (an average-
of 145 crossties per mile).

Although servie to the entire lind generates a loss,
service to the line from Milepost 252.5 to Milepost 251.9
(serving shippers at Oneida Castle who generated 95
carloads in 1973) would generate $45,231 in revenue and
$38,360 in costs with a resulting net contribution of
$6,871 or $72 per carload.

lRecommendation

It is recommended that the portion of the Vernon
Industrial Tracl from Milepost 252.5 to Milepost 251.9
be included in the ConRail System.

Preliminary Recommendation

Itis 'not recommended that the portion of theVernon
Industrial Track from Milepost 251.9 to Milepost 246.7
be included in the ConRail System. Continued opera-
tion 6f this line would require a rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $29,967 or $111 per carload. Recovery of
costs would require approximately a 70 percent in-
crease in traffic or a 30 percent rate increase over the
1973 levels.

FAYETTEVILLE BRANCH

USRA Line No. 86

Penn Central
EAST
SYRACUSE -a

Albany-Buffalo F- e-FAYETTEVILLE
Line. PC BRAHCH, PC

< FAYETTEVILLE

The Fayetteville Branch, formerly part of the New
York Central RR, extends from East Syracuse
"(Milepost 5.8), to Fayettemile, N.Y. (Milepost 9..9), a"

distance of 4.1 m7es, in Onondaga. County, New York.
At East Syracuse, this line connects with the Albany-
Buffalo Line of the PC. This line was described as po-
tentially excess in the U.S. DOT Report (see Zone 46).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Faiettevilie -Ii1

Total carloads generated by the line- 111
Average carloads per wee: ------ 2.1
Average carloads per mile 27.1
Average carloads per train----- 1.9
1973 operating information:

Number of round trips per year..... 60
Estimated time per round trip (hours) 1.5
Locomotive borsepower . .. _1,000
Train crew size -......... 4

Information Provided by^ RSPO, Shippers, Government
Agencies '

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's fRail Service Report" centered on
the need for continued rail service and the potential ad-
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verse affects of having to substitute motor carrier serv-
ice. One company indicated that loss of rail service
eventually would force it to rterntinate operations.

Information for Line Retention Decision

Revenue received by PC ... -------------------- $40, 999
Average Revenue Per Carload: ------------ 36

Variable (avoidable) cost of continued service:
Cost incurred on the branch line -------- 35,916
Cost of upgrading branch line to FRA class

I (1/10 of total upgrading cost) -------- 6,993
Cost incurred beyond the branch line -- 27, 040

Total variable (avoidable) cost -------------- 69,949

Net contribution (loss): total ------------------ (28,950)
Average per carload --------------------- (260)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,200 crossties (an aver-
age of 292 crossties per mile).

Preliminary Recommendation

It is not recommended that the Fayetteville Branch
be included in the ConRail System. Continued opera-
tion of this line would require a rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $28,950 or $260 per carload. Recovery of
costs would require approximately a two-fold increase'
in traffic or a 70 per cent rate increase over the 1973
levels.

PORTION OF THE MALONE SECONDARY TRACK

USRA Line No. 87

Penn Central

Montreal Branch, PC

CN to Massena Hind,(PC has Trackage i-Huntingdon CN to Montreal

Ir-PC to Huntingdon

CANADIAN BORDER

PORTION, MALONE es
SECONDARY TRACK, PC (0.3 i

MALONE -

This portion of the Malbne Secondary Track, for-
merly part of the New York Central RR, extends from
Malone, N.Y. (Milepost 0.0) to the Ganadian Border
(Milepost 10.3), a distance of 10.3 miles, in Franklin

County, N.Y. A continuation of this line extends
northward across the Canadian Border to Huntingdon,
Quebec where it connects with the Canadian National
Railways and the Montreal Branch of the PC. The
PC also operates over the CN-GT from Huntingdon
to Massena, N.Y. This line was described as potentially
excess in the U.S. DOT Report (see Zone 41).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line: M alone ----------------------------------

Total carloads generated by the line: ....
Average carloads per week .....................
Average carloads per mile ...................
Average carloads per train .....................
1973 operating information:

Number of round trips per year ...............
Estimated time per round trip (hours) -----------
Locomotive horsepower ........................
Train crew size ...............................

480

180
9.2

46.0
9.0

60
12. 0

A., 000V
S

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report," indicated
that the loss of service over this line would adversely
impact the area's agriculture industry and would limit
future development. Mayor Tulloch of Malone testified
that area users would be willing to pay the extra cost,
of keeping the line in operation.

The State of N.Y. reported that its studies show the
line between Malone and Huntington, P.Q. generating
a profit of $16,995 on 515 carloads of traffic. The annual
community loss would be $23,060, plus $22,482 in net
local property taxes.

Information for Line Retention Decision

Revenue received by PC -------.----------------- $210, 718
Average revenue per carload------------ $439

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 125,225
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 7,514
Cost incurred beyond the branch line -- 168,030

Total variable (avoidable) cost ---------- --300,709

Net contribbtion (loss) : total -------------------- (90, 051)
Average per carload ----------- --- (188)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 500 crossties (an average
of 48 crossties per mile).
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Preliminary Recommendation

It is nowt recommended that this portion of the Malone
.Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $90,051 or $188 per car-
load. Recovery of costs would require approximately
a two-fold increase in traffic or a 45 per cent rate in-
crease ever the 1973 levels.

OGDENSBURG SECONDARY TRACK AND

DEKALB BRANCH

USRA Ljne No. 89a

Penn Central

OGDENSBURGEND OF

TRACK U .,,X OGDENSBURG tECONDARY
j "Q V TRACK, PC

DE KALB BRANCW PC -, ,
- "] PC to Massena

- DE KALB JUNCTION

-- assena Brarich,
PC, to Syracuse

The Ogdensburg Secondary Track, formerly part of
the New York Central RR, extends from DeKab
Junction (Milepost 0.0); to Ogdensburg, NY. (Mile-
post 19.0), and the DeKalb Branch, also formerly part
of the lew York Central RR, extends from end-of-
track near Ogdensburg (Milepost 132.5) to Ogdens-
burg (Milepost 1343), for a combined distance of 20.8
mies, in Saint Lawrence County, N.Y. At DeKalb
Junction this line connects with the Massena Branch
of the PC. This'line Was not described as potentially
excess in the U.S. DOT Report (see Zone 44).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Ogdensburg 2,001
DeKalb Junction
Heuvelton 251

Total Carloads generated by the line ---------- 2,312
Average carloads per week. -44.5
Average carloads per mile ....... 111. 2
Aierage carloads per train . .9.3

1973 Operating information:
N umber of round trips per year .250
Estimated time per round trip (hours) ----...----- 5.0

-Locomotive horsepower-'--------------------- 2, 000
Train crew size- -...-.--.-.-.-....... ....-- 3

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Diamond International Corporation uses this line
and shipped or received 340 carloads of woodpulp, coal
and chemicals over this line in 1973. They said that this
is the only line serving this part of northern New York
State. A telegram from M. ONeill of the Diamond Cor-
poration stated that RSPO traffic data was incorrect
as the company had 1,947 cars total for 1973.

Information-for Line Retention Decision
Revenue received by P .$747, 375
Average revenue per carload ..... $323
Variable (avoidable) cost of continued

service:
Cost Incurred on the branch lne--- 250, 055
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) 23,654

Cost incurred beyond the branch line- 632,200

Total variable (avoidable) cosL .. $906, 509_

Net contribution (loss): total- - (159,134)
Average per carload ........ (69)

This line would require upgrading to meet the re-
quirements of the Federal ]Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 2,000 crossties (an aver-
age of 96 crossties per mile).

Preliminary Recommendation

It is vot recommended that the Ogdensburg Second-
ary Traelc be included in the ConRail System. Con-
tinued operation of this line would require a rail serv-
ice conitinuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $159,134 or $69 per car-
load. Recovery of costs would require approximately a
140 percent increase in traffic or a 20 percent rate in-
crease over the 1973 levels. Costs may also be reduced
by reducing frequency, although this alone will not
make the line viable.

PORTION OF THE G&O SECONDARY TRACK

USRA Line No. 90

Penn Central
Massena-I

Branch, PC 4, .
G&O PC to G&O Junction

Junction~
/ Cnat EDWARDS

I .LG&O SECONDARY
EMERYVILLE' TRACK. PC
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This portion of the G&O Secondary Track, formerly
part of the New York Central RR, extends from Emery-

ville (Milepost 8.0) to Edwards, N.Y. (Milepost 14.0),
a distance of 6.0 miles, in St. Lawrence County, N.Y.

A continuation of this line runs from Emeryville

to G&O Junction, near Gouverneur, N.Y. At Emery-

ville an industrial spur diverges. This line was described

as potentially excess in the U.S. DOT Report (See

Zone 44).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Edwards ------------------------------------------ 350

Total carloads generated by the line------------- 350

Average carloads per week --------------------------- 6.7

Average carloads per mile ----------------------------- 58.0

Average carloads per train -------------------------- 2.5

1973 operating information:
Number of round trips per year ------------.. . .--- 140

Estimated time per round trip (hours) -------------- 3.0

Locomotive horsepower ---------------------------- 1, 500

Train crew size ------------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary

of Transportation's.Rail Service Report" indicated that

the line is used to move ore concentrates. The mining

operation is marginal and the loss of rail service may

force cessation of operations.

Information for Line Retention Decision

Revenue received by PC ------------------------ $133, 394
Average revenue per carload --------------- $381

Variable (avoidable) cost' of continued
service:

Cost incurred on the branch line --------- 70,565
Cost of upgrading branch line to FRA.Class

I: (1/10 of total upgrading cost) -------- 6,260

Cost incurred beyond the branch line -- 96, 638

Total variable (avoidable) cost ------------- 173,463

Net contribution (loss) : total ------------------- (40, 069)
Average per carload --------------------- (115)

This line would require upgrading to meet the re-

quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a

maximum safe operating speed of 10 mph). Based on

available information, this upgrading woild include

the replacement of 250 crossties (an average of 41 cross-

ties per mile).

Preliminary Recommendation

It is not recommended that this portion of the G&O
Seconidary Track be included in the ConRail System.

Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, reve-
nue and cost levels, this line generates an annual excess
financial burden amounting to $40,069 or $115 per car-
load. Recovery of costs would require approximately a
two-fold increase in traffic or a 30 percent rate increase
over the 1973 levels.

LIMERICK INDUSTRIAL TRACK

USRA Line No. 92/93

LIMERICK LIMERICK INDUSTRIAL
TRACK. PC

/4-- PC to Massena
* ' WATERTOWN

4 , (MAIN ST)

Massena Secondary
Track, PC, to Syracuse

The Limerick Industrial Track formerly part of tile

New York Central RR, extends from Watertown (Mile-
post 1.5) to Limericek, N.Y. (Milepost 8.8), a distance of

-7.3 miles, in Jeffei'son County, New York. At Water-
town, this line connects with the Massena Secondary
Track" of the Penn Central. This line was described as
potentially excess in the U.S. DOT Report (see Zone
44).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Brownville --------------------------------------- 240
Limerick ----------------------------------------- 123
Watertown I -------------------------------------- 57

Total carloads generated by the line -----------... 420
Average carloads per week --------------------------- 8. 1
Average carloads per mile -------------------------- 57.5
Average carloads per train ------------ ------------- 2.8
1973 operating information:

Number of round trips per year --------------------
Estimated time per round trip (hours) --------------
Locomotive horsepower -----------------------------
Train crew size ------------------------------------
I Includes only traffic on segment. -

150
3

2, 000
5

Information Provided by RSPO, Shippers, Governmont
Agencies

Information provided at the hearings conducted by
the-Rail Services Planning Office as reflected in their
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reports entitled, "The Public Response to the Secretary
of Transpprtation's Rail Service Report," indicated that
422 families would be affected if Whis line were aban-
doned. USRA data shows that the Latex Fiber Corp.
cancelled its sidetrack agreement in April 1970 and
uses a PC freight house in Watertown, N.Y., for trans-
shipment of its rail freight. Wyhile USRA identified the
Pargas Co., Brownville Paper Co., and Jefferson
County Highway Dept. as shippers on the line, RSPO
testimony identified the J. P. Lewis Co. as an additional
shipper on the line. The Brownville Paper Co. appears
to use the same PC freight house in Watertown rather
than its siding.

Information for Line Retention Decision

Revenue received by PC - - - - $171, 598
Average revenue per carload .... $409

-Variable (avoidable) cost of continued
service:

Cost incurred on the branch line--..- - 83,323
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading, cost) - 9,896
Cost incurred beyond the branch line--- 115, 08

Total variable (avoidance) cost.----------- 208,302

Net contribution (loss) : total-- (30,704)
Average per carload.. (87)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,000 crossties (an average
of 137 crossties per mile).

Preliminary Recommendation

It is ibt recommended that the Limerick Industrial
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates a loss amounting to $36,704
or $87 per carload. Recovery of costs would require ap-
proximately a 65 percent increase in traffic or a 21 per-
cent rate increase over the 1973 levels. Costs may also
be lowered by reducing frequency, although this alone
will not make the line viable.

PORTION OF AUBURN BRANCH

USRA Line No. 95

Penn Central
This portion of the Auburn Branch, formerly part of

the New York Central RR, extends from Aubutrn
(Milepost 26.9) to Cayuga, N.Y. (Milepost 36.1), a

distance of 9. miles, in Cayuga County, New York

PC to Geneva PC to Syracuse

CAYU GA4 I""U BURN
LLV Industrial Tracks

PORTIO, --at Auburn
AUBURN
BRANCH. PC

Continuations of this line extend eastward to Syracuse
and westward to Geneva. The latter is also under study
in this report. The Lehigh Valley RR also uses these.
tracmks to reach industrial trackage at Auburn. In June
1973, the PC applied to the ICC for permission to aban-
don this line, Docket Io. AB-5, Sub. 165. No final ac-
tion has been taken. This line was not described as po-
tentially excess in the U.S. DOT Report (see Zone
52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rellus 84

Total carloads generated by the line--_ 34
Average carloads per we,& _ _ 0.7
Average carloads per mile " 3.7
Average carloads per train- Z3...... 2.3
1973 operating information:

Number of round trips per year- - 1
Estimated time per round trip (hours)- 1.5
Locomotive horsepower 2,000
Train crew size.-..... .......... 4

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Services Planning Office concerning
this line segment,

Information for Line Retention Decision

Revenue received by PC - - $12,520
Average revenue per carload - - $368

Variable (avoidable) cost of continued serv-
Ice:

Cost Incurred on the branch lune,__ 61,614
Cost ofWupgrading branch line to FRA Class

I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line..--- 10,329

Total variable (avoidable) cost- 71,943

Net contribution (loss) : total-- (59,423)

Average per carload.-- - _ (1,748)

This line would require no upgrading to meet re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a.
maximum safe operating speed of 10 m.p.h.).
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Preliminary Recommendation

It is ?wt recommended that this portion of the Au-
burn Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess finan-
cial burden amounting to $59,423 or $1,748 per carload.
Recovery of costs would require approximately a
twenty-eight-fold increase in traffic or a 475 percent
rate increase over the 1973 levels.

PITTSFORD RUNNING TRACK

USRA Line -No. 96

Penn Central

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services' Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that Eber Bros. Wine and Liquor and Rochester Liquor
are served by a siding on the Pittsford Branch which
runs from Mortimer to Fairport. Both firms said with-
out rail service they would go out of business. The NY
DOT analysis showed 1973 figures for the entire line
Rochester-Pittsford of 1,062 carloads, $67,080 com-
munity loss, $6,531 net local property taxes, and annual
profit- of $215,586. On May 25, 1974, Eber Bros. sub-
mitted, along with Rochester Liquor Corp., an exhibit
to the USRA which said that the traffic of their two
firms alone justified retention of the segment.

Information for Line Retention Decision
Revenue received by PC -------------------
Average revenue per carload --------------- $577

$115, 935

PC to Syracuse

Rochester BRIGHTON h/

PCtBu-al 4.,i -'" PITTSFORD RUNNING
PC to Buffalo 4.7 miles -4 TRACK, PC

PITTSFORD _ ....-

PC to Waynesport
PC to Churchville

The Pittsford Running Track, formerly part of the
New York Central*RR, extends from Pittsford (Mile-
post 93.9), to Brighton, N.Y. (Milepost 98.6), a dis-
tance of 4.7 miles, in Monroe County, New York. At
Brighton, this line connects with the Albany-Buffalo
line of the PC. This line was not shown in the U.S.
DOT Report (see Zone 47).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rochester - ------ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  66
Pittsford I ----------------------------------- - ----- 135

Total carloads generated by the line ------------- 201
Average carloads per week ------------------------- -3.9
Average carloads per mile ------------------- ----- 42.8
Average carloads per train ------------------------- 2.7
1973 operating information:

Number of round trips per year -------------------- 75
Estimated time per round trip (hours) --------------- 2
Locomotive horsepower ------------------------------ 2, 000
Train crew size ---------- --------------- -.----- 4
1 Includes only traffic on segment

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---------- 47, 228
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)- 5,972
Cost incurred beyond the branch line --- 42,459

Total variable (avoidable) cost ---------

Net contribution (loss) : total .....
Average per carload ------------------------

95,659

20,260

This.line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on availablemformation, this upgrading would include
the replacement of a total of 700 crossties (an average
of 148 crossties per mile).

Recommendation

It is recommended that the Pittsford Running Track °

be included in the ConRail System.

PORTION OF THE AUBURN BRANCH

USRA Line No. 98

Penn Central

VICTOR

_" r ,rPORTION, AUBURN
BRANCH, PC

,/ .PC to Syracuse
CANANDAIG. U
CANAWDAIGUA
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- This portion of the Auburn Branch, formerly part of
the New York Central RR, extends from Canandaigua
(Milepost 76.0), to Victor, N.Y. (Mfilepost 84.5), a dis-
tance of 8. 57ls, in Ontario County, New York. A con-
tinuation of this line runs from Canandaigua to Syra-
cuse. This line was described as potentially excess in the
U.S. DOT Report (see Zbne. 52).°

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Victor 239

Total carloads generated by the line. --- --....... 239
* Average carloads per week ........ ------- 4.6

Average carloads per mile ................... 28.1
* Average carloads per train -------------- 4.8

1973 operating information:
Number of round trips per year ............. 50
Estimated time per round trip (hours) -------------- 2.0
Locomotive horsepower ----- 2, 000
Train crew size 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated con-
cern about the potential increase in transportation costs
if the shippers are forced to use motor carrier service.
Testimony also stated that a building and forest prod-
ucts manufacturer is considering the establishment of a
distribution center on this line.

Information for Line Retention Decision
Revenue received by PC -- 5-------------------, 521
Average revenue per carload--- - $358

Variable (avoidable) cost of continued
-service:

Cost incurred on the branch line .......- 68, 72-6
Cost of.upgrading branch -ine to FRA class

I (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line- 70, 633

Total variable (avoidable) cost .......--- 139,359

Net contribution class: Total- .................. (53,838)
Average per carload .. (225)
-This line would require no upgrading to meet the

requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Available
data indicates that, with the establishment of a proposed
new firm on this line, the traffic volume may increase by
900 to 1,100 carloads annually.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Auburn Branch not be included in

the ConRail System, the possibility of immediately in-
creasing revenue must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an an-
nual excess financial burden amounting to $53,838 or
$225 per carload. Recovery of costs would require ap-
proximately a two-fold increase in traffic or a 63 percent
rate increase over the 1973 levels.

TRANSIT ROAD RUNNING TRACK

USRA Line No. 100-101

Penn Central

Oakfield Secondary
TRANSIT jTrack, PC

8.6 miles JTo Oakfield

TRANSIT ROAD 04,4

RUNNING TRACK. PC-'',.
AKRON JUNCTION

S"- PC tO Buffalo

The Transit Road Running Track, formerly part of
the New York Central RR, extends from Akron Junc-
tion (filepost 17.9) to Transit, N.Y. (Milepost 26.5),
a distance of 86 miles, in Erie County, N.Y. This
line connects at Akron Junction with the Oakfield Sec-
ondary Track of the PC. In October 1972, the PC
applied to the ICC for permission to abandon the por-
tion of this line from Clarence Center (M.P. 25.0) to
Transit, a distance of 1.5 miles (Docket No. AB-5,
Sub. 120). No action has been taken on this application.
This line was described as potentially excess in the
U.S. DOT Report (see Zone 49).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Clearance Center. 293
Transit ------ -19

Total carloads generated by the line 312
Average carloads per week - .. - 6.0
Average carloads per mile 36.3
Average carloads per train 2.1
1973 operating informatfon:

Npmber of round trips per yea r-..... 150
Estimated time per round trip (hours) 4. 0
Locomotive horsepower-. 1,600
Train crew size ---- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" related pri-
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marily to the mislocation of Clarence Center on the
Zone map.

Information for Line Retention Decision

Revenue received by PC ----------------------- $151, 840
Average revenue per carload ---------- $486

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line------- 97,791
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ---- 23, 565
Cost incurred beyond the branch line--: 76,897

Total variable (avoidable) cost ------------- 198,253

Net contribution (loss) : total ------------------- (46,413)
Average per carload (148)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, -which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would include
the replacement of a total of 4,300 crossties (an average
of 500 crossties per mile).

Preliminary Recommendation

It is vot recommended that the Transit Road Running
Track be included in the ConRail System. Continued
operation of thig line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $46,413 or $148 per carload. Re-
covery of costs would require approximately a 60 per-
cent increase in traffic or a 30 percent rate increase
over the 1973 levels.

PORTION OF THE ONTARIO SECONDARY TRACK

USRA Line No. 102

Penn Central

Portion, Ontario
Secondary Track, PC

OSWEGO -

4P\oenPh \F Branch, PC

WILLIAMSON • Wallington% V

PC to Suspension PORTION, ONTARIO Syracuse Branch. EL
Bridge SECONDARY TRACK. PC \r,, Sodas Bay

Secondary Track, PC

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RR, extends from
Oswego (Milepost 26.6) tof Wiltiamson, N.Y. (Mile-
post 72.0), a distance of 45.4 miles, in Oswego, Cayuga

and Wayne Counties, New York. A continuation of this
line runs from Oswego to Scriba (also under study in
this report). At Oswego, this line connects with the
Phoenix Branch of the PC and the Syracuse Branch
of the EL Railway. The Sodus Bay Secondary Track of
the PC (also under study in this report) intersects at
Wallingtoli A westerly continuation of this line runs
from Williamson to Suspension Bridge (also under
study in this report). This line was described as poten-
tially excess in the U.S. DOT Report (see Zones 40,
47 and 52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Furniss ------------------------------------------ 4
Hannibal ---------------------------------------- 102
Crocketts -------------------------------------- 80
Red Creek ----------------------------------------- 221
Wolcott ------------------------------------------ 329
North Rose ---------------------------------------- 50
Alton -------------------------------------------- 41
Sods ------- ------------------------------------ 52
E. Williamson ------------------------------------- 72
Williamson -------------------------------------- 544

Total carloads generated by the line ----------- 1, 445
Average carloads per week --------------------------- 27.8
Average carloads per mile ---------------------------- 3 1.8
Average carloads per train --------------------------- 0.0
1973 operating information:

Number of round trips per year ------------. ---- 220
Estimated time per round trip (hours) ------------- 11.0
Locomotive horsepower ---------------------------- 1, 600
Train crew size ------- - ..............-------------- 5

Information Provided by.RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in theif
reports entitled "The Public Response to the Secretar4
of Transportation's Rail Service Report" indicated that
several firms along this line are very concerned about
the potential loss of rail service to Red Creek, Hannibal'
and Sterling. Rochester Gas & Electric has chosen Ster-
ling as one of two alternative sites for a new coal-fired
generating- station.

Information for Line Retention Decision

Revenue received by PC ------------------------ $031, 001
Average revenue per carload -------------- $437

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 493, 040
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 104, 634
Cost incurred beyond the branch line ---- 445,380

Total vdrIable (avoidable) cost ------------ 1, 043, 054

Net contribution (loss) : total ....--------------- (411,393)
Average per carload --------------------- (285)



This-line would require upgrading to meet the re-

quirements of the Federal Railroad Administration's
minimumsafety standards (Class I track which has a

maximum safe operating speed of-10 mph). Based on

available information, this upgrading would include

the replacement of a total of 22,700 crossties (an aver-

age of 500 crossties per mile). The traffic p~otential on

this line appears to depend largely on the site chosen

by Rochester Gas & Electric for its proposed generating

station. Available information indicates that this new

plant-potentiallyi would require 90 carloads of coal per
day.

Preliminary Recommendation

Although the preliminiary recommendation is that

-this portion of the Ontario Secondary. Track not be

included in the ConRail System, the possibility of im-

mediately increasing revenue must be explored before

a final recommendation can be made. Without imne-

diately increasing revenue, continued operation of this

line would require a rail service continuation subsidy.

-Under 1973 traffic, revenue and cost levels, this line

generates an aniual excess financial burden amounting

to $411,393, or $285 per carload. Recovery of costs

would require approximately a two-fold increase in

traffic, or a 65 percent rate increase over the 1973 levels.

Costs may also be reduced by reducing frequency, al-

though this alone will not make the line viable.

PORTION OF THE ONTARIO SECONDARY

TRACK

USRA Line No. 102A

Penn Central
POkTION OF ONTARIO
SECONDARY TRACK,PCPC to SCRIBA

Suspension- OSWEGO s

-Bridge .-

\4-Phoenix
Syracuse- - Branch, PC,
Branch, ELI. to Syracuse

This portion of the Ontario Secondary -Track, for-

merly part of the New York Central R1R, extends from

,Sriba (Nine-Mile Point) (Milepost 22.2), to Oswego,

N.Y. (Milepost 24.3),-a distance of 2.1 miles, in Os-

wego County, N.Y. At Osweg6 this line connects with

the Phoenix Branch of the PC and the Syracuse Branch

of -thp EL. A westerly continuation runs to Suspension

Bridge (also under study ii this Report). This line was

described as potentially excess in the U.S. DOT Report
(see Zone 46).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Oswego 2 - 5112

Total carloads generated by the line .... 512
Average carloads per week_______ 9.8
Average carloads per mile--____. 243.8
Average carloads per train -...... 3.3
1973 operating Information:

Number of round trips per year . .156
Estimated time per round trip (hoursi - 2.5
Locomotive horsepower ..... - -- -- 2, 00
Train crew size ----- 4

'Includes only traMc on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
th Rail Services Planning Office as -reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Alcan Aluminum Co., located at Oswego Mill on this
line, employs 801 people. Its original investment was in

excess of $100 million, and construction costing $20 mil-
lion is now underway to increase capacity of this plant.

In-testimony submitted at Albany, N.Y. hearings,
Clifford G. Pealson, Alcan Aluminum, confirmed con-
struction of additional facilities at their plant. He also
indicated that in 1973 they shipped 559 rail carloads
and received 3,176 carloads.

Information for Line Retention Decision

Revenue received by P - $235,862
Average revenue per carload.----- $461

Variable (avoidable) cost of continued
service: '

Cost incurred on the branch line---- 46,735
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) ____ U, 209
Cost Incurred beyond the branch line--_ 126,215

Total variable (avoidable) cost--.-- 178;159

Net Contribution (loss): total-- 57,703

Average per carload - 113

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards Class I track which, has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading woulil include
the replacement of a total of 50 crossties (an average
of 21 crossties per mile).

Recommendation

It is recommended that this portion of the Ontario
Secondary Track be included in the ConRail System.



PORTION oF THE ONTARIO SECONDARY TRACK

USRA Line No. 703-104

Penn Central

WINDSOR Union
BEACH 21.0 miles Hill WILLIAMSON

PCto-1  .I PORTION OF ONTARIO P to ScribaCharlotte I SECONDARY

Rochester -- TRACK, PC /
Running Track,
PC

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RR., extends from
Willianison (Milepost 72.0) to Windsor Beach, N.Y.
(Milepost 93.0), a distance of 21.0 miles, in Wayn and
Monroe Counties, N.Y. An easterly continuation
of this line runs from Williamson to Scriba (also under
study in this report). At Windsor Beach, this line con-
nects with the Rochester Running Track of the PC (also
under study in this report). A westerly continuation of
this line extends from Windsor Beach to Charlotte. In
August 1973, the PC applied to the ICC for permission
to abandon the portion of this line from Williamson
to Union Hill (Milepost 81) Docket No. AB.-5, Sub. 75.
No action has been taken on this application. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 4).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ontario ---------------------------------------- 78
Union Hill ---------------------------------------- 39
Webster ------------------------------------
Sea Breeze ------------------------------- ---------- 1

Total carloads generated by the line -------------- 335
Average carloads per week ---------------------------- 6.4
Average carloads per mile ............ 16. 0
Average carloads per train ------------ ------------- 4.2
1978 operating information:

Number of round trips per year --------------------- 80
Estimated time per round trip (hours) --------------- 8.0
Locomotive horsepower ----------------------------- 1,.600
Train crew size ------------------------------------- 5

Information Provided by RSPO, Shippers, Government.

Agencies

Information provided at the-hearings conducted by
the Rail Services Planning Office as reflected in their
report entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated a
general concern about the high cost of alternative trans-
portation and the resulting impact on the involved
firms. One shipper located at Webster anticipates a sub-
stantial increase in outbound carloadings over the next
few years.

Information for Line Retention Decision

Revenue received by PC ------------------ ----- $111, 990
Average revenue per carload -------------- $334

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on -the branch line ------- 185,511
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
Cost) ---------- ----------------- 43,453

Cost incurred beyond the branch line .... 92, 092

Total variable (avoidable) cost ------------- 821, 050

Net contribution (loss) : total ------------------- (209, 060)
Average per carload --------------------- (624)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include tho
replacement of a total of 9,600 crossties (an average of
457, crossties per mile). Available data indicates antici-
pated traffic growth on tWis line of approximately 700
carloads over the next seven years.

Preliminary Recommendation
. It is not recommended that this portion of the Ontario

Secondary.Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $209,060 or $624 per car-
load. Recovery of costs would require approximately a
ten-fold increase in traffic or a 190 percent rate increase
over the 1973 levels.

PORTION OF THE ONTARIO SECONDARY TRACK

USRA Line No. 105/107

Penn Central
RIVERVIEW Hamlin CHARLOTTE

766PC to
PC to PORTION OF: Windsor Beach
Suspension ONTARIO
Bridge SECONDARY Charlotte

TRACK, PC ': 4- Secondary Track
B&O RR to Rochester. PC

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RR, extends from
Uharlatte (Milepost 95.6) to Riverview, N.Y. (Mile-
post 172.2), a distance of 76.6 miles, in Monroe, Orleans
and Niagara Counties, N.Y. An easterly continuation of
this line runs from Charlotte to Windsor Beach and a
westerly continuation runs from Riverview to Suspen-
sion Bridge (the latter also under study in this Report).
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At Charlotte, this line connects -with the Charlotte Sec-
ondary Track of the PC and with the B&O RR. In Au-

gust 197-9, the PC applied to the ICC for permission to

abandon the portions of this line from Hamlin (Mile-

post 111.0) to Ri erview, Docket No. AB-5 (Sub. No.
90). No action has been taken on this application. This

line was described as potentially excess in the U.S. DOT

Report (seeZones 47 and 49).

Tr6ffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Odenbach 0---------- - 0
Hilton -------- 16

'Walker 1
-..... -- --------------- 598

Morton -- -- ---- - --------- 9

Carlton ----------------
Waterport ------------------------ -.. . . . 24
Ashwood- 0
Iyndonville ----------------- -- 45
Millers- - --- 0
Barker - -------- 50
Appleton -------------------- 2
B3urt ---- -----..- 1
Wilson- --- - 99
Elberta ---------- 8

Ransomville ---------------- 196.
Model City -------------

Total carloads generated by the line_--- --- 1, 086

Average cailoadg per week- ---- 20.9
Average carloads per mile ------------------- 14.0
Average carloads per train ..--------------......... -- 10.4

1973 operating information:
Number of round trips per year ----------------- 104

Estimated time per round trip (hours) 12.0
Locomotive horsepower ... --- ------------ 1,600
Train crew size ----------------- 5

Information Provided by RSPO, Shippers, Government
Ageucies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that

Allied -hemical. Duffy-Alott, Seneca Food Corp., and

Comstock Foods shipped more than 100 carloads per
year.

Information for Line Retention Decision

Revenue received by PC ------------------ , 330
Average revenue per carload------ - $538

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-_._:-- 599,736
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 176,225

Cost incurred beyond the branch line- 315,012
Total variable (avoidable) cost- .........- 1,090,973

Net contribution (loss) : total - ------ (506, 64)
Average per carload ------------------- (467)

This line -would require upgrading to meet the re-
quirements of the Federal Railroad Administration's

minimum safety standards. Based on available infor-
mation, this upgrading would include the replacement
of a total of 38,250 crossties (an average of 492 per
mile).

Information was received indicating that Alcoa Alu-
minum plans to locate a plant in Lewiston, N.Y., which
would ship 200 to 600 carloads per year. However, a
190 percent increase in traffic would be required for
financial self-sufficiency.

Preliminary Recommendation
It is -not recommended that this portion of the On-

tario Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $506,643 or $461.
per carload.

PORTION OF THE ONTARIO SECONDARY
TRACK

USRA Line No. 106

Penn Central
PORTION ONTARIO PC to ChOAtO

SECONDARY TRACK. PC

CHR to Hir- 1eaE
9IaWI.U Tntu~tORieit$) EL_ PCoFndestr

.A. _ CP 82 CP $L

-SUSPENSON:P 9 CP 61
BRIDGE

his Tr sdagS Piths) HNZ J=cdI-0 Ry EL to afr',a

To:iat'. Frlls PCts Bilf
ra, (LVh.sTrakast.

Rizftts t3 Toaswmis Iindmo)

This portion of the Ontario Secondary Track, for-
merly part of the New York Central RR, extends from
Riverview (Milepost 172.2). to Suspension Brdge, N.Y.
(M1filepost 1754), a distance of 32 mz7es, in Niagara
County, N.Y. From Riverview a continuation of this
lin" runs to Scriba (also under study in this Report).
At Suspension Bridge this line connects with the Mont-
rose Branch, Niagara Branch and Falls Road Branch
of the PC, the Grand Trunk Ry, the N&W, LV, EL, and
C&O. This line was described as potentially excess m
the U.S. DOT Report (see Zone 49).
Traffic and Operating Information
Stations (with their 1973 carloads) servedby thLline:

Niagara Falls_ 1,305
Suspension Bridge- ---- 3,212

Total carloads generated by the line....- 4,51T
Average carloads per week- - ----- 86- 9
Average carloads per mile- ------ 1,41. 6
Average carloads per train -------- 18.1
1973 operating Information:

Number of round trips per year--- 250
Estimated time per round trip (hours)-- 9
Locomotive horsepower ----- 1, 500
Train crew size . 4
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Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the-hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Information received by
USRA from the State of New York and the Niagara-

Frontier Transportation Committee indicated that-
there is considerable interest in working with the rail-
roads to rationalize the urban rail plant.

Information for Line Retention Decision

Revenue received by PC -------------------- $2, 567,037
Average revenue per carload ------------- $568

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line------ 213, 538
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 4,411

Cost Incurred beyond the branch line- 1, 210, 843

Total variable (avoidable) cost --------- 1, 428, 792

'Net contribution' (loss) : total - --_. 1,138,245-
Average per carload.------------- 252

This line would require upgrading to-meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a. total of 100 crossties (an average
of 31 crossties per mile).

Recommendation

It is recommended that this portion of the Ontario
Secondary Track be included in the ConRail System.

SODUS BAY SECONDARY TRACK

USRA Line No. 108

SODUS POINT
.- /- Ontario Secondary

Wallington J 4 Track, PC

Marion Industrial ___--- __SODUS BAY
Track, PC 7  I -'SECONDARY

%% ' /I4.5 niles TRACK, PC

Buffalo-Albany
Main Line, PC

NEWARK

The Sodus Bay Secondary Track, formerly part of
fhe Pennsylvania RR, extends from Newark (Milepost
18.8) to Sodwsy Point, N.Y. (Milepost 33.3), a dfstance

of 14.5 mies, in Wayne County, New York. At Wallirn,.y
ton, this line connects with the Ontario Secondar
Track of the PC (also under study in this report). 1,
Newark, this line connects with the Marion Industrial
Track of the PC (also under study in this report.), and
with the Buffalo-Albany line of the P0. In October
1972, the PC applied to the ICC for permission to aban-
don this line. Docket No. AB-5, Sub. 133. No action
has been taken on this application., This line was do-
scribed as potentially excess in the t.S. DOT Report
(see Zone 47).

Traffic and Operating Information
Stations (with their 173 carloads) served by this line:

Sodus Center ----------------.-....------ a1
Wallington ----- 7 -----------...........------- 21
•Sodus Point- ..------------.--------------------- 47

Total carloads generated by the line ------------- 70
Average carloads per week --------------------------- 1.15
Average carloads _per mile -------- ------------ 5.
Average carloads per train --------------------------- 1.6
1973 operating Information:

Number of round trips per year --------------------- 0
Estimated time per round trip (hours) ------------ 4
Locomotive horsepower ----------------------------- 00
Train crew size ------------------------------- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" centered on
the traffic potential of this line. In late November 1973,
G nesee Brewing at Sodus Point began using rail serv-
ice much more heavily.

Information for Line Retention Decision

Revenue received by PO0------------------------ - $45, 570
Average revenue per carload ------------- $577

Variable (avoidable) cost of continued serv.
ic6:

Cost Incurred on the branch line -------- 112, 836
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) ... 0
Cost incurred beyond the branch line.... 30, 842

Total variable (avoidable) cosL- ------------ 148, 178

Net contribution (loss) :,total ------------------ (97, 002)
Average per carload ---------------------- (1,280)

This line would require no upgrading to meet. the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track whioh has
a maximum safe operating speed of 10 m.p.h.). Avail-
able data indicates that this line has experienced a
large increase in traffic in 1974 duo to the increased
use of rail service by Genesee Brewing Company.



Preliminary Recommendation

Although the preliminary recommendation is that
the Sodus Bay Secondary Track not be included in
the ConRail System,, the possibility of immediately
increasing revenue must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this hie would
require a rail service continuation subsidy. Under
1973 traffic, revenue and cost levels, this line generates
an annual excess financial burden amounting to $97,602
or $1,236 per carload Recovery of costs would require
approximately a six-fold increase in traffic or a 200 per
cent rate increase over the 1973 levels.

MARION INDUSTRIAL TRACK

USRA Line No. 109-110

Penn Central

PORTION OF
MARION i
INDUSTRIAL Sodus Bay

TRACK, PC I Secondary Track,
PC

MARION

\ NEWARK

)--"Buffalo-Albany
Main Line,PC

The Marion Industrial Track, formerly part of the
Pennsylvania RR, extends from Newo-k (Milepost 0.0)
to f[aridn, N.Y. (Milepost 8.9), a distance of 8.9 wes,
in Wayne dounty, New York. At Newark, this ine con-
nects with the Buffalo-Albany Line and the Sodus Bay
Secondary Track of the PC (also under study in this
report). This line was described as potentially excess
in the 1l.S. DOT Report (seeZone 47).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Marion --------------- ...--------------- 4S7

Total carloads generated by the line.--------- 48T
Average carloads per week ------- --- 9.4

Average carloads per mile. -54.7
Average carloads per train--- 3.9
1973 01erating information:

Number of round -trips per year -2-------------- 5
Fstimated time per round trip (hours)---- 5.0
Locomotive horsepower- -------......--------- o600

Train crew size -.-------------- - --------- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their
reports entitled "The -Public Response to the Secretary
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of Transportation's Rail Service ReporV' concerned the
potential impact on the agricultural community and the
extra costs of using motor carrier service.

Information for Line Retention Decision

Revenue received by PC.... $197, 051
Average revenue per carload .406

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line---____ 105, 804
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)- 53, 643
Cost Incurred beyond the branch line.--- 140,600

Total variable (avoidable) cosT.... 300,041

Net contribution (loss): total--- -- (102,996)
Average per carload- - - (211)

This line would require upgrading to meet the re-
quiremdnts of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.pih.). Based on
available information, this upgrading would include the
replacement of a total of 5,.340 crossties (an average of
600 crossties per mile).

Preliminary Recommendation

It is not recommended that the Marion Industrial
Track be included in the ConRail System. Continued
operation of thig line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $102,996 or $211 per carload.
Recovery of costs would require approximately a two-
fold increase in traffic or a 50 percent rate increase over
the 1973 levels.

ROCHESTER RUNNING TRACK

USRA Line No. 11

Penn Central

Ontario

WINDSOR Secondary
BEACH Track, PC

PORTION OF -4 I
ROCHESTER I 7.3 miles
RUNNING % 1 64
TRACK, PC \ ROCHESTER(STATE STREET)

Rochester

The Rochester Running Track, formerly part of the
New York Central RR, extends from Windsor Beaca
(Milepost 0.0) to Rochester, N.Y. (Milepost 7.3), a
distance of 7.3 mies, in Monroe County, N.Y. At Wind-
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sor Beach this line connects with the Ontario Second-
ary Track of the PC of which the portion to the east is
also under study in this Report. This line was described
as potentially excess in the U;S. DOT Report (see-Zone
47).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rochester - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 404

Total carloads generated by- the line ----------- 404
Average carloads per week ------------------------- 7.8
Average carloads per mile ---------- ------------------ 55.3
Average carloads per train --------------------------- 3.9
1973 operating information:

Number of round trips per year ------------------- 104
Estimated time per round trip (hours) --------------- 8
Locomotive horsepower ------------------------ 3,000
Train crew size ------------------------------------ ' 5
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." USR-A staff has found that
the Rochester Gas & Electric power plant at M.P. 7.0
converted five of its six boilers to oil in mid-1973.

Information for Line Retention Decisioh
Revenue received by PC ---------------------- $134, 010
Average revenue per carload ------------- $332

Variable (avoidable) cost of continued -
service:

Cost incurred on the branch line ------- 125, 652
Cost of upgrading branch line to ERA

Class i: (1/10- of total upgrading
cost) ------------------------- 24,719

Cost incurred beyond the branch line-- 68,092

Total variable (avoidable) cost ----------- 218,463

Net cbntribution (loss): Total ------------- (84,453)
&verage per carload --------------------- (209)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on
Dvailable information, this upgrading would include the
replacement of a total of 3,650 crossties (an average of
500 crossties per mile).

Preliminary Recommendation

It is wt recommended that the Rochester Running
track be included in the ConRail System. Continued
3peration of this line would require a rail service con-

tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $84,453 or $209 per carload. Recovery
of costs would require approximately a 130 percent
increase in traffic or a 60 percent rate increase over the
1973 levels. The final recommendation for this line
requires additional information concerning the long-
run use of coal at the Rochester Gas and Electric plant
served by this line.

PORTION OF THE CALEDONIA SECONDARY
TRACK

USRA Line 172

Penn Central

PC to Syracuse PORTION OF CALEDONIA
\' /" SECONDARY TRACK, PC B&O to Rochester

•AT- / .'"'. P&L JunctioniBATAVIA I, ".,.. .",. ....

~J. ~ LOROY ~G& JUCTIONI

PC toBuffalo _ Caledonia
.- -- 4"3miese-', --'- . LV to Gcnova

880 to Eaot [l: "..
LV t~io Bufl Sato.nanca Genesee & Wyomng EL to Avon and

EL to Attica RR to Retsor Rochester

This portion of the Caledonia Secondary Track, for-
merly part of the New York Central RR, extends from
Caledonia (Milepost 32.7)- to Batavia, N.Y. (Milepost
49.0), a distance of 16.3 Tile, in Genesee and Livingston
Counties, N.Y. At Batavia, this line connects with the
Buffalo-Albany Line of the PC, and the Erie Lacka-
wanna Attica Branch. At LeRoy, this line connect with
the B&O Railroad and the Erie Lackawanna Attica
Branch. At G&W Jtinction, this line connects with the
Genesee & Wyoming Railroad. This line, except for
small portions near Batavia and near G&W Junction,
was described as potentially excess in the U.S. DOT
Report (see Zones 47 and 48).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Caledonia ------------------------------------ 8, 092
Le Roy -------------------------------------------- 307
Stafford ------------------------------------------ 10

Total carloads generated by the line ------------- 8,409
Average carloads per week ---------------------------- 161.7
Average carloads per mile --------------------------- 510
Avbrage carloads per train ---------------------------- 24.0
1973 operating information:

Number of round trips per year -------------------- 350
Estimated time per round trioi (hours) -----------------
Locomotive horsepower ----------------------------- 1,600
Train crew size -----------------------------------
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'Information Pr'ovided by RSPO, Shippers, Government

Agencies

lNo specific infoimation concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transpor-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC $3, 33-, 0- -
Average revenue per carload--------- $397

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 301,205
'Cost of upgrading branch line to ERA

Jlass I: (1/10 of total upgrading
cost) - ----------- 27,125

'Cost incurred beyond the branch line 2,331,117

Total variable (avoidable) cost ----------- 659,447

Net contribution (loss) totaL 670, 611
Average per carload____ 80

This lmne would require upgrading to meetthe require-
ments of the Federal Railroad Administration's mini-
mum safety'standards (ClasA I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this'zpgrading would include the
replacement of a.total of 5,600 crossties (an average of
392 crossti~s° per mile).

Recommendation

It is recommended that this portion of the Caledonia
Secondary Track be included in the ConRail System.

PORTION OF THE ROCHESTER BRANCH

USRA Line No. 714a

Penn Central

To LV

ROCHESTER
-"~ (LINCOLN PARK)

B&0
- 3.1 miles

PORTION, ROCHESTER /
BRANCH, PC T- ET o EL

SCOTTSVILLE YARD

This portion of the Rochester Branch, formerly Part
of the Pennsylvania RR, extends from Rochester (Mile-

-post 0.0) to Scottsvile Yard, N.Y. (Milepost 3.1), a

distance of 31 mi7es, in Monroe County, N.Y. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 47).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rochester 1  264

Total carloads generated by the line 264
Average carloads per wee. .. _5.1
Average carloads per mile____-_ 85.2
Average carloads per train___ 2.5
1973 Operating Information:

Number of round trips per year------- 104
Estimated time per round trip (hours) 4.0
Locomotive horsepowe .. - 1,50)
Train crew size .... 5
' Includea only trame on this zenent.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

."The Public Response to the Secretary of Transporta-
tion's Rai Service Report,"

Information for Line Retention Decision

Revenue received by PC .... - _ $76,669
Average revenue per carload- _.--- . $M290
Variable (avoidable) cost of continued

service:
Cost Incurred on the branch line __ 53,480
Cost of upgrading branch line to ERA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line-- 5-5,872
Total variable (avoidable) cost- 109,352

Net Contribution (loss) : Total____ (32, 683)
Average per carload'.... (124)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I Track, which has a
maximum safe operating speed of 10 mph).-

Preliminary Recommendation

It is vot recommended that this portion of the Roch-
ester Branch be included in the Con:Rail System Con-
tinued operation of this line -would require a rail service
continuation subsidy. Under 1973 traffic, revenue and

-c cost levels, this line generates an annual excess financial
burden amountingto $32,683 or $124 per carload. Recov-
ery of costs would require approximately a 160 percent
increase in traffic or a 45 percent rate increase over the
1973 levels.



WALLKILL VALLEY BRANCH

USRA Line No. 136

Penn Central

Catskill Mountain -
Branch, PC

WALLKILL \

VALLEY pc--
BRANCH,PC

CATSKILL MOUNTAIN BRANCH

USRA Line No. 137

Penn Central

BLOOMVILLE

KINGSTON
1 -O Kingston Point
I
|River Line, PC

P MONTGOMERY

; -EL to Campbell Hall

The Wallkill Valley Branch, formerly part of the
New York Central RR, extends from Kingston (Mile-
post 0.0) to MontgomeMyj N.Y. (Milepost 33.0), a,
distance of 33.0 miles, in Ulster and Orange Counties,
N.Y. At [Kingston, this line connects with the
River Line and the Catskill Mountain Branch of the
PC. The latter is also under study in this report. At
Montgomery, this line connects with the EL line to
Campbell Hall. This line was described as potentially
excess in the U.S. DOT Report (see Zone 56).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
most products shipped over this line are bulk commodi-
ties traveling long distances, therefore requiring rail
service. A lumber company located at Walden regis-
tered a substantial increase in rail traffic in 1973 over
its 1972 shipments. A paper products company, also
located at Walden, has indicated plans to open a new
plant, contingent on the availability of rail service,
which will generate approximately 600 carloads per
year.

Information for Line Retention Decision

This line is required for through freight service;
therefore, local rail service will be provided to all
shippers.

Recommendation

It is recommended that this portion of the Wallkill
Valley Branch be included in the ConRail System.

The Catskill Mountain Branch, formerly part of the
New York Central RR, extends from Kingston (Mile,
post 2.9) to Bloomille, N.Y. (Milepost 86.3), a dis-
tance -of 83.4 miles, -in Ulster, Delaware and Schohario
Counties, New York. At Kingston, this branch connects
with the River Line and the Wallkill Vall6y Branch of
the PC. The latter is also under study in this report. In
April 1972, the PC applied to the ICC for permission
to abandon this branch (Docket No. AB-5, Sub. 10). In
August, 1974, the PC applied to the USRA for pormis-
sion to abandonthe branch (Docket No. 75-11). No final
action has been taken on either application. This line
was described as potentially excess in the U.S. DOT
Report (see Zones 54 and 56).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
W. Hurley -------------------------------------- 0
Phoencia ----------------------------------------- 2
Grand Hotel --------------------------------------- 0
Fleischmanns ------------------------------------- 42
Arkville ------------------------------------------ 7
Halcottville --------------------------------------- 1
Roxbury ------------------------------------------ 840
Grand Gorge ------------------------------------ 23
Stamford ------------------------------------ ---- 330
Hobart ------------------------------------------- 3
South KortrighL---------------------------------- 87
Bloomville ----------------------------------------

Total carloads generated by the line -------------- &7
Average carloads per week --------------------------- 10.3
Average carloads per mile ------------------------- 1 10. 1
Average carloads per train --------------------------- 4.7
1973 operating information:

Number of round trips per year -------------------- 180
Estimated time per round trip (hours) -------------- 11.5
Locomotive horsepower - . ..------------------------- 1, 800
Train crew size ------------.....------------------- 5
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-CATSKILL MOUNTAIN
BRANCH, PC

14-River Line, PC

*,, KINGSTON
I ! 'bKingson Point
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Information Provided by RSPO, Shippers, Government
Ageficies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
further-elimination of rail access might destroy the eco-
nomic viability of certain key industries, agriculture in
particular. Assemblyman George J. Farrell noted that
there are several light industrial firms along this route
which provide vital jobs and tax income for this eco-
nomically depressed region. The State of M.Y. DOT
reported that this line operated at a loss of $126,000 on
900 carloads of traffic between Kingston and Stamford.
If the line were abandoned, the community loss would
be $91,611 annually, while the property tax loss would
amount to $72,000.

Information for Line Retention Decision

Revenue received by -PC -------------------- $401, 715
Average revenue per carload ------------- $474

'Variable {avoidable) cost of continued
service:

Cost incurred on the branch line....... 672, 431
Cost of upgrading branch line to FRA'

Class I: (1/10 of total upgrading cost) 97, 579
Cost incurred beyond the branch line___- 326,107

Total variable (avoidable) cost------------ 1, 090,117

Net contribution (loss) : total ..... --------------- (694,402)
Average per carload ------------------- (819)

This line would require upgrading to meet the re-
quirements-of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the

- replacement of a total of 18,000 crossties (an average of
215 crossties per mile).

Preliminary Recommendation

It is not recommended that the Catskill Mountain
Branch be included in the ConRail System. Continued
operation of this line would require a rail service contin-
uation subsidy. Under 1973 traffic, revenue and cost lev-
els, this line generates an annual excess financial burden,

-amounting to $694,402 or $819 per carload. Recovery
of costs would require approximately a nine-fold in-
crease in traffic or a 170 percent rate increase over the
1973 levels. Costs may also be lowered by reducing fre-
quency, although this alone will not make the line
viable.

PORTION OF THE ELMIRA SECONDARY
TRACK

USRA Line No. 230a

Penn Central

S/,..LV to Horseheads

EL to Chicago (PC has
Trackage Rights Elmira
to Horseheads)

! ELMIRA (SOUTHPORT
JUNCTION)

PORTION OF ELMIRA /EL to Hoboken (LV
SECONDARY TRACK. PC *,- has Trackage Rights

\to Waverly)

SOUTHPORT

PC to Williamsport

This portion of the Elmira Secondiiry Track, form-
erly part of the Pennsylvania RR, extends from South-

port (Milepost '4.0) to Elmira (Southport Junctin),
N.Y. (Milepost 76.5), a distance of 25 miles in Che-
mung County, N.Y. At Elmira, this line connects with
the Jersey City-to-Chicago Line of the EL over which
PC has trackage rights to Horseheads. From Southport.,
this line continues to 'Williamsport (also under study
in this Report). LV also serves Elmirm and HErorseheads
via trackage rights over the EL from Waverly. This
line was described as potentially excess in the U.S. DOT-
Report (see Zone 52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line.:
Elmira Southport 48

Total carloads generated by the line_. 48
Average carloads per weekL....___ 0.9
Average carloads per mile-_ 19.2
Average carloads per train- .... 0.9
1973 operating information:

Number of round trips per year- 52
Estimated time per round trip (hours) 1. 0
Locomotive horsepower .... 2, 000
Traln crew size ...... 5
' Includes only traflic on segment.

Information Provided by RSPO, Shippers, Government

Agencies*

No specific information concerning this line ivas
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."
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Information for Line Retention Decision

Revenue received by PC ---------------------- $17, 802
Average revenue per carload --------------- $371

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 24,011
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 2,848
Cost Incurred beyond the branch line ------- 7,897

Total variable (avoidable) cos- -------------- 34,756

Net contribution (loss) : total------------------- (16, 954)
Average per carload --------------------- (353)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standard's (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 800 crossties (an average of
320 crossties per mile).

Preliminary Recommendation

It is 7wt recommended that this portion of the El-
mira Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic, rev-
enue and cost levels, this line generates an annual excess
financial burden amounting to $16,954 or $353 per car-
load. Recovery of costs would require appioximately a
170 percent increase in traffic or a 95 percent rate
increase over the 1973 levels.

PORTION OF THE WATKINS GLEN

SECONDARY TRACK

USRA Line No. 237

Penn Central

To Himrod
Junction 'A PC to Starkey

and Himrod Junction

Watkins Glen WATKINS GLEN

Coming PORTION'OF
Branch, PC / i WATKINS GLEN

EL to Chicago1 7.4 mils SECONDARY
QoCrinag-\ N/- miles TRACK, PC

To Corning~-p/ -HORSEHEADS

PC to Elmira-
(Trackage Rights
Over EL)

This portion of the Watkins Glen Secondary Track,
formerly part of the Pennsylvania RR, extends from
Jiorseieadq (Milepost 0.0) to Watkins GZen, N.Y.

(Milepost 17.4), a distance of 17.4 miles, in Chemung
and Schuyler Counties, N.Y. A northerly contin-
uation of this line runs from Watkins Glen to Starkey
(also under study in this Report). This line connects
with a PC line which runs from Horsheads to Southport
(Elmira), via trackage rights over EL. The line from
Junction to Southport is also under study oiA this Re-
port. This line was described as potentially excess in
the U.S. DOT Report (see Zone 52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Horseheads ------------------------------------- 0
Millport ----------------------------------------.. 1
Montour Falls ------------------------------------ 73
Watkins Glen ------- . .------------------------- 3,244
Seneca Lake ------------------------------------- 0, 358

Total carloads generated by the line ----------- 10, 550
Average carloads per week -------------------------- 203.0
Average carloads per mile --------------------------- 600. 7
Average carloads per (train ------------------------- 44. 0
1973 operating information:

Number of round trips per year --------------------- 240
Estimated time per round trip (hours) -------------- 10,5
Locomotive horsepower .... ------------------- 4, 000
Train crew size -----------------------------------

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Westinghouse Electric employs over 2,000 persons at
the Horseheads plant and plans to build a siding at
Elmira. Thatcher Glass claimed it gets excellent service
from the Erie Lackawanna, but .that Penn Central is
not able to provide enough cars on time. The State
of New York stated that Iorseheads to Iimrod Jct.
track' generated $683,634 in annual profit.

Information for Line Retention Decision
Revenue received by PC --------------------- $3, 840,874
Average revenue per carload ------------- $364

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line- 499, 003
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 0

Cost incurred beyond the branch line-- 2,485,824

Total variable (avoidable) cost ------------ 2,984,827

Net contribution (loss) : total -------------------- 862, 0-7
Average per carload -------------------- 82

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
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minimun safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Available
data indicates that this line has neaiterm traffic growth
potential.

Recommendation

it is recommended that service to this portion of
Watkins Glen Secondary Track, be assumed by the suc-
cessor to the present EL (See Chapter 3). If transfer
of this service cannot be accomplished, then ConRail
will provide the service.

PORTION OF THE ELMIRA-HORSEHEADS LINE

USRA Line No. 231a

Penn Central

PC to Watkins Glen I
(EL has Trackage Rights)l

S " 1

EL to

HORSEHEADS .

Horseheads (LV)

Information Provided by RSPO, Shipping, Government
Agencies

Information concerning this line was provided at the
hearings conducted by the Rail Services Planning Office
as reflected in their reports entitled "The Public Re-
sponse to the Secretary of Transportation's Rail Service
Report."

Information for Line Retention Decision

Trackage rights over this portion of the EL are used
to serve USRA Segment 230a. The Preliminary
Recommendation for Segment 230a is that it not be in-
cluded in the ConRail System.

Preliminary Recommendation

It is -izt recommended that trackage rights over this
portion of the Erie Lackawanna be included in the
ConRail System.

PORTION OF THE WATKINS GLEN SECONDARY

TRACK

USRA Line-No. 231b

Penn Central

LV to Horseheads

Elnira

ELMIRA (SOUTHPORT
JUNCTION)

EL to Hoboken (LV has Trackage
Rights to Waverly)

This portion of the Elmira-Horseheads Line, which
involves trackage rights over the Erie Lackawanna Ry.,
Chicago-Jersey City line, extends from Elmira (South-
port Jwta,) (Milepost 271.9) to Horseheads, N.Y.
(Milepost 276.8), a distance of 4-9 mi&s, in Chemung
County, N.Y. At Horseheads, this section of trackage
connects with the Watkins Glen Secondary Track of
the PC over which EL has trackage rights (also under
study in this Report) and with the Chicago-Jersey
City line, of the Erie Lackawanna Ry. westward. At
Elmira (Southport Junction), this line connects with
the Elmira Secondary Track of the PC to Williamsport
(also under study in this Report) and with the
Chicago-Jersey City line of the EL eastward. This

-line was not described as potentially excess in the U.S.
DOT Report- (see Zone 52).

PC to Penn Yon

/4-PC to Geneva

4 Himrod Junction

!I
!I I

I !STARKE.
I~i -- - PORTION,"

II WATKINS GLEN

miles SECONDARY
. TRACK.PC

WATKINS GLEN

Coming Branch,/ PC to
PI Horseheads

/ oi/'To Coming

This portion of the Watkins Glen Secondary Track
formerly part of the Pennsylvania RR, extends from
WVatldns Glen (Milepost 17.4) to Starkey, N.Y. (Mile- -
post 29.5), a distance of '12.1 mies, in Yates and Schuy-
ler Counties, N .Y. Continuations of this line run from
Starkey to Himrod Junction and from Watkins Glen
to Horseheads. The latter is also under study in this
Report. The Coming Branch of the PC runs through

PC TRACKAGE
RIGHTS OVER E

/

PC to Williamsport



Watkins Glen, but it does not connect-with this por-
tion of the Watkins Glen Secondary Track. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 52).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
No shippers are served directly -by this line. The

adjoining segments can be served without using this
segment.

Preliminary Recommendation
It is not recommended that this portion of the Wat-

kins 'Glen Secondary Track be included in the Coh:Rail
System.

PORTION OF THE SODUS BAY SECONDARY,
TRACK

USRA Line No. 233/234

Penn Central

SENECA
CASTLE

Canadaigual
Track, PC , 0

Naples Branch, Stanley
LV P ,...#'

00 17.0 miles

SODUS BAY
SECONDARY
TRACK, PC

to Geneva

This portion of the Sodus Bay Secondary Track,
formerly part of the Pennsylvania RR, extends from
Seneca Castle (Milepost 4.9) to Penn Yan, N.Y. (Mile-
post 40.0), a distance of 17.0 miles, in'Yates and OntariQ
Counties, N.Y. (The mileposts are drawn from two
different Milepost series; 17.0 miles is the actual dis-
tance.) A continuation of this line runs south from Penn
Yan to Himrod Junction. At Stanley, this line con-
nects with the Naples Branch of the LV and the
Canandaigua Track of the PC. Both are also under
study in this Report. This line was described as poten-
tially 6xcess in the U.S. DOT Report (see Zone 52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Bellona -------------------------------------------- 52
Hall--------------------------------------------- 74
Seneca Castle ------------------------------------- 77
Penn Yan 1- - - - - - - - - - - - - - -  .- - - - - - - - - - - - - - - - - - - - - 321
Stanley .------------------------------------------ 37

Total carloads generated by the line -------------- 501
Average carloads per week --------------------------- 10.8
Average carloads per mile ------------------------. 3,3
Average carloads per train ----- -.-------------------. 0
1973 Operating information:

Number of round trips per year ------- ...------- 100
Estimated time per round trip (hours) -------------- 5.0
Locomotive horsepower-. ---------------- --------- 4,000
Train crew size ----------------------------------- 
2 includes onlitraflic on segment.

Information Provided- by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the-Rail Services Planning Office as reflected in their
report entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Penn Yan Chamber of Comnnerce stated 477 area
farms use 12,000 tons of lime annually, all of which is
brought in by rail. The town of Penn Yan handled
6,000 carloads in 1973. There are eleven businesses
located along this line. The Ieywood Wakefield Co.
purchased property in Penn Yan for manufacturing
furniture and is projecting an estimated 140 carloads
and employing 70 people. In its analysis of rail lines,
the N.Y. DOT reported that the entire 24 miles of track
between Seneca Castle and Himrod Jct. (via Penn Yan)
generated 745 carloads-of traffic and an annual profit of
$52,026. Correspondence addressed to USRA in Janu-
ary 1975, indicates that the State of New York would
like USRA to consider a service option between Febru-
ary 26th and the publication of the Final System Plan
in late July. Under the State's option, Penn Central

(ConRail) would operate the Stanley-Rushville seg-
ments of the Lehigh Valley Naples branch. Staniby is
located at Milepost 52, 12 miles north of Penn Yan,
and 5 miles south of Seneca Castle.

Information. for Line Retention Decision

Revenue received by PC --------------------------- $281, 045
Average revenue per carload ------------ $503

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 163, 28
Cost of upgrading 'branch line to FA

Class I: (1/10 of total upgrading cost)- 0
Cost Incurred beyond the branch line ---- 137,053

Total variable (avoidable) cost_ ------------ 300,338

Net contribution- (loss) : total ------------------- (18, 393)
Average per carload --------------------- (33)

630.
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This line 'would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Although
service to the entire line generates a loss, service to the
line from Milepost 40.0 to Milepost 40.5 (serving certain
shippers at Penn Yan who generated 321 carloads in
1973) would generate $152,598 in revenue and $93,453
in costs with a resulting net contribution of $59,145 or
$184: per carload.

Recommendation

. It is recommended that the portion of the Sodus Bay
Secondary Track from Milepost 40.0 to Milepost 40.5
be included in the ConRail System.

Preliminary Recommendation

It is not recommended that the portion of the Sodus
Bay Secondary Track from Milepost 40.5 to Milepost
4.9 be included in the ConRail System. Continued op-
eration of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $77,538 or $323 per carload. Re-
covery of costs would require approximately a 110 per-
cent increase in traffic or a 60 percent rate increase over
the 1973 levels.

PORTION OF THE CANANDAIGUA TRACK

USRA Line No. 238

Penn Central

PC to Seneca Castle

1 0.6 miles
PORTION. OF z LV to Geneva
CANANDA A IGU"
TRACK, PC .. oTSTANLEY

Sodus Bay

Naples Bran, Secondary Track,
LV PC.to Penn.Yan

This portion of the Canandaigua Track, formerly
part of the Pennsylvania RR,.extends fiom Milepost
52.2 to filepost 52.8, a distance of 0.6 minle, at Stanley,
Ontario County, 2R.Y. At Stanley, this line connects
with the Sodus Bay Secondary Track of the PC and
the Naples Branch of the LV, both of which are also--

under study in this Report. This line was described as
potentially excess in the U.S. DOT Report (see Zone
52.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Stanley' 34

Total carloads generated by the lne__..... 84
Average carloads per week-.__ __ 0.7
Average carloads per mle..M.....56.7
Average carloads per train.... .__.. 0.7
1973 operating information:

Number of round trips per year -...... 50
Estimated time per round trip (hours) 0.5
Locomotive horsepower . .4,000

Trahf crew slze--...... 5
1 Includes only traMc on segmenL

Information Provided by RSPQ, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

"Revenue received by PC -...... .
Average revenue per carload- ... $800

Variable (avoidable) cost of continued serv-
Ice:

Cost Incurred on the branch line- -.... 8,329
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) .... 1, 034
Cost incurred beyond the branch line..-- 11,745

Total variable (avoidable) cost---

W27,231

21,158

Net contribution (loss) : total-..... . 6,073
Average per carload------ 178

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include
the replacement of a total of 150 crossties (an average
of 250 crossties per mile). This line is served via USRA
Segment 233 which generated a loss of $7,538. The
Preliffiinary Recommendation is that Segment 233 not-
be included in the ConRail System.

Recommendation

It is vot recommended that this portion of the
Canandaigua Track be included in the ConRail System.
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16TH STREET TRACK

USRA Line No. 246

Penn Central
Chicago-
Jersey City
Line, EL OLEAN

*~ .~1..1 mile
16TH ST. Harrisburg-
TRACK,'PC Buffalo Line, PC

The 16th Street Track, formerly part of the Pemsyl-
vania RR, extends for- distance of 1.1 miles at Olean,
N.Y. It is located in Cattaraugus County, New York.
At Olean it connects with the PC Harrisburg, Buffalo
line. In June 1973,-the PC applied to the ICC for per-
mission to abandon this line (Docket No. AB-5, Sub.
162). In December 1974, a similar application was made
to the U.S. Railway Association. No action has been
taken on either application. This line was not described
as potentially excess in the U.S. DOT Report (see Zone
50).

Traffic and Operating Information

Stations (with their 1973 car-loads) served by this line:
Olean --------------------------------------- 50

Total carloads generated by the line ------------- 0
Average carloads per week ------------------------ -- 1.0
Average carloads per mile ------------------------- 45.5
Average carloads per train ------------- ------------ 1
1973 operating information:.

Number of round trips per year --------------- 50
Estimated time per round trip (hours) ------------- 0. 5
Locomotive horsepower ----------------------- 1,200
Train crew size --------------------------------- 5
llncludes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report.,

,Information for Line Retention Decision

Revenue received by PC.
Average revenue per carload --------------- $491

$24, 558

Variable (avoidable) cost of continued service:
Cost incurred on the branch line -------- 11, 926
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) -------- 9, 586
Cost incurred beyond the branch line- ..... 12, 152

Total variable (avoidable) cost ------------- 33, 664

Net contribution (loss) : total --------------- (9,106)
Average per carload --------------------- (182)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 100 crossties (an average
of 91 crossties per mile).

Preliminary Recommendation

It is wvt recommended that the 16th Street track be
included in the ConRail System. Continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annu'al excess financial burden
amounting to $9,106 or $182 per carload. Recovery of
costs would require approximately a 70 percent in-
crease in traffic or a 35 percent rate increase over the
1973 levels.

PORTION OF THE CHAUTAUQUA BRANCH

USRA Line No. 248

Penn Central

Chicago-Buffalo / o
Line, PC /*

AE BROCTON

_ o, -. -- PORTION OF
Chicago-Buffalo "E CHAUTAUQUA

(coua BRANCH, PC
Line, N&W

MAYVILL Ee - T

I
i, PC to Cory, Pa.

This portion of the Chautauqua Branch, formerly
part of the Pennsylvania RR, extends from Brooton
(Milepost 51.0) to Mayville, N.Y. (Milepost 65.0), a
distance of 14.0 miles, in Chautauqua County, Now
.York. At Brocton this line connects with the Chicago-
Buffalo lines of the PC and the N&W. A continuation
of this line runs south from Muyville to Corry, Pa.
(also under study in this Report). In July 1972, the
PC applied to the ICC for permission to abandon this
line (Docket 3 o. AB-5, Sub. 79). In September 1974,
the PC applied to the USRA to abandon this line
(USRA Docket No. 75-38). No action 'has been taken
on either application. This line, with the exception of
the southernmost portion of the line, was not described
as potentially excess in the U.S. DOT Report (see
Zone 50).
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Traffic -and Operatinge'fiformation

Stations (with tbeir 1973 carloads) seved by this line:
Boton - - -- ------- 14

Total carloads generated by the line -------------- 14
Average carloads jer week.-------------- 0.3
Average carloads per mile --------------... .---- . 0
Average carloiids per train ------------- ------- 0.5
1973 operating information: -

No. of round trips per year___------------- ------- 28
Estimated time per round trip (hours) ---- 5. 0
Locomotive horsepower_.------------------- . . ----- 2,000
Train crew size ------------------------------------ 4

T Includes only traffic on segment.

Information Provided by RSPO,.Shippers, Government
Agencies

No sp cific information concerning this line was pro-
vided at the- hearings conducted -by the :Rai Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue. received by PC --- 5, 680
Average revenue per carload-----------_. $406

Vriable (avoidable) cost of continued service:
Cost incurred on the branch line ..--------- 96,738
Cost of upgrading branch line to IMA

Class 1: (1/10 of total upgrading cost)--- 0
Cost incurred beyond the branch line-...... 1, 568

Total variable (avoidable) cosL..- ------- 98,306
Net dontribution (loss) : total ----.------- (92, 626)
Average per carload..... -(6, 616)

This line would require no upgrading to meet the
requirements of the Federal-Railroad Adtministattion's
minimumsafety standards (Clas I track, which hasa
maximum safe operating speed of 10 m.p.h.). Roy B.
Campbell, director of Southern Tier West, the Regional
Planning and Development Board of Allegany, Catta-
raugus and. Chautauqua Counties, wrote to USRA on
November 1, 1974 protesting the abandonment. He said
that Niagara-Mohawk Power plans to build a n'ew coal-
fired furnace near Duntirk and that it would be "pru-
dent" to retain rail connections into Corry, Pa. for
possible future use.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Chautauqua. Branch not be included
in the ConRail System, the possibility of immediately
increasing revenu must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $92,626 or

6,616 per carload. Recovery of costs would require ap-
proximately a twenty-three-fold increase in traffic or a
1,630 per cent rate increase over the 1973 levels.

PORTION OF THE VALLEY BRANCH

USRA Line No. 258

Penn Central
VALLEY
BRANCH. PC

Chicago-Buffalo
Line PC-DNI

.' .° l %I miles'-,

- * 7 FREPONIA EL to

Chicago-Buffalo Salamanca
Line, N&W

This portion of the Valley Branch, formerly part of
the New York Central RR, extends from DunPLrTk
(Milepost 0.0) to Fredonia, N.Y. (Milepost 3.1), a dis-
tance of 3.1 miles, in Chautauqua County, N.Y.At Dun-
kirk, this line connects with the EL line that runs from
Dunkirk to Salam-;nca and with the Chicago-Buffalo
lines of the PC and the N&W. This line was described
as potentially excess in the U.S. DOT Report (see Zone
50).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:
Fredonla 509
Dunldrk1 1102

Total carloads generated by the line
Average carloads per week--
Average carloads per mile-. .
Average carloads per train ...
1973 operating information:

Number of round trips per year_-
Estimated time per round trip (hours)__ .
Locomotive horsepower------
Train crew s-ze-_-

1,611
30.9

519.7
10.27

150
3.0

1,500

1 Includes only traffic on this gsement.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by Fredonia
Mayor Charles St. George indicated that the city could
not deal with the volume of tncks that would be re-
quired if rail service were abandoned. The Dundrk
Chamber of Commerce said that the Valley Branch is
the lifeline of Chautauqua County. The analysis pre-
pared by N.Y. DOT showed 453 carloads in 173, $Ir
775 community loss, $4,647 local taxes, and $57,984 for
the Valley Branch.
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InformatiOn for Line Retention Decision

Revenue received by PC ----------------------- $632, 750
Average revenue per carload -------------- $392

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line -------- 82,667-
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-_ 7,089
Cost incurred beyond the branch line__-- 409,846

Total variable (avoidable) cost -------------- 499, 602

Net contribution (loss) : total --------------- 133,148
Average per carload ---------- 83

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).- Based on
available information, this upgrading would include the
replacement of a total of 1,550 crossties (an average of
500 crossties per mile).

Recommendation

It is recommended that this portion of the Valley
Branch be included in the ConRail System.

TROY SECONDARY TRACK

USRA Line No. 666

Penn Central
B&M to Boston

D&H to
Mechanicville " •

"Troy

TROY

+- TROY SECONDARY
PC to Schenectady TRACK, PC
and BuffaloI 1-- 5.7 miles

Albany R IRENSSELAER

i [ +-PC to New York

PC to Selkirk

D&H to Binghamton

The Troy Secondary Track, formerly part of the New
York Central RR, extends from Rensselaer (Milepost
142.9) to Tr'oy, N.Y. (Milepost 5.7), a distance of 5.0
miles, in Rensselaer County, New York. At Rensse-
laer, this line connects with the Hudson Line and the
Buffalo-Albany Line of the PC. The D&U operates
over this line pursuant to-a trackage rights agreement

with the PC, in route from Albany. The B&M also
enters Troy from the northeast, but the connection
through Troy Union Station has been broken. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 42).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Troy I -------------------------------------------- 1,131

Total carloads generated by the line --------------- 1,131
Average carloads per week --------------------------- 21.8
Average carloads per mile ---------------------------- 108.4
Average carloads per train --------------------------. 75
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) -------------- 4
Locomotive-horsepower --------------------------- 1,200
Train crew size---- -------------------------------- 5
1 Includes only traffic on this segment

Information Provided by RSPO, Shippers, Governmont
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transport&-
tion's Rail Service Report." The New York State De-
partment of Transportation submitted a special study
indicating that this line segment of 5.7 miles has an
annual profit of $899,248 with a carload count of 1,588.
Loss in service would result in an annual community
loss of $18,394.00 and net local property taxes of
$7,159.

Information for Line Retention Decision
Revenue received by PC ----------------------------
Average revenue per carload ---------------- $444

$V01, 71

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 98, 540
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_. 0,270
Cost incurred beyond the branch line - 8--- 801,019

Total variable (avoidable) cost -------------- 405,841

Net contribution (loss) total ---------------------- 95, 870
Average per carload ------------------------ 85

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would include
the replacement of a total of 950 crossties (an average
of 190 crossties per mile).

Recommendation
, It is recommended that the Troy Secondary Track
be included in the ConRail System.

634-
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CRESCENT INDUSTRIAL TRACK

USRA Line No. 666a

Penn Central

D&I' to ffechanicville

CRESENT 5.1 miles:'

CRESENT INDUSTRIAL : GREEN ISLAND

TRACK, PC
:*,-PC has Trackage
: Rights over

D&H to Albany

The Crescent Industrial Track, fonerly part of the
New York Central RR, extends from irescent (Mile-,
post 15.4) to 6reen .1Zand, NY (Milepost 20.5), a
distance of 5.1 miles, in Albany County, New York. At
Green Island, this line connects with the D&H Ry
running ih a northerly direction to Mechanicville and
with the PC line to Albany via trackage rights over the
D&H. This line was described as potentially excess in
the U.S. DOT Report (se Zone 42).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cohoes ---------------------------------------- 60
Crescent ------------------- 223
Troy I -119
Green Island1 ------------- 12

Total carloads-generated by the line ..------------ 414
Average carloads per week ... --------------------- 8.0
Average carloads per mile_----------------------- --- 81.1
Average carloadt per train -............... 4.1

1973 operating information:
Number of round trips per year -..-- - -------- .100
Estimated time per round trip (hours) 6 0
Locomotive horsepower -------------- ------------- 0
Train crew size ..------------------------------ 5
3 Includes only trafic, on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "Th6 Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
according to the Industrial and Commercial User Sur-
vey, -a tractor distribution center along this line would
go out of business and cause a loss of 100 jobs if rail
service is discontinued on the line. A large industrial
park on the line would also be adversely affected.

The NY DOT analysis, using 1973 figures, shows 553
carloads, $6,838 community loss, $6,656 net local prop-
erty tames, and annual profit of $25,438.

Information for Line Retention Decision

Revenue received by PC---. $120,299
Average revenue per carload ...... $291

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -.... 81, 564
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)- 0
Cost incurred beyond the branch l1ne--- .93, 850

Total variable (avoidable eost).175, 414

Net contribution (loss) : total (55,115)
Average per carload(133)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximm safe operating speed of 10 mph).

Preliminary Recommendation

Although the preliminary recommendation is that
the Crescent Industrial Tra& not be included in the
ConRail System, the possibility of immediately increas-
ing revenue must be explored before a final -recom-
mendation can be made. Without immediately increas-
ing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973,
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting -to $55,115 or
$133 per carload. Recovery of costs would require ap-
proximately a twofold increase in traffic or a 45-
percent rate increase over the 1973 levels. Costs may also
be reduced by reducing frequency, although this alone,
will not make the line viable.

PORTION OF THE MAYBROOK BRANCH

USRA Line No. 667

Penn Central'

HIGHLAND

To MontgoneryZPC to
CAMPBELL' PayrooHALL Maybrook nDrby-Sheltn

MAYBROOK
. . PORTION.

EL to- " BRANCH, PC -
Port Jervis

L&HR Ry \4-EL to Jersey City
to Belvidere

This portion of the Maybrook Branch, formerly part
of the New Haven RR, extends from Campbell Hfall
(Milepost 0.0) to Highland, N.Y. (Milepost 28.0), a
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distance of 28.0 miles, in-Ulster and Orange Counties,
N.Y. At Campbell Hall, this line cpnnects with the EL
Ry. Montgomery Branch. At Maybrook (Milepost 2.8),
it connects with the L&HR Ry. A continuation of this
line runs from Highland to Derby-Shelton. (Also under
study in this I3eport from Highland to Hopewell
Junction.) This line was not described as potentially
excess in the U.S. DOT Report (see Zone 56).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information was provided for this line at
the hearings conducted by the Rail Services Planning
Office as reflected in their reports entitled "The Public
Response to the Secretary of Transportation's Rail
Service Report." For comments on the overall potential
of this route as a through line to and from New Eng-
land, see the discussion under line No. 668.

Information for Line Retention Decision

This line is required for thkough feight service;
therefore, local rail service will be provided to all ship-
lers located on the line.

Recommendation

It is recommended that this portion of the Maybrook
Branch be included in the ConRail System.

PORTION OF THE MAYBROOK BRANCH

USRA Line No. 668,

Penn Central

PC to Selkirk

PORTION, I 14-PC to Albany
MAYBROOK I I
BRANCH,PC I I

I% POUGHKEEPSIE
- HGHLAN U

P1tf PC to Derby-C ' to SheltonCampbell-,/ 4 "-

Hall t - --- PC Beacon Branch
PC to \ \
Weehawken PC to New York

This portion of the Maybrook Branch, formerly part
of the New Haven RR, extends from Highland (Mile-
post 28.0) to Poughkeepsie, N.Y. (Milepost 29.5), a dis-
tance of 1.5 miles, in Ulster and Dutchess Counties,
N.Y. Continuations of this line run from Highland to
Campbell Hall (also under study in this Report) and
from Poughkeepsie to Derby-Shelton. (Under study in
this Report from Poughkeepsie to Hopewell Jet.) This
line was not described as potentially excess in the U.S.
DOT Report (see. Zone 56).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the state of New York felt it advisable that the Pough-
keepsie Bridge route be retained pending an investiga-
tion of the need for competitive rail service to and from
New England, as well as to relieve congestion on the
Northeast Corridor passenger route. The bridge was
damaged by a fire in 1974 and presently is out of service.

Information for Line Retention Decision

This line is -required for through freight service;
therefore, local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Maybrook
Branch be included in the ConRail System.

PORTION OF THE LYONS FALLS BRANCH

USRA Line No. 669

Penn Central

14- PC to
I Lyons Falls

BOONVILLE

PORTION, -'-1 _

Buffalo-
Albany
Line, PC

4--EL to
Binghamton

This portion of the Lyons Falls Branch, formerly
part of the New York Central RR, extends from Utica
(Milepost 2.0) to Boonville, N.Y. (Milepost 36.0), a
distanceof 33.0 miles, in Oneida County, N.Y. A con-
tinuation of this line runs in a northerly direction from
Boonville to Lyons Falls (also under study in this
Report). At Utica, this line connects with the Buffalo-
Albany line of the PC and with the EL Utica Branch
to Binghamton. This line was not described as poten-
tially excess in the U.S. DOT Report (see Zone 45).
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Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

M arcy ........ - - -- .................. 142
Holland Patent --- ----- ----- 59
Barneveld --- ------------- 2
Remsen - - - - - - - - ---- - -

Boonville----- - --- 795
UticaI --- ---------------- 38

Total carloads generated by the line .......--- 1,037
Average carloads per week -----............---. 19.9
Average carloads per mile - - -------- 31.4
Average carloads per train -- 4.2
1973 operating information:

Number of round trips per year ---------------- .---- 250
Estimated time per round trip (hours) ------------ 7.0
Locomotive horsepower ---------------- 2,000
Train crew size .------ ---------------------------- 5

Incudes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

No specific iiiformation concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Studies by th State of New
York DOT- lead the state to estimate that the 45-mile-
long Lyons Falls-Utica segment generates 3,100 car-
loads and an annual profit of $291,400. If abandonment
were to occur, the N.Y. DOT study indicated an annual
community loss of $58,063 and net local property tax
losses of $56,520. Correspondence received by USRA
from Arthur Mengel of' the Black River-St. Lawrence
Economic Development Commission indicates that the
commission is studying the impact of a loss of rail access
for Georgia Pacific, Burrows Paper, Latex Fibres, Kraft
Foods, AIF, Climax Manufacturing and other facil-
ities located in Lewis County. Analysis of shipper loca-
tions by USRA led to the identification of 14 potential
patrons on this line segment at Utica (2 patrons) :fary
(1), Holland Patent (1), Barneveld (1), fRemsen (2),
and Boonville. (7). Georgia Pacific is actually located
on line segment 79 (Boonville to Lyons Falls).

Information for Line Retention Decision

Revenue received by PC $271, 946
Average revenue per carload_ ------------- $262

Variable '(avoidable) cost of continued
service:

Cost incurred on the branch line ------- 339,260
Cost of 'upgrading braiich line to FRA

Class I: (1/10 of total upgrading cost) - 23, 841
Cost incurred beyond the branch line .... 207,379

Total variable (avoidable) cost ---------- 570,480

Net contribution (loss) -total ----------------- (298, 534)
Average per carload --------- - (287)

This line would require upgrading to meet the re-
quirements of the Federal RailroadT Administration's
minimum safety standards. (Class I track which has a.
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,000 crosstes (an aver-
age of 60 crossties per mile).

Although this line generates a loss amounting to
$298,534, USRA segment 79, which is served via this
line, generates a net contribution of $2-24,733. A rate
increase of 7 percent above the 1973 levels would en-
able financial self-sufficiency.

Recommendation
It is recommended that this portion of the Lyons

F alls Branch be included in the ConRail System:

PORTION OF THE CAMDEN SECONDARY TRACK

USRA Line No. 670

Penn Central

PC to -
Camden I C CONNELLSVILLE

PORTION.
CAMDEN
SECONDARY
TRACK, PC

ROME

."_Buffalo- Albany-/"
Line, PC

This portion of the Camden Secondary Track, form-
erly part of the New York Central RR, extends from
McConneMsrn7e (Milepost 28.0), to Rome, N.Y. (Mile-
post 39.9), a distance of 11.9 miles, in Oneida County,
New York. A continuation of this line runs in a north-
westerly direction from "cConnellsvile to Camden
(also umder study in this Report). At Rome, this line
connects with the Buffalo-Albany Line of the PC. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 45).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Humastoa -
M Connellsvllle 651

Total carloads generated by the lie-- 652

Average carloads per week- 12.5
Average carloads per mile 54. 8
Average carloads per train- 8.2
1973 operating Information:

Number of round trips per year- s0
Estimated time per round trip (hours)--- 6
Locomotive horsepower 1,600
Train crew size._- 5
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary of Transportation's Rail Service Report" indi-
cated that Whitehead Brothers, a firm engaged in
producing industrial sand, said that loss of rail service
would affect their ability to compete and would lose
some customers. Another sand producer, G. W. Bryant
Core Sands, said it would use rail more if it could get
more cars. Mohawk Valley Wholesale Grocers said
abandonment would be "injurious" and could force it
to lose business and perhaps relocate.

The NY DOT branch line analysis shows that the
whole branch from Rome up through McConnellsville-
to Camden handled 1007 carloads in 1973, was 21.2
miles long, constituted $26,624 in net local property
taxes, made an annual profit of $55,385, and the loss to
the community would amount to $27,353.

Information for Line Retention Decision

Revenue received by PC ------------------------ $245, 001
Average revenue per carload -------------- $376

Variable (avoidable), cost of continued
service:

Cost incurred on the branch line__:-_ 133, 135
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-_ 10, 866
Cost Incurred beyond the branch line ... 132, 976

Total -variable (avoidable) cost ----------- 276,977

Net contribution (loss) : total -------------------- (31, 976)
Average per carload -------------------------- (49)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the replacement of a total of 1,650 crossties (an average
of 139 crossties per mile).

Preliminary Recommendation

It is Pot recommended that this portion of the Cam-
den Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $31,976 or $49 per
carload. Recovery of costs would require approxi-
mately a 25 percent increase -in traffic or a 13 percent
rate increase over the 1973 levels. Costs may also be re-
duced by a major reduction in frequency, and this may
make the line viable. Whether reduced frequency is a
possible solution which would not result in loss of reve-
nue should be addressed in the RSPO hearings.

PORTION OF THE AUBURN BRANCH

USRA Line No. 671

Penn Central

Corning Brapch, PC

PORTION,
AUBURNPC to-

Victor trackage rights)

This portion of the Auburn Branch, formerly phrt of
the New York Central RR, extends from Gayuga (Mile-
post 36.0) to Geneva, N.Y. (Milepost 50.0), a distance
of 14.0 miles, in Ontario, Seneca and Cayuga Counties,
N.Y. Continuations 6ef this line run from Cayuga to

"Syracuse and from Geneva to Victor (a portion of the
latter line is also under study in this Report). At
Geneva this line connects with the Naples Branch of the
LV (also under study in this Report), with the Corning
Branch of the PC and with the Buffalo-Jersey City line
of the LV. The last-named line is also under study in
this Report from Mfehoopany, Pa. to Buffalo.

The Lehigh Valley RR operates over this line under
a trackage-rights agreement.

Traffic.and Operating Information

Stations (with their 1973 carloads) served by this line:
Cayuga-------------------------------- --------- 773
Seneca Falls -------------------------------------- 219
Waterloo ---------------------------------------- 372
Geneva' ------------------------------------------ 229

Includes only traffic on segment.

Total carloads generated by the line ---------- 1,593
Average carloads per week --------------------------- 30.6
Average carloads per mile -------------------------- . 4
Average carloads per train --------------------------- 0.4
1973 operating information:

Number of round trips per year -------------------- 250
Estimated time per round trip ----------------------- 0
Locomotive horsepower ---------------------------- 2, 000
Train crew size ----------------......... -------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." General information indi-
cates that this area is heavily agricultural and many ag-
ricultural supply firms may have to go out of business if
abandonment occurs.
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Information for Line Retention Decision

Revenue received by PC .
Average revenue per carload $330

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line= 209,048
Cost of upgrading branch line to FRA

Class r (1/10 of total upgrading cost) - 19,397
Cost incurred beyond the branch line-- 372,591

Total variable (avoidable) cost_ -- 6---------001,030

Net contribution (loss): to-al . (65,002)
Average per carload (41)

This line would require upgrading to meet the re-
.quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,400 crossties (an average
of 100 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the Auburn
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $65,062 or $41 per carload. Recovery
of costs would require approximately a,40 percent in-
crease in-traffic or a 12 percent rate increase over the
1973 levels. Costs may also be reduced by reducing #e-
quency and this may make, the line viable. Whether
reduced frequency is a possible solution which would
not result in a loss of revenue should be addressed in the
RSPO hearings.

30TH STREET BRANCH

USRA. Line No. 681

Penn Central

SPUYTEN DUYVIL-f-

1A-

Hudson Line, PC-K
30TH STREET

4-BRANCH. PC

BANK STREET

The 30th Street Branch, formerly part of the New
York CentrarRR, extends from B'puyten Duyvil (Mile-
post 0;0) to Ban7k t2eet (New Yora), N.Y. (Milepost
12.1), x distance of 12.1 miles, in New York County,

N.Y. At Spuyten Duyvil, the line connects with the
Hudson Line of the PC. This line was not described
as potentially excess in the U.S. DOT Report (zone 58).
Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line was identified for study because of various
operational problems, and a reported potential loss of
traffic generated by the New York Times facilities which
currently use this branch. Correspondence received from
the Office of the Mayor of New York, indicates that the
relocation of the Times' 60th Street printing press
would reduce traffic by 3,500 annual carloads. Penn
Central revenue would drop by $2.3 million. However,
according to the City, the remaining traffic would
amount to 28,320 cars, and $11.2 million in revenues.
This traffic in turn amounts to 2,340 cars per mile, per
year, and approximately $926,000 in tevenue per mile,
per year. The average revenue for this retained traffic
is approximately $395 per carload. The City has plans
underway to continue the development of -the West Side
Corridor, and has already committed funds for de-
velopment on the expectation that the railroad branch
will be available. Proposed non-rail redevelopment
along this branch will still be possible if developed ac-
cording to an air-rights concept.

Recommendation

It is recommended that the 30th Street Branch be
included in the ConRail System.

PORTION OF THE VERNON INDUSTRIAL TRACK

USRA Line No. 686

Penn Central

I

Buffalo-Albany
Line, 5.2 miles CANTLE

PORTION, VERNON Vernon
INDUSTRIAL

TRACK. PC

This portion of the Vernon Industrial Track, for-
merly part of the New York Central RR, extends from
Oneid4 Catlo (Milepost 252.5) to. Canastota, N.Y.
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(Milepost 257.7), a distance of 5.2 miles, in Madison and
Oneida Counties, N.Y. A continuation of this line runs
in an easterly direction to Vernon (also under study in
this report). At Canastota, this line connects with the
Buffalo-Albany line of the PC. This line (with the ex-
ception of the portion from Oneida Castle to the Mladi-
son County line), was described as potentially excess in
the U.S. DOT Report (see Zones 45 and 46).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Canastota ------..----------------------------- 653
Oneida' ------------------------------------------ 24
Oneida Castle --------------------------------- 172

Total carloads generated by the line ---- .-------- 849
Average carloads per week ------------------------ 16.3
Average carloads per mile ------------------------ 163.3
Average carloads per train --------------- --- 9.4
1973 operating information:

Number of round trips per year -------------------- 90
Estimated time per round trip (hours) --------------- 4
Locomotive horsepower --- --------------------- 1, 000
Train crew size ---------------------------------- 5
'Includes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Information' provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's-Rail Service Report" indicated that
alternate transportation would be available, but it would
increase costs. Tele Con Corporation and Agrico Chem-
ical Corporation pointed to increased costs. Mayor Hler-
bert Brewer of Oneida said that plans for an industrial
park would be seriously hampered without rail service.
The New York State DOT studied this line in its en-
tirety between Canastota and Vernon (11.5 miles) and
concluded that the entire line earned a $55,292 profit.
Community loss from abandonment was estimated .at
$14,836 plus a loss of $14,444 in property taxes:-

Information for Line Retention Decision

Revenue received-by PC ----------------
Average revdziue per carload -------------- $410

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) -
Cost incurred-beyond the branch line-..

Total variable (avoidable) cost - .

$348,880

77,093

5,751
252, 632

335,476

Net contribution (loss) : total ---------------- 13 404
Average'per carload -------------------- 16

This line would require upgrading to meet the. re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has

a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 450 crossties (an average of
86.5 crossties per mile).

Recommendation

It is recommended that this portion of the Vernon
Industrial Track be included in the ConRail System.

I OWVILLE SECONDARY TRACK

USRA Line No. 687

Penn Central

IPC to Montreal

i

Philadelphia(jI Newton Falls P'' wton Falls
Branch. PC ~ ot~

I - CARTHAGE
Syracus 1 [ jLOWVILLE SECONDARY

PC to Syracuse T ', TRACK, PC15.6 miles I
[ " | ." Lowville

I oO. L-& Beaver
4, River RR

LOWVILLE

The Lowville Secondary Track, formerly part of the
New York Central RR, extends from Lowville (Mfile-
posL58.1) to Carthage, N.Y. (Milepost 73.7), a distance
of 15.6 miles, in Jefferson and Lewis Counties, N.Y. At
Lowville, this line connects with the Lowville & Beaver
River RR. At Carthage, this line connects with the
Newton Falls Branch of the PC. This line was not de-
scribed as -potentially excess in the U.S. Department
of Transportation Report of February 1, 1974.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Low ville I -- I ------------------------------------- 1,388
Castorland ---------------------------------------- 317

Total carlogds generated by the line ------------ 1 1, 705
Average carloads per week -------------------------- 32.8
Average carloads per mile ------------------------ 109. 3
Average carloads per train -------------------------- 18.1
1973 operating information:

Number of round trips per year ------------------- 130
Estimated time per round trip (hours) --------------. 5
Locomotive horsepower ---------------------------- 2,000
Train crew size ----------------------------------- 5
1 Includes trafficfrom Lowvllle & Beaver Rlt.

Information Provided by RSPO,'Shippers, Government
Agencies

No information concerning this line was provided at
the hearings conducted by the Rail Services Plahning
Office -as reflected in their reports entitled "The Public
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Responseth the Secretai-y ofTransportation's Rail Serv-
ice Report.l"
-- This ]ie provides the only access to the Lowville &
Beaver River Railroad.-Correspondence from the Black
River-St Lawrence Economic Development Commission
indicated that most Df the agricultural industries in
Lwis county would suffer through higher grain deliv-
ery costs.

Information for Line Retention Decisioh
Revenue received-by PC --------- $695, 135
Average revenue per carload ---------------- $408

Variable (avoidable) cost of continued service:
Cost incurred on the branch line -----...--- 193, 788
Cost* of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 9, 681
Cost incurred beyond the branch line---- 477,093

" Total variable (avoidable) cost -------- 680, 562

Net contribution (loss) : total -------------- 14,573
Average per carload.. ------------------------ 9

Thisline would require upgrading to meet the require-
mints of the Federal Railroad -Administrations mini-
mum safety, standards (Class .J track -which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of atiotal bf 1,000 crossties (an average
of 64 crossties per mile).

Recommendation
Iti s recofimended that the Lo~wville Secondary Track

be included in the ConRail System.

PORTION OF THE MAYBROOK BRANCH

USRA Line No. 708

Penn Central

I
- Hudson Line PC

PC to Maybrook I POUGHKEEPSIE

- PORTION MAYBROOK

BRANCH, PC
PC to Derby

- 1 ,/ *" "Junction, Conn
1 13.1 miles %4

" t _ // JUNCTION

Beacon Secondary

Track, PC

This portion of the Maybrook Branch, formerly part
of the New Haven R , extends from Pougkemep&

(Milepost 29.5) to Hopaw7, Junction, W'No York
(Milepost 42.6), a distance of 13.1 min'es, in Dutchess
County, New York. Continuations of this line run from
Hopewell Junction to Derby Junction, Conn., and from
Poughkeepsie to Maybrook. The latter line is also under
study in this Report. At Hopewell. Junction, this line
connects with the Beacon Secondary. Track of the PC.
This line was not described as potentially excess in the
U.S. DOT Report (see Zone 56).

Information Provided by RSPO, Sbippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reliorts entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

.Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-

,,pers located on the line.

Recommendation

It is recommended that this portion of the Maybrook
Branch be included in the ConRail System.

ROCHESTER BRANCH

USRA Line No. 1000

Lehigh Valley 1

R0C ETER (LV)'."'T o PC

Rochester (EL) P 0. -

PC to Churchville PC to Fairport

Mortimeri
/17.3 miles -

EL to Attica - I
Rochester Junction7- -__ i

LV to Buffalo l £
LV to Jersey City

- LIMA

The Rochester Branch extends from Rochester Junc-
tion (Milepost 379.5) to Rochester, X.Y. (Milepost
390.8), a distance of 11.3 miZes, and from Rochester
Junction (Milepost 379.5) to Lima, N.Y. (Milepost
385.5), a distance of 6.0 miles. This is a combined dis-
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tance of 17.3 miles in Monroe and Livingston Counties,
N.Y. At Rochester this line connects with the Buffalo-
Albany line of the PC, the Falls Road Branch of the
PC, the B&O RR, the Charlotte Secondary track and
the Rochester Branch of the PC. The latter named is
also under study in this Report, At Rochester Junction
this line connects with the Buffalo-Jersey City line of
the LV, also under study in this Report. At Mortimer
it comects with the West Shore Braich of the PC and
the Attica Branch of EL.

This line was described as potentially excess in the
U.S. DOT Report (see Zone 47).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lima ----------------------------------------- 658
Honeoye Falls ----------------------------------- 80
Henrietta ---------...................----------- - 294
Rochester ------------------------------------- 716

Total carloads generated by the line ------------ 1,748
Average carloads per week ------------------------- 33. 6
Average carloads per mile ------------------------ 101.0
Average carloads per train --- ---------------------- 6.7
1973 operating information:

Number of round trips per year -------------------- 260
Estimated time per round trip (hours) --------------- 3
Locomotive horsepower ------------------------- 1,200
Train crew size ---------------------------------- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Joslyn Manufacturing and Swift Chemical at Lima
are rail dependent industries. Joslyn said its shipping
costs would rise 50-150 percent without rail service.
Swift was concerned with the damage to its products
with additional handling. These two firms contributed
12.3 perient of the tax base of Lima. Both firms would
relocate if rail service was withdrawn. The University
of Rochester and its hospital projects, increased coal use
with its current 'expansion. A spokesman said that the
major stumbling block to Rochester Branch viability is
the absence of switching, or interchange in the area. The
N.Y. State Commissioner for Agriculture and Markets
stated that six fertilizer plants on the line produce 10
percent of the state's requirements and they need rail
service since there is no feasible alternative to receive
raw materials. The New York DOT analysis uses 1973
figures and sees 1,704 carloads', $24,126 community tax,
$23,487 in -net local pro'erty'taxes' and annual' profit
of $32,376.

Information for Line Retention Decision
Revenue received by LV -------- - .-------------- $321, 244
Average revenue per carlbad ------------ 184

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line ----- 228,748
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------- 20, 700

Cost incurred beyond the branch line .... 198, 540

Total variable (avoidable) cost ------------ 427,288

Net contribution (loss) : Total ------------------ (100, 044)
Average per carload --------------------- (01)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would include
the replacement of a total of 1,000 crossties (an average
of 58 crossties per mile).

Preliminary Recommendation
Although the preliminary recommendation is that

the Rochester Branch not be included in the ConRail
System, the possibility of immediately increasing reve-
nue must be explored before a final recommendation
can be made. Without immediately increasing the reve-
nue, continued operation of this line would re4uire a
rail service continuation subsidy. Under 1973 traffic1 ,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $106,044 or $61
per carload. Recovery of costs would require approxi-
mately a 85 percent increase in traffic or a 30 percent
rate increase over the 1973 levels. Costs may also be
lowered by reducing frequency, although this alone will
not make the line. viable. Regardless of the disposition
of the branch, the traffic at Rochester can be, handled
by ConRail off the present PC mainline.

CORTLAND SECONDARY TRACK AND EAST
ITHACA RUNNING TRACK

USRA Line No. 1002

Lehigh Valley
CORTLAND
SECONDARY

Mead TRACK, LV !. EL to Syracuse
Secondary
Track, L.V CORTLAND

" I i

Ae; ;4--Syracuse
Freeville. Branch, EL

EAST' L
ITHACA _ i-EL to Binghamton
EAST ITH ACA I -
ES RUNNITNA Freevilie Secondary

TRACKLV Track, LV, to Owego
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The Cortland Secondary Track and the East Ithaca
Running Track extend from East Ithaca (Milepost
50.4) to UortZand N.Y. (Milepost 71.8), a distance of
21.4 miles in Cortland and Tompkins Counties, N.Y. At

Freeville (MNilepost 59.4), this line connects with the
Mead Secondary Track and the Freevilfe Secondary
Track, both LV. Both lines are also under study in this
Report. At Cortlajd, this line connects with the Syra-
cuse Branch of the EL. This line was described as po-
tentially excess in the US. DOT Report (see Zones 52
and 54).

Traffic and Operating Information
Statibns (with their 1973 carloads) served by this line:

Etna - -. ----.- 21
Mcean -------- 14
Cortland- ---------------------- 193

Total darloads g~nerated by the line ------------ 228
SAverage carload-per week-...... - ---- 4.38
Average carloads -per mile ... - - 10.7
Average carloads.per train___ - --. 4. 38
1973 operating information:

-INumber of round trips per year_-- -.....-------- 52
Estimate Ime per round trip (hours) .... 4.0
Locomotive -horsepoWer --- 1,200

Train crew size_.. - ---------- ----------. 4
Information Provided by RSPO, Shippers, Government

'Agencies 1.
Information provided at the hearings conducted by-

-the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secre-
tary bf- Transportation's Rail Service Report"ndi-
cated that N.Y. State Electric Gas Corp. said that 11
of its 49 sidings are on "potentially excess" lines. Rail
service is indispensable on this segment at Etna. LV
had filed for abandonment but the utility had objected
because of the need for heavy equipment. Nineteen car-
loads were shipped over the line in 1973 and similar
amounts in 1974.

Other shippers making statements included Over-
-head Door Co. (99 carloads), R. H. Miller (157 car-
loads) and Gutchess Lumber Co. (65 carloads). Miller
said abandonment of service would add $55,000 to its
.transportition costs without-rail service. The N.Y.
Christmas Tree Growers Assoc. said that the area's in-
terstate highway system cannot h6ndle Christmas tree
shipments as efficiently as rail.

Information for Line Retention Decision
Revenue received by LV___- -.----------- $4, 505
Average revenue per carload .......... $182

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ----- --- 182,342
Cost of -upgrading branch, line to FRA

Class 1: (1/10 of total upgrading cosLt. 29,991
Cost incurred beyond the branch line.... - 28,048

Total variable (avoidable) cosL _ ---------- 240, 381
Net contribution (loss) : TofaL ....-..- - (198,816)
Average per carload ..... (872)

This line would require upgradihig to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Base& on
available information, this upgrading would include
the replacement of a total of 3,000 crossties (an average
of 140 crossties per mile).

Preliminary Recommendation

It is not recommended that the Cortland Secondary
Track and the East Ithaca Running Track be included
in the ConRail System Continued operation of this line
would require a rail service continuation subsidy. Un-
der 1973 traffic, revenue and cost levels, this line gen-
erates an annual excess financial burden amounting to
$198,816 or $872 per carload. Recovery of costs would
require approximately a fourteen-fold increase in traffic
or a 480 percent rate increase over the 1973 levels. Traffic
at Cortland, however, can be handled by the EL or its
siccessor.

lREEVILESECONDARY TRACK AND MEAD
SECONDARY TRACK

USRA line No. 7003

Lehigh Valley

EL to Chicago

The Freeville Secondary Track and Mead Secondary
Track, extend from Owego (Milepost 289) to Mead,
N.Y. (Milepost 389.6), adistance of 50.6 m2es, in Cay-
uga, Tompkins, Cortland, and Tioga Counties, N.Y. At
Freaville (Milepost 323.1), this line connects with the
East Ithaca Running Track and the Cortland Secon-
dary Track. Both are LVlines and both areunder study
in this Report. At Owego this line connects with the
Auburn Branch of the LV and the Chicago-Jersey City
line of the Erie Lackawanna. This line was described
as potentially excess in the U.S. DOT Report (see Zones
52 and 53).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Owego ------------------------------------------- 476
Newark Valley --------------------------------- 202
Berkshire -------------------------------------- 15
Mills -------------------------------- --- 820
Dry Den -------------------------------------- 100
Freeville --------------.--------------------.- 12
Groton ---------------------------- 20
Locke ---------------------------------------- 162
Moravia ------- --------- ---------------------- 194

Total carloads generated by the line ------------ 2,001
Average carloads'per week -------------------.. ------ 38. 5
Average carloads per mile --------------- --- 39. 6
Average carloads per train ------------------------- 6.7
1973 operating information:

Number of round trips per year -------------------- 300
Estimated time per round trip (hours) --------------- 9.0

Tnnnl, hn.artnv. U1 Omlf

Train Crew size ....... e -__ : ----- - -....

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at -the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
rail service is essential to community efforts toward de-
velopment of industrial potential. This area is New
York's largest milk producing area and service is vital
to dairy farmers and the agricultural industry. A lum-
ber company reported that if it had to uiload ship-
ments at the next nearest railhead, costs would be in-
creased $400 per tar. Some companies stated that freight
costs would rise substantially, with loss of rail service
and a honey-butter company stated that loading takes
10 hours, but without rail service' loading would take
three days. There is fear that without rail service a
monopolistic situation would be created for trucking.
Tioga Foundry, which shares a siding on the line with
Stakmore Inc., receives all of its raw material over this
line and shipment is not conducive by tiuck transport.
Ward and Von Scoy shipped 397 carloads of feed over
this line in 1973.

The Tew York Department of Transportation in a
special study stated that between Owego and Moravia
a carload count of 1,902 over 49.1 miles results in an
annual profit of $76,080. Without service the annual
community loss would be $63,353 and loss of net local
property taxes of $61,670.

Information for Line Retention Decision
Revenue received by L ----------------------- $261, 730
Average revenue per carload ------------- $131

Variable (avoidable) cost of continued
service: I

Cost incurred on the branch line ------- 573, 965
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 110, 662

Cost incurred beyond the branch line .... 240, 052

Total variable (avoidable) cost ------------- 92-,5 79

Net contribution (loss) : total ------------------ (603, 843)
'Average per carload --------------------- (332)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 17,500 crossties (an average
of 346 crossties per mile).

Preliminary Recommendation
It is not recommended that the Freeville Secondary

Track and- Mead Secondary Track be included inthe
ConRail System. Continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $66a,843
or $332 per carload. Recovery of costs would require
approximately a thirty two-fold increase in tiaffic or a
250 percent rate increase over the 1973 levels.

ITHACA BRANCH

USRA Line No. 1017

Lehigh Valley

ITHACA
\ BRANCH,\ Lv.

LV to Buffalo--

II

ITHACA

ETTEN JUNCTION

2

J
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The Ithaca Branch extends from Van Etten Junction
(Milepost 285.8) to Ithaca, N.Y. (Milepost 307.1), a
distance of 213 miles, in Chemung, Tioga, and Tomp-
kins Counties, N.Y.-At Van Etten Junction, this line
connects with the Lehigh Valley Jersey City-to-Buffalo
line, a portion of which- is also under study in this
Report. This line was not described as liotentially excess
in the U.S. DOT Report (see Zone 52 and 53).

Traffic and Olierating Information
Stations (with their 1973 carloads) served by this line:

Spencer -..---..... .. .61
Ithaca 43"

'Total carloads generated by the line- .......... 490
Average carloads per week-----.............. .5
Average carloads per mfle__. ................... 23.3
Average carloads per train __-- ........... 8.2
1973 Operating Information:

Number of round trips per year................. 136
Estimated time per round trip (hours)...... 10.0
Locomotive horsepower_ 1,800
Train crew size-------" 4

Information- Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line ivas pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

l4formation for Line Retention Decision
Revenue received by LV _ ------------ $126,770
Average revenue per carload " $256

Variable (avoidable) cost -of continued
servi~e:

Cost incurred on the branch line....... 244, 527
Cost of upgrading branch line to FRA

Class I: (1/10 of total-upgrading cost) - 0
Cost incurred beyond thebranch line.-- 56,656

Total variable (avoidable) cost -- --------- 3 01,183

Net crqtribution (loss) : total ----------------- (174, 413)
Average per carload - (352)

This line would require no upgrading to meet the re-
quiremelits of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation
It is 7wt recommended that the Ithaca Branch be in-

eluded in the ConRail System. Continued operation of
this line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amopnting
to $174,413 or $352 per carload. Recovery of costs would
require apprbximately :a 250 percent increase in traffic
or a 140 percent rate increase over the 1973 levels.'

See Errata Sheet on last page of this part.

PORTION OF THE JERSEY CITY TO BUFFALO LINE

USRA Line No. 1020

Cehigh Valley

PC to Cazndaigua

i j-pc to Lyons

S 1 .wPC to Aubur
.. \. ! ..- " (LV has Trackage Rights)

L~toO eneva

GENEVA JUNCTION

i \4--PORTION OF THlE
N "r-MA1J nh~~t I IUC

PC to Coming-tj

i

IV
J~~~I~~~~~I~ '.5IUUU~,5Il,

I
1--LV to Ithaca

AN ETTEN JUNCTION

! -- L to Jersey City

This portion of the Jersey City to Buffalo Line, ax-
tends from Van Etten, Junction (Milepost 285.8) to
Geneva Junction, N.Y. (Milepost 342.1), a distance of
56.3 miles, in Chemung, Schuyler, and Seneca Counties,
N.Y. Continuations of this line extend southward from
Van Etten Junction and northward from Geneva. Junc-
tion. Both of these continuations are also under study
in'this ReporL There is a connection at the Van Etten
Junction to the Lehigh Valley Ithaca Branch, which
line is also under study in this Report, This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Van Etten_- _-

Cayuta
Odessa -

Burdett
Caywood
Lodi
Gilbert
Kendala

3
177
209
17
30
2

20
1o; 01

Total carloads generated by the line 1,471
Average carloads per week- ..... 28. 3
Average carloads per mile. 26.2
Average carloada per train .... _5.7

1973 Operating information:
Number of round trips per year 260
_stimated time per round trip (hours) 10.0

Locomotive borsepower. 1, 500
Train crew size-- 4
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Information Provided 'by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by thi Rail Services
Planning Office as refleted in their reports entitled
"The Public Response to the Secretary of Transporta-
tionds Rail ServiceReport."

Information for Line Retention Decision
Revenue received by LV ---------------------- $503, 538
Average revenue per carload ------------- $342

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 597,810
Cost of upgrading branch line to FRA "

Class I: (1/10 of total upgrading
cost) ------------------------------- 0

Cost incurred beyond the branch line--- 141,819

Total variable (avoidable) cost -------------- 739, 629

Net contribution (loss): Total ----------------- (236, 091)
Average per carload --------------------- (160)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum operating speed of 10 mph).

Preliminary Recommendation

It is not recommended that this portion of the Jersey
City to Buffalo Line be included in the ConRail System:
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, reve-
nue and cost levels, this line generates an annual excess
financial burden amounting to $236,091 or $160 per car-
load. Recovery of costs would require approximately a
65 percent increase in traffic or a 45 percent rate over
the 1973 levels. Costs may also be lowered by reducing
frequency, although this alone will not make the line
viable.

PORTION OF JERSEY CITY-BUFFALO LINE

USRA Line No. 1021

Lihigh- Valley

PC Corning Branch, to Lyons

Auburn Branch to Auburn Branch.PCto Cayuga
Canandaigua \ j (LV operates via Trackage Rights)
PC~s

GENEVA 2.4 miles

LV to Buffalo /1
Naples Branch, -/ ! GENEVA

LV -- / I JUNCTION
PORTION OF THE JERSEY

PC to Con CITY-BUFFALO LINE, LV

LV to Sayre Pa. N

This portion of the Jersey City-Buffalo Line of the
Lehigh Valley, extends from Geneva Junction (Mile-
post 342.1), to Geneva, N.Y. (Mfilepost 344.5), a dis-
tance of 2.4 mies, in Seneca and Ontario Counties, N.Y.
Continuations of this line extend southward from
Geneva Junction and westward from Geneva. Both of
these continuations are also under study in this Report.
Connections with other lines at Geneva are: the Lehigh
Valley Naples Branch, the PC Auburn Branch and the
PC Corning Branch. The PC Auburn Branch bet.ween
Geneva and Cayuga and the LV Naples Branch are
also under study in this Report. The LV operates over
this Auburn Branch segment under a trackage rights
agreement. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 52).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted 1y the Rail Services

Planning Office a reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any shippers but is
used to serve USRA Segment Nos. 1020 and 1022. The
Preliminary Recommendation for both of these lines is
that they not be included in the ConRail system.

Preliminary Recommendation

It is not recommended that this portion of the Jersey

City to Buffalo Line be included in the ConRail Sys-
tem.

PORTION OF JERSEY CITY-BUFFALO LINE

USRA Line No. 1022

Lehigh Valley

Rochester Branch. LV

Lvt Buffalo/

Aubun Branch, PC".. ROCHEsTER JUNCTION
LV toLi "3. RON--35"O miles tLo (LV opwates via Trackaga

oLima 7.... I Rlhts to Auburn)

PORTION OF THE JERSEY /K\ GENEVA
CITY-BUFFALO LINE. LV PC to Canandaigua 

/

~I
Naples Branch
LV to Rushvill * PC to Coming
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This portion of the Jersey City-Buffalo Line extends
from Geneva (Milepost 3445) to Rochester Junction.
N.Y. (Milepost 379.5), a distance of 35.0 miles, in On-
tario and Monroe Counties, N.Y. Continuations of this
line extend southward from Geneva and westward from
Rochester Junction. Both of these continuations are
also under study in this Report. Connections at Geneva
are: the Lehigh Valley Naples Branch and the PC
Auburn and Coming Branches (the LV operates via
trackage rights over the PC Auburn Branch). This line'
also connects with the Lehigh Valley Rochester Branch
at Rochester Junction. Portions of the aforementioned
connections are under study in this Report except for
the PC Coming Branch. This line was not described
as potentially excess in the U.S. DOT Report (See Zones
47 and 52).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Geneva :.- - 2,484
Manchester ______- ---------- ---- 33
Farmington -.-.--.----- ---- 2
Victor ... 342

Total carloads generated by the line ----- 3,163
Average carloads per week --------- 60.8,
Average carloads per mile ------- 90.4

Average carloads per train --------------------- 12.2
1973 Operating information:

-- Number of round trips per year --------- ---- 260
Estimated time per round trip (hours) ------ -------- 9.0
Locomotive horsepower*--'-" ---------- ---- 1,200

Train crew size 4------------- 4

Information Provided by RSPO,* Shipping, Government

Agencies •

No specific information concerning this line was pro-
vidd at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by LV-- - - ...

-Average revenue per carload $128
$408,853

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -.... 459,386
Cost of upgrading branch line to FRA

class I (Mo of total upgrading cost)--- 0

Cost incurred beyond the branch line .... 312,984

Total variable (avoidable) cosL---. 772, 370

Net contribution (loss) : t6tal ------- ( 17)
Average per carload---- - ---- ($117)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that this portion of the Jer-
sey City to Buffalo line be included in the ConRail Sys-
tem. Continued operation of this line -would requird a
rail service continuation subsidy. Under 1973 traffici
revenue and cost levels, this line generates an annual
excess financial burden amounting to $368,517 or $117
per carload. Recovery of costs would require approxi-
mately a four-fold increase in traffic or a. 90 percent
rate increase over the 1973 levels. Traffic at Geneva,how-
ever, is recommended for continued service by ConRail.

PORTION OF THE- JERSEY CITY-BUFFALO LINE

USRA Line No. 1023.

Lehigh Valley

PC et3 sticm POSTWM Jrairr

PC 0COS! LIXE.LY PAL IU'4CflCI

jDATA .ACL) G61 . . --- • b ]..... ...... :p V-. .'A =j - wO-

LV~~ ~ .3j_ Lt ~. -C0bE ~d Lt
Ccu A LKa

This portion of the Jersey City-Buffalo line extends
from P & L Junction (Milepost 394.1) to Batavia, N.Y.
(Milepost 411.0), a distance of 1q.9 m7ies, in Genesee,
Monroe and Livingston Counties, N.Y. This- line was
not described as potentially excess in the U.S. DOT
Report (see Zone 48).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Caledonia 19
Batavia 312

Total carloads generated by the line-_. .. .. 451
Average carloads per week_ _______ 8.7
Average carloads per mile--2-. 7
Average carloads per train __-3.0
1973 Operating Information:

Number of round trips per year- - 150
Estimated time per round trip (hours)- 7.0
Locomotive horsepower----', 500
Train crew size---- 5

Information Provided by RSPO, Shippers, Government

Agencits

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
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Planning Office as reflected in thei reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by LV -------------------------- $90, 805
Average revenue per carload ---------- $261

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line ---- 192,061
Cost of upgrading branch line to FRA
-class I (1/10 of total upgrading cost) - 0

Cost incurred beyond the branch line_-- 42,238

Total variable (avoidable) cost ------------- 234,299

Net contribution (loss) : Total -------------------- (143,494)
Average per carload ------------------- (318)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is not recommended that this portion of the Jersey
City to Buffalo line be included in the ConRail System.
Continued operation of this line would require a, rail
service continuation sub idy. Under 1973 traffic, reve-
nue and cost levels, this line generates an innual ex-
cess financial burden amounting to $143,494 or $318 per
carload. Recovery of costs would require approximately
a three-fold increase in traffic or a 160 percent rate in-
crease over the 1973 levels.

PORTION OF BUFFALO TO JERSEY CITY LINE

USRA Line No. 1024

Lehigh Valley

EL to Niagara Fallst PC to Black Rock

• LV to Niagara Falls

1aPCtoOakfield

PC to Buffalo, Cle Bails PC toSyracse
and Niagara Falls " a "

E .... -- "(" ....... Batavia(PQ~ E toAvon
EL touffalo BuraoSse\ I .. . . .

md&WRy .... "-0ft)*~ iNiagara Jr~notion ;""

BUFFALOC(.V), TIiJuncti,\ BATAVIA(LV)-
I Pm e I LV toJersey City

-11/ E lEL to EL to Attica -;
LV to Tifft Street PORTION OF JERSEY

- aTY-BUFFALO LINE. LV

32.6 miles

This portion of the Buffalo to Jersey City Line, ex-
tends from Buffalo (Milepost 443.6) to Batavia (Mile-
post 411.0), a distance of 32.6 miles, in Genesee and Erie
Counties, N.Y. There are no industries on this line be-

tween Buffalo and Batavia. Presently this line serves
as a segment of the Lehigh Valley Buffalo to Jersey
City line. This line was not described as potentially
excess in the U.S. DOT Report (see Zones 48 and 49).

Traffic and Operating Information

Stationg (with their 1973 carloads) served by this line:
Depew------------------------
Williamsville -----.------------------------------
North Tonawanda

'Niagara Fails - ----- - - - -

Suspension Bridge ---------------------------------
Cheektowaga -----------.........................
Buffalo----------------
Niagara Junction, N.Y -------------------- *_.

8
288
809

4,015
201

15
15, 171

3

Total carloads generated by the line ----------- 19,950
Average carloads per week .------------------------ 383. 0
Average carloads per mile --------------------------- 0 11.9
Average carloads per train ------------------------- 1838. 0
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) ------------- 10,0
Locomotive horsepower 1,500
Train crew size ...--.------- ------------------ 5

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning. this line was pro-

vided at the hearings conducted by the Rail Services
Planning Office as reflected- in their reports entitled
"The Public Response to the Secretary of Transporta-

tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by LV ---------------------- $7-, 208, 818
Average revenue per carload ------------- $360

Variable (avoidable) cost of continued

service:
Cost incurred on the branch line----- 749,053

Cost of upgrading branch line to FRA
class I (1/10 of total upgrading cost) - 0

Cost incurred beyond the branch line-- 3, G40,015

Total variable (avoidable) cost ------------ 4, 389, 608

Net contribution (loss) : Total ------------------ 2,819,150

Average per carload -------------------- 141

This line would requir no upgrading to meet the

-requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that the portion of the Buffalo to
Jersey City line serving the industries in the Buffalo
area be included in the ConRail System. The remainder
of the line will be subject to more detailed analysis.
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PORTION OF JERSEY CITY-TO-BUFFALO LINE

USRA Line No. 1025

Lehigh Valley
EL to Rochester LV to Rochester

LV to Buffalo B&O to Rochester / I

i 4.6 miles ROCHESTER
P.&L.~~~~ J CTO "| JUNCTION

P.&L-JUN fO.-Cale&na

&O to East S a -naca- - / ' - .
---. &WfiO3cdon A~ ILto i&.q city

: ',. EtoAvooI.pc m zuWta - : - .-
t c~<r / LV toLima

EL to Attica Genesee & WYoming PORTION. JERSEY aTY
RR to Retsof -TO-BUFFALO LINE. LV

This portion of the Jersey City-to-Buffalo Line of the
Lehigh.Valley, extends from Rochester unction (Mlile-
post 379.5) to P&L Junwtion, N.Y. (Afilep6st 39.1), a
distance of 14.6 mile., in Livingston and Monroe Coun-
ties, N.Y.. This line continues westward from P&L
Junction to-Buffalo and eastward from Rochester Junc-
tion to Jersey City, N.J., both continuations'are under
stldy in this Report. At Rochester Junction the line
connects with the Rochester Branch of the LV to
Rdchester and Lima, also under study in this Report.
At P&L Junction the line connects with the B&O line
between Ashford and Rochester and with the' Genesee
& Wyoming RR'to Retsof. This line was not described
as potentially excess in the U.S. DOT Report (see
Zone 47).
Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in 'their reports' entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any shippers, and
is not planned to be used for through service.

Preliminary Recommendation'

It is Twt recommended that this portion of the Jersey
City-to-Buffalo Line be included in the ConRail System.

WARWICK, INCLUSIVE TO MAYBROOK,
EXCLUSIVE

USRA Line No. 1700

Lehigh & Hudson River Railway

The Warwick to Maybrook Line extends 'from May-
brook (Milepost 0.0), to Warwicke, N.Y. (Milepost
21.0), a distance of 21.0 miles, in Orange County, New

EL to Mondgomery PC to Poughkeepsieand New Haven

rV.
Caalpbell H.!~ HAYBROOK EL to Newburgh

EL to Port Jervis -

PORTION OF LEHIGH & --. I

HUDSON RIVER RY .. 7
/ "EL to Jersey City

21.0 n Gycourt

WARWICK

//%. L&HR to Phillipsburg

Yorl A continuation of, this line extends southward
from Warwick, also under study in this Report. Con-
nections include: the Erie Lackawanna to Port Jervis,
Jersey City and Newburgh at Graycourt, the Erie
Lackawanna to Port Jervis and Jersey City at Camp-
bell Hall, and at faybrook, the line connects with the
PC to Poughkeepsie. The PC line to Poughkeepsie"is
also under study in this Report. This line was not de-
scribed as potentially excess in the U.S._DOT Report
(see Zone 56).

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that

Georgia Pacific at Warwick, N.Y., handled 276 car-

loads in 1972; 296 carloads in 1973; and anticipated 310
carloads in 1974. Jones Chemical of Warwick, N.Y.,

ships liquefied chlorine gas. If rail servicdwere lost, the

company would relocate at a cost of $3 million in lost

annual salaries and $26,000 in school taxes.

Information for Line Retention Decision

The line is required for through freight service, there-

fore local rail service will be provided to all shippers
located on the line.

This line would require no upgrading to meet the

requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a

maximum safe operating speed of 10 mph).

Preliminary Recommendation

- It is recommended that the Warwick to Maybrook be

included in the ConRail System.
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PORTION OF THE CHAUTAUQUA SECONDARY

TRACK

USRA Line No. 249

Penn Central

14--PC to Brocton
I

MAYVILLE

Erie Secondary \
Track, PC 28.8 miles

Chicago-New York * ,CORRY Emporium
Main Line, EL- ," Secondary

'~ ~ Track. PC

Titus Secondary
Track, PC

This portion of the Chautauqua Secondary'Track,
formerly part of the Pennsylvania RR, extends from
Afayville, N.Y. (Milepost 65.0), to (lo7ry, Pa. (Milepost
93.8), a distance of 28.8 miles, in Chautauqua Couity,
New York and Erie County, Pennsylvania. A continua-
tion of this line runs from Mayville t6 Brocton (also
under study in this Report). At Corry, this line connects
with the Chicago-to-Jersey City line of the EL and
with the Erie Secondary Track, the Emporium Second-
ary Track and the Titus Secondary Track of the PC.
The three latter lines are also under study in this Re-
port. This line was described as potentially excess in
the U.S. DOT Report (see Zones 50 and 51).

Traffic and Operating Information

Stationg (with their 1973 carloads) served by this line:
Clymer ----------------------------------- 165
Panama ----------------------------------- 43
Sherman ---------------------------------- 206
Mayville ---------------------------------- 595

Total carloads generated by the line ----------- 1, 009
Average carloads per week ---------------------------- 19.4
Average carloads per mile ---------------------------- 35.0
Average carloads per train ----------------------- 9.2
1973 operating information:

Number of round trips per year ----------------- 110
E4stimated time per, round trip (hours) -------------- 8
Locomotive horsepower .... ------------------------ 2, 000
Train crew size ------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hea rings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" stated that

the urea around Sherman produced over 500 tons of
milk and over 30 tons of meat in 1973. It was stated
that some perishable food products cannot be shipped
by truck. There is also a furniture company at May-
ville which moves 60 percent of its furniture by rail.
'Two local farm services indicated that they would close
down if this line is abandoned. RSPO indicates that
Ethan Allen Inc. shipped 561 cars of household furni-
ture from Mayville, N.Y.; Meyerink Milling Co. (feed,
fertilizer) received or shipped 117 cars from Clymer,
N.Y. in '73i except 125 carloads in '74; Agway-Sher-
man (Farmers Mills) in Sherman, N.Y. had 142 car-
loads in '73, expect about 100 in '74 (grain and feed);
and Farmers Mill Coop. (Clymer, N.Y.) shipped 149
cars. The Town of Sherman, N.Y. shipped 253 carloads
of grain.in '73. Meyerink Milling and- Sherman-Agway
would close down without rail service. The State of Now
York, in its special studies, identified this line as losing
$28,924 per year. The annual community loss from
abandonment was estimated at $37,161, plus $36,173
in net local property iaxes. The State of Pennsylvania
did not publish its estimate of rail. impact for this
segment.

Information for Line Retention Decision

Revenue received by PC ------------------------ $271, 870
Average revenue per carload --------------. $209

Variable (avoidable) cost of continued
service

Cost incurred on the branch line ----- 258, 082
Cost of upgrading- branch line to FRA

Class I: (1/10 of Total Upgrading
cost) ----------------------------- 0

Cost Incurred beyond the branch line ---- 226,008

Total variable (avoidable) cost -------
Net contribution (loss) ------------------

Average per carload -------------------- (210)

484, 150
(212, 280)

Thij line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph),

Preliminary Recommendation

It is -not recoinmended that this portion of the Chau-
tauqua Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $212,280 or $210
per carload. Recovery of costs would require approxi-
mately a five-fold increase in traffic or an 80 percent
rate increase over the 1973 levels.

650
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PORTION OF THE VALLEY BRANGH

USRA Line No. 260

Penn Central

FALCONER _ .-

Jamestown, N.Y.4K)o/ EL Hoboken-
Chicago line

4- PORTION.
19.2 miles VALLEY

BRANCH.PC

NORTH WARREN
+-re P C to Warren

Struthers Running-' Emporium
Track, PC Secondary

Track. PC

This portion of the Valley Branch, formerly part of

the New York Central RR, extends from Faloner, A.Y.

(Mfilepost 32.1) to North Warren, Pa. (Milepost 51.3),
a distance of 19.2 miles, in Chautauqua County, New

York and Warren County, Pa. At Falconer this line
connects with the Chicago-to-Jersey City line of the EL.
A continuation of this line runs from N. Warren to War-
ren (Milepost 51.4) where it connects with the Empo-
rium Secondary Track of the PC. Both lines are also
under study in this Report. In June 1973, the PC
applied to-the ICC for permission to abandon this
line (Docket No. AB-5, Sub. 163). In September 1974,
the PC applied to USRA for permission to abandon
this line. No action has been taken on either application.
This line, with the exception of the portion in Penn-
sylvania which was not studied, was described as poten-
tially excess in the U.S. DOT Report (see Zones 50
and 75).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Falconer ------- --------- 253
Jamestown ----- --------- 19
Frewsburg--------------- --------

Akeley --------------------- ----------- 83
Russell ---------------------------------------- 14

Total carloads generated by the line ------------- 423
Average carloads per week ------------------------- & 1
Average carloads per mle- --- ---- 22.0

Average carloads per train ---------------------- 8.4
1973 operating information:

Number of round trips per year ------------------- 50
Estimated time per round trip (hours) ------ 12.0
Locomotive horsepower ....-. - - 1,500
Train crew size ...... ---------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
several companies are opposed to the possible abandon-
ment of this line. A corporation in Frewsburg which
purchases, sells and handles various forms of metal
alloys indicates that any such action would have a seri-
ous adverse effect on their business unless there could be
a guarantee of continued service by the EL. The Com-
nissioners of Warren County expressed a strong inter-
est in retaining this line for the numerous businesses
located along the line.

Information for Line Retention Decision

Revenue received by PC .... ...... $13M,105
Average reveniue per carload---- - &$320

Variable (avoidable) cost of continued
servc !.!

Cost incurred on the branch line----- 174,941
Cost of upgrading branch line to FRA -

class I (1/10 of total upgrading cost) - 34,848
Cost incurred beyond the branch lIne-- 92, 093

Total variable (avoidable) cost-. - 301,882

Net contribution (loss): totaL.. ........ (166, 777)
Average per carload- (396)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading -would include
the replacement of a total of 7,000 crossties (an average
of 365 crosstiespermile).

Preliminary Recommendation

It is not recommended that this pqrtion of the Valley
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line g6nerates an annual excess financial
burden amounting to $166,777 or $396 per carload. Re-
covery of costs would require approximately a four-
fold increase in traffic or a 125 per cent rate increase
over the 1973 levels.

PORTION OF THE AUBURN BRANCH

USRA Line No. 1015

Lehigh Valley

This portion of the Auburn Branch, extends from
Sayre, Pa. (Milepost 271.0) to Owego, NY. (Milepost
289,6), a distance of 18.6 miles, in Bradford County, Pa.



9994

PORTION, AUBURN
LV to Geneva BRANCH, LV ,_-LV to Moravia

EL to Elmira \ OWEGO
(LV has trackage
rights) e ZEL. to Binghamton

18.6 miles
S AYR \4- LV to Wilkes Barre

and Tioga County, N.Y. This line continues northward
from Oivego, a portion of which is also under study in
this Report. Also at Owego the line connects with the
Erie Lackawanna Jergey City-Oicago line. Connections
at Sayre, include the Lehigh Valley Waverly-Elmira
Branch (via trackage rights over the EL) ; and the Le-
high Valley Jersey City-Buffalo line, a line which is
also under study in this Report between Mfeho'opany, Pa.
and Buffalo. This line was not described as potentially
excess in the U.S. DOT Report (see Zones 53 and 73).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

'Smithboro ------------------------------------- 180

Total carloads gefierated by the lines ----------- 180
Average carloads per week -------------------------- 3.5
Average carloads per mile ---------------------- 9.7
Average carloads per train ---------------------------- 3.5
1973 Operating Information:

Number of round trips per year -------------------- 52
Estimated time per round trip (hours) ------------- 12. 0
Locomotive horsepower. -------------------------- 600
Train crew size --------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." N.Y. State DOT indicated
that this line generated 200 carloads and produced a
profit of $49,400.

Information for Line Retention Decision"

Revenue received by ----------------------- $35, 882
Average revenue per carload ------------- $199

Yarlable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 169,166-
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line__-- 21, 662

Total variable (avoidable) cost -------------- 190, 828

Net contribution (loss) : Total ----------------- (154,946)
Average per carload --------------------- (861)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's

7-

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is not recommended that this portion of the Au-
burn Branch.be included in the ConRail System. Coia
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $154,946 or $861 per carload.
Recovery of costs would require approximately an
eleven fold increase in traffic or a 430 per cent rate
increase over the 1973 levels.

PORTION OF THE JERSEY CITY-TO-BUFFALO LINE

USRA Line No. 1016
- Lehigh Valley

I LV to

1+-Geneva I

VAN ETTEN
JUNCTION

EL to Homell 14.8 miles.
(LV has Trackage .

Rights to Elira)

4To J ersey Ci ty

Ithaca

PORTION OF THE

LINE

-Aubum
S --Branch, LV

EL to
Binghamton

This portion of the Jersey City-to-Buffalo Line, ex-
tends from Sayre, Pa. (Milepost 271.0), to Van Etten
Juwtion, XI.Y. (Milepost 285.8) a distance of 14.8 miles,
in Bradford County, Pennsylvania, and Tioga and
Oheming Counties, N.Y.. Continuations of this line ex-
tend northward from Van Etten Junction and south-
ward from Sayre. Both continuations are also under
study in this Report. Connections with other lines in-
,lude: the Lehigh Valley Auburn Branch at Sayre, and
the Lehigh Valley Ithaca Branch at Van Etten Junc-
tion. Both branches are also under study in this Report.
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Additionally, this line connects with the Lehigh Valley
Waverly-Elinira Branch at Sayre. This line was not
described as potentially excess in the U.S. DOT Report
(see Zones 52, 53 and 73).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:
-Sayre --------- --- 834
Waverly 5... 33

Total carloads generated by the line .......... 867
Average cArloads per week- --- 16.7
Average carloads per mile------------------- --- 58. 6
Average carloads per train ---------------------- 2.8
1973 operating information:

Number of round trips per year --------------- 312
Estimated time per round trip (hours) ------------ 10.0

.Train crew size-...- ... - -------- 4

Information Provided by-RSPO, Shipping, Government

Agencies

No specific information concerning this line was pro-
vided at, the hearings conducted by the Rail Services

-Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
-tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by L _ $177, 980
Average revenue per carload .......-- $205

Variable (avoidable) cost of continued.
service:

Cost Incurred on the branch line_-_- 286,388
Cost of upgrading branch line to FRA.

Class I (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line.- 106, 330

Total variable (avoidable) cosL...... 392, 718

Net contribution (loss) : total- . ..... (214, 738)
Average per carload (248)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
.minimum safety standards (Class I traclk which has-a

maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is recommended that the portion of the LV traffic
at Sayre and Waverly be handled by ConRail or the
EL or its successor (see Chapter 3). The line north of
Waverly is twt recommended for inclusion in the
ConRail System nor to the EL or its successor.

I See Errata Sheet on last page of this part
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OHIO

Intrastate

PC

USRA, Terminals
line number

365
367
371
372a
373
374
375/3767377
387/388
477
477a
478
478a
480
4811482
483
485
485a
487 -

488
490
491
493
494'
496/496a
496c
497/498/493a

499a
500
500a
500b
501
502/503/504
505/506
507 -

513/513a
514
515
516
516b
516c
516K
517
518
5191520
525
527/528
529
5311531a/532
5331534/534a/

535

North Benton to Alliance
Alliance to Mount Union
Magnolia to Minerva
Dover to New Philadelphia
Dover to Newcomerstown
Newcomerstown to C~ombridge
Marietta to Cambridge
Elyria to Bellevue "
Lilly Chapel to Miami Xing
Columbus Union Station
Holmesville to Howard
Howard to Mount Vernon
Columbus to Mount Vernon

. Luckey to B~erwick
Berwick to Kenton
Berwick to Spore
Spore to Bucyrus
Edison to Johnstown
Granville to Heath
Glass Rock to Thurston
Truro to East Columbus
Truro to Bremen
Athens to Armitage
Bremen to Cirbleville
New Lexington to Crooksville
Morrow to Circleville
Delaware to Scioto
Sims Station to Worthington
Columbus to Marion
Bucyrus to Marion
Paget to Jones-
Bellefontaine to St. Marys
Belle Centre to Bellefontaine
Clyde to Green Springs
New Lexington to Coming
Corning to Hobson
,Xenia to Spring Valley
Spring Valley to Waynesville
Milford to Clare
Milord to South Lebanon
South Lebanon to Morrow
New Paris to Bradford
Old River Junction to New River Junction
New River Junction to Eaton
Lebanon to Hageman
Lytle to Hempstead
Hempstead to Clement
Bryan to Van Wert
Van Wert to Ansonia

USRA Terminals -
line number

536/537
538
539/5401553a
541
549
551
558
560
561
562
639
640
641
641a
642
643
643a
644
644a
692
706
714

Springfield to Yellow Springs
Ansonia to Meekers
Meekers to West Manchester
West Manchester to Carlisle Junction
Troy to Cold Springs
Troy to Arcanum
Eggleston Ave to Avondale
Oxford State Street to Union Village
Columbus to Xenia
Dayton to New Paris,
Dayton to Xenia
Breman to New Lexington
Minerva to Bergholz
Bergholz to Pan
Warwick to Massillon
Millbury Junction to Fremont
Fremont to Clyde
Trinway to Zanesville
Zanesville to Crooksville
Glass Rock to Spangler
Thurston Secondary Track at Heath
Warren to Ashtabula

Interstate

Ohio to Michigan (these lines are discussed under Michigan)

393
437

530

353
514a

Vulcan, Ohio to N&W Xing East of Adrian
Alexis, Ohio to Carleton, Mich. (C&O Trackage

Rights)
Bryan, Ohio to Hudson, Mich.

Ohio to West Virginia

Martin's Perry, Ohio to Benwood, W. Va.
Hobson, Ohio to Nitro, W. Va.

Ohio to Indiana (these lines are discussed under Indiana)

520a
554
571a
638

Eaton, Ohio to Richmond, Ind.
Glen Karn, Ohio to Hunter, Ind.
Cedar Grove, Ohio to Valley Junction, Ind.
Now Paris, Ohio to Richmond, Ind.

PORTION OF THE MINERVA BRANCH

USRA Line No..365

Penn Central

This portion of the Minerva Branch, formerly part of
the NIew York Central RR, extends from North Benton
(Milepost 18.5) to Alliance, Ohio (Milepost 22.9), a-
distance of .4 miles, in MIahoning, Portage and Stark



9998

Counties, Ohio. This line is i Zones 93,95,- and 96 in the
U.S. Depai neat of Transportation Report, "Rail Serv-
ice in the Ifidwest and .Northeast Region," dated Feb-

PORTION OF
THE MINERVA
BRANCHj PC Newton Falls

•• ,B&O Main Line

PC Alliance -

to Cevelnd NPC to Newtonto Cleveland "Falls

ALLIANCE NORTH BENTON
4.4 miles

PC to, %. PC Line Pittsburgh-
Mount Union I / 0 k Chicago

PC to Bayard

ruary 1, 1974. The northerly continuation -of this line,
from North Benton to the B&O at Newton Falls, is also
under study in this report. At Alliance, PC lines to
Cleveland, Chicago and Pittsburgh intersect as do local
lines to Bayard and 'fount Union, both also under
study.

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

North Benton ------------------------------ 37

Total carloads generated by the line ------------ 37
Average carloads per week ------------------- 0.7
Average carloads per mile ------------------- 8.4
Average carloads per train ------------------- 0.8
1973 Operating Information:

Number of round trips per year ----------------------- 45
Estimated time per round trip (hours) --------------- 1. 5
Locomotive horsepower ---------------------- --- 1 750
Train crew size ---------------------------------- 4

Informatidn Provided by RSPO, Shippers, Government
Agencies

No information ivas provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Report."

Information for Line Retention Decision
Revenue received by PC -------------------------- $15, 385
Average revenue'per carload --------------- $416

Variable (avoidable) cost of continued

service:
Cost incurred on the branch line --------- 32, 314
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) ------- 11, 641
Cost Incurred beyond the branch line ---- 8,569

Total variable (avoidable) cost -------------- 52; 524

Net contribution (loss) total -------------------- (37,139)
Average per carload -------------------- (1,004)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a

maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,300 crossties (an average
of 295 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of tho
Minerva Branch be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, rev-
enue and cost levels, this line generates an annual excess
financial burden amounting to $37,139 or $1,004 per
carload. Recovery of costs would require approximately
a five-fold increase in traffic or a 241 percent rate in-
crease over the 1973 levels.

MT. UNION INDUSTRIAL TRACK

USRA Line No. 367

Penn Central

PC to N tPC to North Benton
Ravenna - ,

\ - /- Pittsburgh-
ALLIANCE _ ¢ Chicago, PC

MOUNT UNION "'K-PC to Bayard
INDUSTRIAL MT. UNION 2.3 miles
TRACK, PC

The Mount Union Industrial Track, formerly part of
the, New York Central RR, ektends from Alliance
(Milepost 25.6) to Mt. Union, Oito (Milepost 26.9), a
distance of 2.3 miles, in Stark County, Ohio. This line
connects at Alliance with Penn Central's line to
Ravenna and Cleveland and with Penn Central's line
between Pittsburgh and Chicago. The three other Penn
Central lines "at Alliance are the branches to Bayard,
Newton Falls, and Niles. The first two are under study
in this report. Penn Central filed to abandon this line
(Docket No. AB-5 Sub. 179). This line was not de-
scribed as potentially excess in the U.S. DOT Report.
(see Zone 96).

Traffic and Operating Information

Stations (with their 1973 carloads) served b this line:
Alliance 1  ------ - - - - - - - - - - - - - - - - - - .- - - - - - - - - - - - - -

Total carloads generated by the line ...........
Average carloads per week --------------------------
Average carloads per mile --------------------------
Average carloads per train ---.---------------------
1973 operating information:

Number of round trips per year -------------------
Estimated time per round trip (hours) --------------
Locomotive horsepower ----------------------------
Train crew size -----------------------------------
I Includes only traffic on segment.

11
0.2
4.3
0.5

22

2.0
1,750

4

- 656
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Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

- "The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Lind Retention Decision

Revenue received by PC ..... ------
Average revenue per carload ........ ----------- $191

-Variable- (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 23, 433
Costof upgrading branch line to ERA Class ',

I (1/10 of total upgrading cost) 14,626
Cost incurred beyond the branch. line---- 2,240

the fahoning Secondary Track to Alliance.AtMinerva
it also connects with the Alliance Branch of the PC

PC to
1 /Alliance

LBAYARD
XZ-R ,--PCBayard

. . Branch

%cPC to Pan

$2,102.

Total variable (avoidable) 'cost ------------ 40,309

Net contribution (loss) : total ------------ (38,207)
Average per- carload --------------- (,473)

This line would require upgrading to meet the re-
quirements of- the Federal Railroad Administration's
minimum safety standards (Class I track,-which has a
maximum safe operating speed of 10 mp.h.). Based on
available information, this upgrading would include
the replacement of a total of 300 crossties (an average
of 130 crossties per mile).

Preliminary Recommendation

It is wt recommended that the Mount Union Indus-
trial Track be included in the ConRail System. Con-
tinued operation of tlis line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels;-this line generates an annual excess financial
burden amounting to $38,207 or $9,473 per carload.
Recovery of costs would require both an increase in
traffic and a rate increase over the -1973 levels.

PORTION -OF TUSCARAWAS SECONDARY

TRACK

USRA Line No. 371

Penn Central

This portion of the Tuscarawas Secondary Track,
formerly part of the Pennsylvania RR, extends from
Miner (Milepost 2.9) to Magnolia, Ohio (Milepost
15.3), a distance of l3.4 mies, in Stark, Carroll and Co-
lumbiana Counties, Ohio. This line continues south to
Dover, which is also under study in this Report. At
Oneida' (Milepost 5.7) and Minerva (Milepost 2.6) it
connects with branches of'the N&W Ry. At Bayard
it connects with the PC's Bayard Branch, and with

PC to- /dE t&W toCarolltonDover /
/ PORTION. TUSCARAWAS

SECONDARY TRACK, PC

to Pan. This line, except between Bayard and Minerva,
was described as jpotentially excess in the U.S. DOT
Report (see Zones 96 and 97).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Minerva I 175
Malvern 10
Waynesburg 617
Magnolia. 189 "

Includes only traffic on segment.

Total carloads generated by the line -- 991
Average carloads per we-k . 19.0
Average carloads per mile. 14.7
Average carloads per train-_ _ _ _ 6.6
1973 operating Information:

Numbir of round trips per year..... 150
Estimated time per, round trip 4
Locomotive horsepower- . 1,750
Train crew size- - 4

Information Provided by RSPO, S hippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The'Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Tuscarawas Chamber of Commerce said the line
generates 109 carloads per mile.

Information for Line Retention Decision

Revenue received by PC-- 03A241
Average revenue per carload

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line 152,105
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line-. 230,35

Total variable (avoidable) cost .388,455

Net contribution (loss): Total (50,214)
Average per carload- -. .(51)
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This line Would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track,-which has a
maximum safe operating speed of 10 m.p.h.).

An evaluation of coal reserves by USRA staff indi-
cates there may be reserves adjacent to this line.

Preliminary Recommendation

It is vt recommended that this portion of the Tusca-
rawas Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. nder 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $50,214 or $51 per
carload. Recovery of costs would require approximately

-a 50 percent increase in traffic or a 15 percent rate

increase over the 1973 levels. Costs may also be reduced
by reducing frequency, hlthough this alone will not
make the line viable.

PORTION OF TUSCARAWAS SECONDARY TRACK

USRA Line No. 372a-

Penn Central

B&O Wheeling-
Willard Line

4:-,PC to Bayard
* 4-

DOVER ,- PORTION OF TUSCARAWAS
DO E ,4 SECONDARY TRACK, PC

NEW PHILADELPHIA
00 

-3.0 miles
Dover 0
Secondary
Track, PC

This portion of the Tuscarawas Secondary Track,
formerly part of the Pennsylvania RR, extends from
Dover (Milepost 28.8), to New Philadelphia, Ohio
(Milepost 31.8), a distance of 3.0 miles, in Tuscarawas
County, Ohio. This line connects at Dover with the PC
Dover Secondary Track and the northerly continuation
of the Tuscarawas Secondary Track, both under study-
in this Report. The B&O line from Wheeling also serves
Dover. This line was not described as potentially excess
in the U.S.'DOT Report (see Zone 97).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Dover I -------------------------------------------- 752

Total carloads generated by the line -------------- 752

Average carloads per week ---------------------------- 14.5
Average carloads per mile ---------------------------- 250. 7
Average carloads per train ---------------------------- 1 0.0

1973 operating information:

Number of round trips per year -------------------- 15

Estimated time per round trip *(hours) --------------- 1.5
Locomotive horsepower ----------------------------- 1, 750

Train crew size ----------.------------------------ 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Governmont

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled, "The Public Response to the Secretary
of Transportation's Rail Service Report," indicates that
the Ohio Power. Company at New Philadelphia uses
this line to move ammonium. nitrate, which is fsed to
extract coal from mines.

Information for Line Retention Decision

Revenue received by PC --------------------------- $222, 924

Average revenue per carload --------------- $200

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line--------
Cost of upgrading branch line to ERA

Class I: (1/10 of total upgrading cost)_
Cost incurred beyond the brpnch line ------

54, 341

4,348
150,415

Total variable (avoidable) cost -------------- 209, 1041

Net contribution (loss) : total --------------------- 18,820

Average per carload ----------------------- 18

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 mph). Based on avail-
able information, this upgrading would include the re-
placement of a total of 750 crossties (an average of 250
crossties per mile).

An evaluation of coal reserves by USRA staff indi-
cates that there may be coal reserves adjacent to this line.

Recommeidation

It is recommended that if possible, Chessie assume
service to this line. If such an agreement cannot be
reached, this portion of the Tuscarawas Secondary
Track will be included in the ConRail System.

Transfer of this line to Chessie will not materially
impair the profitability of ConRail or other carriers in
the Region under the provisions of Section 200 (d) (3).
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PORTION OF DOVER SECONDARY TRACK

USRA Line No. 373

Penn Central

Tuscarawas
Secondary
Track, PC

PC to New
°F. 1 I Ul

I OVER-

0RR - PORTION OF

DOVER SECONDARY
19.2 miles TRACK. PC

I. NEWCOMERSTOWN

t-Pittsburgh-'

PC to Columbus line, PC

Cambridge

This portion of the Dover Secondary Track-, formerly
part of the Pennsylvania RR, extends from Newcomers-
town (Mflepost 84.1) to Dove; Oh. (Milepost 103.3), a
distance of 19.J mni/e3, in Tuscarawas County, Ohio. A
continuation of this line extends southward from New-
comerstowh to Cambridge (also under study in this Re-
port).'At Dover, this line connects-with the Tuscarawas
Secondary Track, PC (and with a PC line to New
Philadelphia, both also under study in this Report).
Also at Dover, this line coniects with the Baltimore &
Ohio Railroad. At Newcomerstown, this line connects
with the Pittsburgh-Columbus Line of the PC. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 97).

Traffic and Operating Information

Stations (with their 1973"carloads) served by this line:
Dover - - -- -------- ------ 780
Stone. Creek ...---------- --- 414

Total carloads generated by the line ------------ 1,194
Average carloads per week. 23. 0
Average carloads per mile ------------------- 0.2
Average carloads per train --.. 6.0
1973 Operating Information:

Number of round trips per year --------------------- 200
Estimated time per round trip, hours ----- -7
Ldoomotive horsepower ----- ------- 1,500
Train crew bize ------ .------------------------- 5
"Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Responsd to the Secretay
of Transportation's Rail Service Report" indicAted that

the Tuseara.was Chamber of Commerce estimated 109
cars per mile. Dover Chemical estimated that shipments
from Houston, Texas via truck would be $4.31 per cwt
compared to a rail rate of $1.95 and $1.75 per cwt. Stone
Creek Brick at Stone Creek shipped 433 carloads in
1973 according to the testimony. Trucking is not an
alternative because of weiglit and length factors.

Information for Line Retention Decision

Revenue received by.----- -
Average revenue per carload. - q=

'-q440, 8W'

138
Variable (avoidable) cost of continued

service:
Cost incurred on the branch Une...-. 230,9M
Cost of upgrading branch line to FRA

Class I (lAO of total upgrading
cost) ---- . 0

Cost incurred beyond the branch line- 2T,788

Total variable (avoidable) cost.- 498,713

Net contribution (loss) : totaL-- (57, 8)
Average'per ca rload -" (48)

This line would requirm no upgrading to meet the re-
quirements of the Federal Railroad Aaministration's
minimum safety standards (Class I track, which has a.
maximum safe operating speed of 10 mph). An evalu-
ation of coal reserves by USRA staff indicates that there
may be recoverable reserves adjacent to this line.

Preliminary Recommendation

It is not recommended that this portion of the Dover
Secondary Track be included in the ConRail System
unless this line is required to provide service from
USRA. Line segment o. 37"2a. Continued operation of
this line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amomt-
ing to $57,826 or $48 er carload. Recovery of costs
would require approximately a 35 percent increase in
traffic or a 13 percent rate increase over the 1973 levels.
Costs may also be reduced by reducing frequency,

.although this alone will not make the line viable.

PORTION OF MARIETTA BRANCH/DOVER

SECONDARY TRACK

USRA Line No. 374

Penn Central

This portion of the Marietta Branch and the Dover
Secondary Track, formerly part of the Pennsylvania
RR,.extends from CamnMdge (Milepost 58.8) to New-
commstolon, Ohio (Milepost 84.5), a distance of 20.4
miles, in Guernsey and Tuscarawas Counties, Ohio. The
southern section of the Marietta Branch, which runs
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from Marietta to Cambridge and the line's northern
connection, the PC Dover Secondary Track, are both
under study in this Report. The Penn Central line from

PC to Bayard'-.

NEWCOMERSTOWN
PORTION OF- - .
PC MARIETTA £ PC Pittsbdrgh-
BRANCH Louis Line

25.7 miles+

B&O Wheeling- ICA4BRIDGE
Columbus Line PC to Marietta

Pittsburgh to St. Louis connects with this line at New-
comerstown; the B&O Columbus-Wheeling line con-
nects at Cambridge. This line was described as poten-
tially excess in the U.S. DOT Report (see Zones 97 and
102).

Traffic and Operating Information

Stations (with their 1973 carloads) served by thisiline:
Cambridge -------.-.............---------------- 407
Oldham -- .--------------------------------------- 0

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum-safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). An evalua-
tion of coal reserves by USRA staff indicates there may
be reserves adjacent to this line, but the size of. the re-
serves and the potenti- 1 for economical mining is un-
lmown at this time.

Preliminary Recommendation

It is not recommended that this portion of the Mlur-
ietta Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $141,393 or $347 per carloltd.
Recovery of costs would require approximately a 165
percent increase in traffic or a 75 percent rate increase
over the 1973 levels.

Total carloads generated by the line ------------ 407
-Average carloads per week ..........------------. 7.8
Average carloads per mile ------------------------ 20. 0
Average carloads per train ------------------------- 2.9
1973 Operating information:

Number of round trips per year -------------------- 140
Estimated time per round trip (hours) -------------- 10
Locomotive horsepower ---------- ------------ 1, 500
Train crew size ------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Cambridge Area Chamber of Commerce said PC
maintenance has curtailed usage and line abandon-
meit would boost transportation costs and unemploy-
ment. Termination of Penn Central service would not
be opposed if alternative service could be provided over,
C&O/B&O.

Information for Line Retention Decision
Revenue received by PC ----------------------- $186, 568
Average revenue per carload --------------- $458

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 223,062
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) _- 0
Cost incurred beyond the branch line --- 104, 999

Total variable (avoidable) cost ------------ 327,961

Net contribution (loss) : Total ------------------ (141, 393)
Average per carload --------------------- (347)

PORTION OF MARIETTA BRANCH

USRA Line No. 375/376/377

Penn Central

PC MARIETTA
BRANCH

This portion of .the Marietta Branch, formerly part
of the Pennsylvania RR, extends from Aarnetta (Mile-
post 0.0) to Oambridge, Ohio (Milepost 58.8), a distance
of 58.8 miles, in Washington, Noble and Guernsey
Counties, Ohio. This line continues north as the Dover
Secondary Track to Dover. It connects with the B&O
(Pittsburgh-Colunbus line) at Cambridge and with a

.B&O branch.to Cumberland, Ohio at Pleasant City. In
August 1972, Penn Central petitioned to abandon the
portion of this line south of Dexter City (Milepost
27.0), ICC Docket No. AB-5, Sub. 92. No action has
been taken. This line was described as potentially excess
in the U.S. DOT Report (see Zones 102 and 104).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Vanadis --------------------------- -- 1----------- 141
Byesville ----------------------------------- - -- 82
Pleasant City 2

* Ava -------------------- I ----------------------- 24
Belle Valley -------------.------------------------ 1
Caldwell - - 137
Dexter City ------------------------- ---- 57
M1acksburg ----- 0
:Marietta ------------------------------ 459

Total carloads generated by -the line-.------------ 903
Average carloads per week ----------- 17.4
Average &rloads per mile ..--------- ------- 15.4
Average carloads per train ------------------------ 20.1
1973 operating information:

Number of round trips .per year. -......- , --------- 45
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower ---------- ----- I,50
Train crew size .----------- -- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
repots ntitled "The Publid Response to the Secretary
of Transportation's Rail Service Repoft" indicated that
the Marietta Ohamber of Commerce stated that Dexter
City (Zone 102) and Newcomerstown (91) cannot be
reached from the other direction because the railroad
bridge crossing the Muskingum Rive: (owned by B&O)
is no longer in service. Testimony submitted by Allen K
Penttla, Evans Products Co., statis the B&O also serves
Marietta but cannot service their plant because the B&O
has no physical connection with the PC. USRA staff
reports the Public Utilities Commission and Ohio DOT
indicated that the B&O has a standing petition to aban-
don the B&O line from Marietta to or in the direction
of Zanesvile via Watprford and AcConnellsville.
USRA staff confirmed that the bridge at Marietta is
out of service andPC no longer connects with the B&O.

Information for Line Retention Decision

Revenue received by PC ---------------------- $331, 793
Average revenue per carload -------------- $367

Variable (avoidable) cost of continued
service:

Cost incurred on the 'branch line ------- 459,397
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 72, 563
Cost incurred beyond the branch line-.- 195, 58

Total variable (avoidable) cost ------ 4 ------- 727, 548

Net contribution (loss) : total -- -------- (395, 755)
Average per carload --------------------- (438)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's

.minimum safety standards (Class I track, which has a.

maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 14,400 crossties (an aver-
age of 245 crossties per mile).

An evaluation of coal reserves by USRA staff indi-
cates there may be reserves adjacent to this line, but coal
reserves are of unknown quantity and quality.

Preliminary Recommendation

It is -not recommended that the Marietta Branch be
included in the ConRail System. Continued operation
of tis line would require a rail service continuation
subsidy. Under 1973 traffic, revenue dnd cost levels, this
line generates an annual excess financial burden amount-
ing to $395,755 or $438 per carload. Recovery of costs
would require approximately a three-fold increase in
traffic or a 120 percent rate increase over the 1973 levels.

PORTION OF NORWALK BRANCH

LISRA Line No. 387/388

Penn Central

We& ~6k

4M. To

This portion of the Norwalk Branch, formerly part
of the New York Central RR, extends from Elyrid
(Milepost 209.4), to Beflevue (M1ilepost 250.7), a dis-
tance of 413 miles, in Lorain and Huron Counties, Ohio.
This line continues west to Toledo; the adjacent sec-
tion from Bellevue to Clyde is under study in this Re-
port, At Elyria connection is made with the PC Buf-
falo-Chicago line and with the B&O Lorain-Mfedina
line. At Bellevue, N&W lines to Columbus, Sandusky,
Chicago, Cleveland and Pittsburgh intersect. Two other
N&W lines cross this branch; the Huron Dock line at
Norwalk and the Lorain-Wellington line at West
Oberlin. Two B&O branches also cross this portion of
the Norwalk Secondary Track; the Mansfield-San-
dusky line at Monroeville and the Lorain-Mledina line
at Elyria. In December 1972, the Penn Central filed to
abandon this line (ICC .Docket No. AB--5, Sub 132).
No action has been taken. The portion of this line be-
tween Elyria and Norwalk was described as poten-
tially excess in the U.S. DOT Report (see Zones 91 and
100).



Traffic and Operating Information

Stations (with their 1973 carloads) -served by this line:
Oberlin ------------------- ----------------
Kipton--------------------------
Wakeman -----------------------------------
Collins -------------------------------------
Norwalk-------
Monroeville --
Bellevue

Total carloads generated by the line -------------- 962
Average carloads per week --------------------------- . 18. 5
Average carloads per mile ----------------------- 2.3
Average carloads per train ------------------------ 4.8
1973 operating information:

Number of round trips per year ----------------------- 200
Estimated time per round trip (hours) --------------- 12
Locomotive horsepower ----------- ----- 1,500
Train crew size ----------- - ----------.------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted ly
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to. the Secretary
of Transportation's Rail, Service Repdrt" indicated that
abandonn1t -will hamper potential for industrial,
growth, according to NOACA. The group claims lack
of PC cars requires shippers to move two-thirds 6f their
grain by truck at higher cost.

Information for Line Retention Decision

Revenue received by PC ------ ---------
Average revenue per carload $452

$435,120

Variable (avoidable) cost of continued
service:

Cost incurred beyond the branch lifie... 427,139
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 72, 608
Cost incurred beyond the branch llne--- 269,168

Total variable (avoidable) cost ------------- 768,915

Net contribution (loss) : total ------------------ (333,795)
Average per carload --------------------- (847)

This line would require upgrading to meet the re-
quirement of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a tota1 of 10,000 crossties (an average
of 242 crossties per mile).

Preliminary Recommendation

It is 'not recommended that this portion of the
Norwalk Branch be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $333,795 or $347 per car-

load. Recovery of costs would require approximately a
two-fold increase in traffic or a 75 percent rate increase
over the 1973 levels. Costs may also be reduced by reduc-65

72 ing frequency, although this alone will not make the
14 line viable.
8

1244 CAMP CHASE INDUSTRIAl: TRACK

USRA Line No. 477

Penn Central

PC to Toledo '.4-C&O to Toledo PC to Cleveland

,, - I

PC to MIAMI". 
Logansportl .'*.,CROSSING I

Buckeye Yard-*, in..
L :/ Columbus

PC to Cincinnati .. \-PC to
and St.Louis 3 N Charleston W. Va.-A 4J .9mi Ies. \

PC CAMP CHASE % IINDUSTRIAL ' .% "

TRACK LILLY -- C&O to
CHAPEL B&O to West Virginia

Cincinnati

The Camp Chase Industrial Track, formerly part of
the New York Central Railroad, extends from Miami
C'rossing (Milepost 141.5) to Lilly Chapel, Ohio (Mile-
post 155.4), a distance of 13.9 miles, in Franldin and
Madison Counties, Ohio. The Camp Chase Seeondary
Track leaves the PC Indianapolis-Columbus Main
Line at Miami Crossing. The extension of this line,
which parallels the PC main into Columbus is also
under study in this report. This line was described as
potentially excess in the U.S. DOT Report (see Zones
103 and 110).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Galloway ---------- .........------------------- 0
Lilly Chapel ------------ -------------------- Go
Columbus 1 ----------------------------------- 3,243

Total carloads generated by the line ---------.. 3, 803
Average carloads per week-------------------0 3.5
Average carloads per mile ---------- ----- . 237.6
Average carloads per train ---------------...-- 13. 2
1973 operating in~ormation:

Number of round trips per year -------------------- 250
Estimated time per round trip, hours ..-------------- 8. 5
Locomotive horsepower ----------------------------- 1,200
Train crew size ------------------------------------ 
IIncludes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the 'hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
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of'Transportation's Rail Service Report," indicated

that the Pillsbury Company is negotiating with Penn
Central to operate a. 100-car unit train for its Lilly
Chapel Plant and it anticipates a need for 675 more
cars by 1978.

Information forLine Retention. Decision

Revenue received by P- ------------------ $1, M3on

Average revenue per carload -------

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line.... 27T, 179

Cost of upgrading branch line to PRA.

Class I (1/10 of total upgrading cost)- 0

Cost incurred beyond the branch line ---- 518,718

Total variable (avoidable) -cost ------------ 795, 89T

Net contribution (loss): Total 535,760

Average per carload ...--------------- 162

This line would reqnie no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety stanidards (Class I track, which has a
maaximum safe operating speed of 10 mph).

Recommendation

It is recommended that the Camp Chase Industrial
Track be included in the ConRail System.

COLUMBUS UNION STATION

USRA Uine Nc. 477a

Penn Central

- PCto Galion I
N&W to Sandusky

COLUMBUS MP 136.4 ... t1."" ".esL PC to Holmesville

I .6.Miles. /
" 1 / %-GALION-COLUMBUS LINE,

COLUMBUS UNION -- GAOCOLUMBUSLE
DEPOT MP 138.0 / P/ PC-B&OJoint Track

. . "to-Newak, Ohio

PC to Bradford /
and Chicago

PC to London and Indianapolis N&W ta West Virginia

The Columbus Union Station extends from Milepost
136.4 to 13M., a distance of 1.6 vziles, in Franklin
County, Ohio. This line provides access to the Columbus

Union Station. This line was not described as poten-
tially excess in the U.S. DOT Report (see Zone 103).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Columbus' -71

Total carloads generated by the line- 71
Average carloads per week--_ _ _ _ 1.4
Average carloads per mile 44.3
Average carloads per train------ -_ 1.4
1973 operating Information:

Number of round trips per year- . - 52
Estimated time per round trip (hours) 2.5
Locomotive horsepower -1,200
Train crew se --

I Includes only trafic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by POc _ $20,856
Average revenue per carload $294

Variable (avoidable) cost of contizued
service:

Cost incurred on the branch line-. 24,200
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost)-_ 0
Cost incurred beyond the branch llne..- 13, 263

Total variable (avoidable) cost-.--..-- 37, 463

Net contribution (loss) : total (16, 60)
Average per carload (234)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation
It is vot reconunended that this line at Columbus

Union Station be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
ccst levels, this line generates an annual excess financial
burden amounting to $16,607 or $234 per carload. Re-
covery of costs would require approximately a 220 per-
cent increase in traffic or an 80 percent rate increase oer
the 1973 levels.

PORTION OF MOUNT VERNON SECONDARY

TRACK

USRA Line No. 478

Penn Central ,

This portion of the Mt. Vernon Secondary Track.
formerly part of the Pennsylvania RR, extends from
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Ho~zesville (Milepost 54.6), to Howard, Okio (TMile. -

post 89.9), a distance of 35.3 miles, in Knox and Holmes
Counties, Ohio. The continuation- of this line from

HOLMESVILLE
A* PORTION OF

PCto Co u +-MT. VERNON

PC to Columbu SECONDARY

HOWARD TRACK, PCHOWARD
MLVernon

Howard to Mount Vernon and Columbus is also under
study in this Report. In August, 1972,-Penn Central
filed a petition to abandon this line (ICC Docket No.
AB-5, Sub. 93). On September 25th, 1974, PC applied
to the U.S. Railway Association for similar action
(Docket No. 75-45). No final action has been taken in
either case. This line was described as potentially ex-
cess in the U.S. DOT Repoit (see Zone 97).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Holmesvllle ------------------------------------- 344
Itillersburg ------------------------------------- 329

"R'ill~ l 01

Glenmont -_

Brink Haven
Danville----.

Total carloads generated by the line ------------- 867
Average carloads per week -..------------------------ 16.7
Average carloads per mile ---------------------------- 24. 6
Average carloads per train ------------------------- 5.8
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) --------------- 4.0
Locomotive horsepower ---------------------------- 1,200
Train crew size ------- --------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated con-
siderable concern about the increased transportation
costs which would result" from- the loss of rail service.
Data was provided by eleven shippers on the line which
indicated that they planned to increase their use of rail
service.

According to PC staff, historically, the line has been
subject to devastating floods on a 19-year cycle. The last
one in 1969 caused $1.5 million in rehabilitation work
for bridges, culverts, subgrade and track damage.

,-Information for Line Retention Decision

Revenue received by PC ------------------------- $234, 210
Average revenue per carload -------------- $270

Variable (avoidable) cost of continued
service :

Cost'incurred'on the branch line- ---- 316, 98
Cost of upgrading branch line to P RA

class I (1/10 of total upgrading cost)._ , 0
Cost incurred beyond the branch line --- 160, 445

Total variable (avoidable) cost ..----------- 477,418

Net contribution (loss) : total ------------------- (243, 203)
Average per carload --------------------- (281)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

The potential for near-term increases in traffic vol-
uiae appears to depend on Patrick Industries, which
projected a 75- to 100-carload increase in 1974 over,
1973, and Pampered Beef Exports which began pro-
duction in 1974 but provided no estimate of traffic
potential.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Mt. Vernon Secondary Track not
JJ• .LL± .LL .111 UII JUJJJ. .y LU, U1 aU.iLFS fl.. y UL

immediately increasing revenue must be explored be-
fore a final recommendation can be made. Without
immediately increasing revenue, continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $243,203 or $281 per carload. Recovery of
costs would require approxirnatily a three-fold increase
in traffic or a 105 percent rate increase over the 1973
levels.

PORTION OF MOUNT VERNON SECONDARY

TRACK

USRA Line No. 478a

Penn Central

PORTION OF
PC MT. VERNONB&O to Willard SECONDARY /

and Sandtrsky_.. . TRACK
/ /4-PC to• Holmeswille

0HWARDMT. VERNOt H
• ,-l.1 miles

PC to *,4-B&O to Wheol ins
Columbus via Newark, Ohio

0

- ---... . . . . . .. . . . . .- - - - - - - -
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This. portion of- the Mt. Vernon Secondary Track,
formerly part of the Pennsylvania RR, extends from
Howard (Milepost 89.9) to Ht. Vernon (Mfilepost
100.0), a distance of 10.1 miles, in Knox County, Ohio.
The eastern and western continuations of this track are
both also under study in this Report. The Baltimore &
Ohio line between Newark and Willard crosses this line
at Mt. Vernon. This line was not described as poten--
tially excess in the U.S. DOT Report (see Zone 97).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Howard -- ------- 1,881.
Gambler -------- ----------------- 0
Mt Vernon ------------------ -- 179

Total carloads generated by the line ------------- 2, 060
Average carloads per week .----- - 39.6
Average carloads per mile ---------------- -- 204.0
Average carloads per -train ----------------......... 8.2
1973 operating information:

Number, of round trips per year ...... ---------------- 250
Estimated time per round trips (hours -------------- 12

-Locomotive -horsepower--...----------- -1. 200

Train crewsize 5

Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as rtflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Millwood Sand shipped 2,143 cars in 1973 and projected
%335 cars in 1974.

Information for Line Retention Decision

Revenue received by P0___ ----------------------- 4 20, 755
Average revenue per carload ...------------ $204

Variable (avoidable), cost of continued
service:

Cost incurred on the branch line ------- 286,066
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ------------------------ - 0

Cst incurred beyond the branch line .... 186,162

Total variable (avoidable) cost ----------- 472,228

Net contribution (loss) : total ------------------- (51,473)
Average per carload ................... (25)

This line would require no.upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Mt. Vernon Secondary Track not
be included in the ConRail System, the possibility of
immediately increasing revenue must be explordd be:
fore a final recommendation can be made. "Without
immediately increasing revenue, continued operation of
this line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing .to $51,473 or $25 per carload. Recovery of costs
would require approximately a 20 per cent increase in
traffic or a 12 percent rate increase over the 1973 levels.

A reduction in frequency must be explored; this could
make the line self-sustaining if no revenue were lost.

PORTION OF MT. VERNON SECONDARY
TRACK

USRA Line No. 480

Penn Central

110I to Szasky-- PC Edison-
Heath Line7

B&O to Willardzrd -
Sandusky 7 i

7 7Cto Hot-mesviIle

PC to evnd. .-

~ \Centeffrart KT.VER4OH

C&O to Toedo--+". .. W,,,.d, - heel

1 * PORTION OF~

Toldo~~ *~ .Z PC(Joint with MT.VERHO4oledo B&O - " to lewz . SECONDARY
-I Ohio) TRACK. Pc

PC to 7 ! CLW'BUS 'z r 1
Logansport . ,...LoCato zntnn ) 4-PC to Chalestoa W. Va.

znd St. Louis / to *

PCto We Vtrvnla *.

Lilly C 1~eI B&O H&W to
to Or.hman West Virginia

"ark
ing

This portion of the Mt. Vernon Secondary Track,
formerly part of the Pennsylvania RR, extends from
Mft. Vernor (filepost 100.0), to Columbnus (Mflepost
140.5), a distance of 40.5 miles, in Franklin, Delaware
and Knox Counties, Ohio. This line continues eastward
to Holmesvile; its eastern segments are also under
study in this Report. At Columbus; ten rdutes con-
verge (2 B&O, 2 C&O, 2 N&W, the remainder are Penn
Central). Two local PC routes, also under study in this
Report, are accessible via Columbus-the Western
Branch toward Charleston, W. Va. and the Camp
Chase Secondary Track to Lilly Chapel. At Centerburg,
this line intersects the PC Thurston Secondary Track,
which is also under study in this Report.-This line ex-
cept for a short portion near Columbus was described
as potentially excess in the U.S. DOT Report (see Zones
97 and 103).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Mt. Vernon I ------- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 1,782
Bangs -------------------------------------------- 13
Centerburg ------------------------------------- 10Condit -------- -_. . . . . . . . . . . . . . _. . 190

Condt------------------------------------- -19
Sunbury ------------------------------------------ 448
Galena ------------------------------------------- 83
Westerville ---- ----------------------------------- 215
Columbus I ----- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 277

Total carloads generated by the line ------------ 3,018
Average carloads per week ------------------------ 58.0
Average carloads per mile ------------ ---------- 74.5
Average carloads per train ------------------------- 10. 1
1973 operating information:

Number of round trips per year -------------------- 300
Estimated time per round trip (hours) --------------- 7
Locomotive horsepower ------------------------------ 2,400
Train crew size ----------------------------------- 5
1 Includes' only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail' Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Cellar Lumber felt that a switch to truck would close
or curtail their business. PPG said trucking could not
substitute for rail in hauling raw materials. Inbound
sand to PPG is received from Howard, Ohio on Line
No. 478a.

Information for Line Retention Decision

Revenue received by PC -------------------- $838,122
Average revenue per carload -------------- - $278

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line ------- 498, 167
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 0

Cost Incurred beyond the branch line .... 414, 643

Total variable (avoidable) cost ------------ 912,810

Net contribution (loss) : total ------------------ (74, 688)
Average per carload --------------------- (25)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Al-
though service to this line generates a loss, a 17 percent
increase in traffic or a 9 percent rate increase above 1973
levels would enable financial self-sufficiency.

Recommendation

It is recommended that this portion of the Aft. Vernon
Secondary Track be included in the ConRail System.

PORTION OF EASTERN BRANCH

USRA Line No. 481/482

Penn Central

PC to Toledo7

to Toledo N&W to Sandusky

LUCKEY *. "LUCKE .',;-N&W to Cleveland

PORTION OF EASTERN--+ : t
BRANCH, PC 30.4 miles4 /-B&O to Pittsburgh

B&O to Chicago- -  ° ° ° ° ° ° °

Fotoi ,/...PC to Clyde
Fosteia BEWICK via-Tiffin

N&W to Chicajo- b *'-PC to Bucyrus

C&O to Columbus Y o KN

TPC to Kenton

This portion of the Eastern Branch, formerly part. of
the New York Central Railroad, extends from Liokey
(Milepost 15.8), to Berwick, Ohio (Milepost 46.2), a
distance of 30.4 miles, in Wood and Seneca Counties,
Ohio. This line continues northward to Toledo and
southward to Kenton. The southern continuation, the
Thurston Secondary Track (to Bucyrus) and the San-
dusky Secondary Track (to Clyde), which intersect tle
line at Berwick, are all under study in this Report. At,
Fostoria, the N&W Chicago-Cleveland, B&O Chicago-
Pittsburgh and the C&O Columbus-Toledo lines meet.
This line was described as potentially excess in the U.S.
DOT Report (See Zones 100 and 113).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Pemberville --------------------------------------- 11
Wayne ------------------------------------------- 10
Fostoria ------------------------------------------ 758
New Riegel ---------------------------------------- 0
Berwick ------------------------------------------ 1

Total carloads generated by the line -------------- 780
Average carloads per week ---------------------------- 15. 1
Average carloads pe n mile------------------------- 2,9
Average carloads p. train ------------------------- 5.2
1973 operating information:

Number 6f round trips per year -------------------- 150
Estimated time per round trip (hours) ------------ _ -0
Locomotive horsepower --------------------------- 1,750
Train crew size (people) --------------------------- 4

Information Provided by RSPO, Shippers, Governmont

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
American Oil is located at Berwick. Pemberville Ele-
vator no longer uses the PC, but has an elevator on the
Chessie.
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Information for Line Retention Decision

Revenue received by'Penn Central ------------- $312, 658
Average revenue per carload ----------- $398

Variable (avoidable) cost of continued
service:

Cost incurred on the branch'line--------.259,741
Cost of upgrading -branch line to FRA

Class 1:- (1/10 of-total upgrading
cost) 0------ --- 0

Cost incurred beyond the branch line.___ 166, 737

- Total variable (avoidable) cost ----------- 426,478

Net contribution (loss) : total ------- (113,820)
Average per carload -----------.---- (145)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is Aot recommended that this portion of the East-
em Btanch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subeidy. Under 1973 traffic, revenue:and
cost levels, this line generates an annual excess financial
burden amounting to $113,820 or $145 per carload. Re-
covery of costs would require approximately a 75 per-
cent increase in traffic or a 35 percent rate increase over
tfie 1973 levels.

PORTION OF EASTERN BRANCH

JSRA Line No. 483

Penn Central

PC to Luckey
" and Toledo

- -l
C&O -Toledo-. B"
Colurbus-t.BW
Line i -4'PC to Bucyrus

e .•. -- AC&Y Main Line

PC-Pittsburgh- -- PORTION OF PC
Chicago Line -4 ___EASTERN BRANCH

oe Chicago-J ersey City
..... *... .p-EL Line

KENTON "*

4-PC Toledo-Columbus Line

This portion of the Eastern Branch, formerly part
of the New York Central RR, extends from Berwick
(Alepost 46.2) to Kenton, Ohio, (Milepost 74.1), a
distance of 27.9 mges, in Seneca, Wyandot and Hardin

Counties, Ohio. At Kenton, this line intersects the Main
-Line of the Erie:Lackawanna Ry. and the Western

Branch of the PC. At Forest, the PC Pittsburgh-Chi-
cago Line crosses. At Carey the C&O Toledo-Columbus
line and the AC&Y RR Main Line intersect. At Berwick
the line continues northward to Luckey (a line -also
under study in this Report) and also connects with the
PC Sandusky Secondary Track to Clyde and the PC
Thurston Secondary Track to Bucyrus, both also under
study in this Report. This line was described as po-
tentially excess in the U.S. DOT Report (see Zones
110 and 112).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Carey 5,=327
Wharton 4
Forest _ _ 3
Patterson .. .22
mevittys - 848.

Grants 41

Total carloads generated by the line. 6,245
Average carloads per week- 1...... 20.1
Average carloads per mile-- ....... .. 223.8
Average carloads per train . . .. ."20.8

1973 operating information:
Number of round trips per year--- --- o........... _300
Estimated time per round trip (hours) 8. 0
Locomotive horsepower-...... .. - 2,250
Train crew size-__ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the heariings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
M. A, Hogan Elevator, Inc., estimated 51 carloads and
projected 155-205 carloads. This company's rail use
declined in 1973 due to poor weather conditions and
poor rail service (PC staff also reported outbound traf-
fic would increase if cars were available). The Boich
Lime and Coal Company at MeVittys (not on patron
list) operates a high quality Dolomite limestone quarry
which has a life expectancy of 50 years.

Information for Line Retention Decision

Revenue received by PC.-$83-, 16--
Average revenue per carload._ __..... $294

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line.-- 412,478
Cost of upgrading branch line to FRA.

Class I (1/10 of total upgrading
cost) -- 45, 612

Cost incurred beyond the branch line-- 1, 0S7,274

Total variable (avoidable) cosL..... 1,545,394

Net contribution (loss) : Total- 291,96
Average per carload. _ 47
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This line would require upgrading to meet the re.
quirements of the Federal Railroad Administration%
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total' of 6,400 crossties (an average
of 229 crossties per mile).

Recommendation

It is recommended that this portion of the Eastern
Branch be included in the-ConRail System.

PORTION OF THURSTON SECONDARY TRACK

USRA Line No. 485

Penn Central

PC to Toledo

BERWICK

\ .AC&Y Main Line
#0 V°

PCton *PORTION OF
, Kenton THURSTON

Sycamore - SECONDARY

TRACK, PC
SPORE

PC to Bucyrus..Z,

This portion 'of the Thurston, Secondary Track,
formerly part of the New York Central RR, extends
from Berwick (Milepost 46.0), to Spore, Ohio (Mile-
post 62.9), a distance of 16.9"miles,.in Crawford, Wyan-
dot and Seneca Counties, Ohio. All three Penn Central
connections at Berwick to Kenton, Clyde and Toledo
are under study in this Report, as is this line's southern
extension from Spore to Bucyrus. Penn Central applied
to abandon this line (ICC Docket # AB-5 Sub. 41).
This application was approved in June, 1973;'however,
tracks will not be removed until a connection is con-
structed at Bucyrus linking the lower portion of the
Thurston Secondary Track to the PC Pittsburgh-
Chicago line. This line was not shown in the U.S. DOT
Report (see Zones 100 and 112).
Information Provided by RSPO, Shippers,' Government

Agencies

No specific information cdncerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line is only used to serve'the traffic generated on
USRA Line Segment 485a. The construction of a con-
nection at Bucyrus will eliminate the need for this line.

Preliminary Recommendation

It is ?tot recommended that this portion of the Thur-
ston Secondary Track be included in the ConRail
System.

PORTION, THURSTON SECONDARY TRACK

USRA Line No. 485a

Penn Central

\K--PC to Berwick
PORTION,PC \ • N&W to S~ndusky
THURSTON 'SPORE : (PC has Trackage
SECONDARY . : 4 Rights to Carrothers)

T .4 m "les- : j---PC Pittsburgh-6.4 milIes , , Chicago Line
• - -i --Tu

BUCYRUS

:4-N&W to Columbus

This portion of the Thurston Secondary Track, for-
merly part of the New York Central RR, extends from
S pore, (Milepost 62.9), to Buoyrus, Ohio (Milepost
69.3), a distance of 6,4 miles, in Crawford County, Ohio,
The northern extension of this line, from Spore to Ber-
wick is also under study in this report. At Bucyrus the

N&W Columbus-Sandusky line (over which the P0 hils
trackage rights to Carrothers) and Penn Central's line
between Pittsburgh and Chicago meet. PC has applied
to abandon the Spore-Berwick line (ICC Docket No.
AB-5 Sub. 41). This application was approved in June
1973; however, tracks will not be removed until a con-
hection is constructed at Bucyrus to the PC Pittsburgh-
Chicago line. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 112).

Traffic and Operating Information

Stations' (with their 1973 carloads) served by this
line: Spore ---------------------------------------- 4,598

-Total carloads generated by the line ----------- 4, 598
Average carloads per week -------------------------- 85 .4
Average carloads per mile --------------------------- 718,4
Average carloads per train ------------------------- 15.3
1973 operating information:

Number of round trips per year -------------------- 3 300
Estimated time per round trip (hours) ---------------. 0
Locomotive horsepower ------------ -------------- , 750
Train crew siz6 ------------------------------------ 5
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Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Service Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Report".

Information for Line Retention Decision
Revenue received by PC ,-------------------$ 194, 008
Average-revenue per carload------------- $260

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line- .... 140,636
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line--- 748,459

Total variable (avoidable) cost------ ----- 889,095

Net contribution (loss) : total ..... ------- 304,973
Average per carload ---------------------------- 66

This line would requite no upgrading to meet the re-
,quirements of the Federal Railroad Administration's
minimum safety standards (M]ss I track, which has a
maximum safe operating speed of 10 mph).

Recommendation
It is recommendedthat this portion of the Thurston

Secondary Track be included in the ConRail System.

PORTION OF THE THURSTON SECONDARY

TRACK

USRA Line No. 487

Penn Central

PC Cleveland-
Columbus Line

EDISON -PORTION OF THURSTON
40O . SECONDARY TRACK, PC

Mount Gilead
% V PC Columbus-

32.1 miles ,. Holmesville Line

C centerburg

JOHNSTOWN

\4--PC to Heath. now
out of service

This portion of the Thurston Secondary Track for-
merly part of the New York Central RR, extends from
Edison (Milepost 87.2) to Johnstown, Ohio (Mfilepost
119.3), a distance of 32.1 miles, in Morrow, Knox, and

Licking Counties, Ohio. At Edison this route connects
with the PC Cleveland-Columbus-Main Line, and at

Centerburg, this line crosses the PC Mount Vernon Sec-
ondary Track, which is also under study in this Report.
Penn Central filed to abandon the entire srtetch of the
Thurston Secondary Track between Mt. Gilead and!
Heath (ICC Docket No. AB-5, Sub. 62). In August
1974 PC applied to the U.S. Railway Association for thn
same (Docket No. 75-14). No action has been taken on
either request. This line was described as potentially
excess in the U.S. DOT Report (see Zones 97, 102 and
112).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Mount Gilead 86
Fulton 63
Marengo 0
Croton 7
3"obnstown 76

Total carloads generated by theVnes. 232
Average carloadp per week- 4.5
Average carloads per mile-- 7.2
Average carloads per tran.. . .. 2.3
1973 operating information:

Number of round trips per y 100
Estimated time per round trip (hours) 7.0
Locomotive horsepower 1,750
Train crew slze.__ ....... ........ - -

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office ag reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Seivice Report" indicated that
the track has been out of service south of Johnstown
since 1971 due to a'culvert washout. The Fulton Eleva-
tor Co. projected 5 to 15 cas of business. Siiyder Milling
Service of Marengo cited 69 cars of grain business in
1973 and projected 100 carloads. Hydraulic Press Mfg.
Co. at Mt. Gilead cited their need for rail service in
order to move 150 ton shipments of heavy machines.
They cited 23 carloads of business in 1973, but projected
no growth. Snyder's Milling Service claimed that rail
cars ordered from PC on February 13, 1973, were not
received at its siding until June 18, 1973.

Information for Line Retention Decision
Revenue recelved by P$M..... 2428
Average revenue per carload ........ $528

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ...... 266, 86S
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 3T, 38-4
Cost Incurred beyond the branch lie--- 52, 661

Total variable (avoidable) cosL. . 356,914

Net contribution (loss): total (234,486)
Average per carload. _ _ (1, 011) 1

669
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This line would require upgrading to meet the re-
quirements of -the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 4,388 crossties (an average
of 137 crossties per mile).

Recommendation

It is recommended that the portion of the Thurston
Secondary Track from Milepost 87.2 to Milepost. 89.0
be included in the ConRail System.

Preliminary Recommendation

It is not recommended that the portion of the Thurs-
ton Secondary Track from Milepost 89.0 to Milepost
119.3 be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $234,486 or $1,011 per, carload. Re-
covery of costs would require approximately a 335 per-
cent increase in traffic or a 190 percent rate increase over
the 1973 levels.

PORTION OF THURSTON SECONDARY TRACK

USRA Line No. 488

Penn Central

\k-PC to Edison

GRANVILLE

PORTION OF THURSTON
5.0 miles 1 SECONDARY TRACK, PC

HEATH
- - H--" PC-B&O Joint

7. .to Newark
PC-B&O Joint
to Columbus ti-PC to Thurston

This portion of the Thurston Secondary Track,
formerly part of the New York Central RR,. extends
from near Granville (Milepost 128.0) to Heath, Ohio
(Milepost 133.0), a distance of 5.0 miles, in Licking
County, Ohio. The joint line of the Penn Central and the
B&O running between Columbus and Newark passes
through Heath. The Thurston Secondary Track con-
tinues south from Heath, which line is also under study
in this report. In July 1972, the Penn Central filed to
abandon the entire stretch of the Thurston Secondaily
Track between Mt. Gilead and Heath (ICC Docket No.
AB-5, Sub. 62). The PC has also applied to the U.S.

Railway Association for permission to abandon this line
(Docket No. 75-9). No final action has been taken on
either application. This line was described as potentially
excess in the U.S. DOT Report (see Zone 102).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
dranville ----------------------------------------- 72

Total carloads generated by the line -------------- 72
Average carloads per week- --------------------------- 1.4
Average carloads per mile ---------------------------- 14,4
Average ciirloads per train --------------------------- 1.8
1973 operating information:

Number of round trips per year --------------------- 40
Estimated time per round trip (hours) ---------------- 2.5
Locomotive horsepower ---------------------------- 1, 200
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to th0
Secretary of Transportation's Rail Service Report"

Information for Line Retention Decision

Revenue received by PC --------------------------- $20, 080
Average revenue per carload -------------- $279

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 41,084
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 4,842
Cost incurred beyond the branch line --- 10, 550

Total variable (avoidable) cost -------------- 55, 070

Net contribution (loss) : total ------------------- (35,890)
Average per carload ---------------------- (499)

"This line would require upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
avyailable information, this upgrading would include
the replacement of a total of 684 crossties (an average
of 137 crossties per mile)..

Preliminary Recommendation

It is not recommended that this portion of the Thurs-
ton Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under the 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $35,890 or $499
per carload. Recovery of costs would require approxi-
mately a four-fold increase in traffic or a 280 percent_
rate increase over the 1973 level.
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Z&W RUNNING TRACK

USRA Line No. 490

Penn Central

i - T
I To Newark
j PCtoGalion

I&O RR PC to Zanesville
PC to Columbusl If d GLASSROCK'

ITHURSTON .... ..

I - '- 16.8 jiles -lj .

IPORTION. Z&W RONNING TRACK. P C\PC to Crooksville

|r-PC to Coming To Shawnee

This portion of the Z&W Running Track, formerly
part of the New York Central RR, extends from Glass
Rock (Milepost 45.6) to Thurston (filepost 28.8), a
distance of 16.8 miles, in Perry and Fairfield Counties,
Ohio. At Thurston, Ohio this line connects with PC
lines, all under study, to Corning, to Columbus, and
Gilion; at Glass Rock.with PC line under study to
Fultonham and thence to Zanesville and Crooksville,
Ohio (all under study). The B&O crosses this line at
Walser. This line was described as potentially excess in
the U.S. DOT Report (see Zone 102).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pr.o-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transpor-
tation's Rail Service Report".

Information for Line Retention Decision

This line does nQt'directly serve any shippers. It is
used as an overhead line between segments 493 and 692.
The preliminary iecommendation for both of these
lines is that they not be included in the ConRail System.

Preliminary Recommendation

It is not recommended that this portion of the Z&W
Running Track be included in the ConRail System.

EAST COLUMBUS BRANCH

USRA Line No. 491

Penn Central

The East Columbus Branch, formerly part of the
New York Central RR, extends from Truro (M1ilepost
0.1) to East -columlus, Ohio (Milepost 4.0) a distance
of 3.9 miles, in Franklin County, Ohio. At Truro this
line joins the PC Weste i Branch, which is also under
study in this Report from Truro. eastward. At East

Columbus, the joint B&O/Penn Central line -from Co-
lumbus to Newark, Ohio crosses at grade. This line was

Joint PC-B&O
Line Columbus-
Newai

EAST
COLUMBUS

PC Western."
Branch --PCEAST
Clumus- COLUMBUS BRANCH
Thurston ,

TRURO

described as potentially excess in the U. S. DOT Report
(see Zone 103).

Traffic and Operating Information

Stations (with their 1973 carloads served by this line:
Columbus - 180

Total carloads generated by the line-- -- 180
Average carloads per week.-3.5
Average carloads per mile_-, 46.2
Average carloads per traln-- --- 3.5
1973 operating Information:

Number or round trips per y .52
Estimated time per round trip (hours)- 4.0
Locomotive horsepower----------- - 1,200

Train crew size-5
I Includes only tralfle on segment

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail -Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenues received by PC___ _ $49, 043
Average revenue per carload- $272

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line--- 4, 686
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)- 4,253
Cost incurred beyond the branch line---- 32, 9M2

Total variable (avoidable) cost. 84,861"

Net contribution (loss) : total (35,818)
Average per carload-- -- -- (199)

This'liiie wodd require upgradling to meet the re-
quirements of the Federal Railroad Aclministration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would in-
clude the replacement of a total of 526 crossties (an
average of 135 crossties per mile).



Preliminary Recomme'ndation

It is not recommended that this p~rtion of the East
Columbus Branch be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, rev-
enue and cost levels, this line generated an annual ex-
cess financial burden amounting to $35,818 or $199
per carload. Recovery of costs would require approxi-
mately a 220 percent increase in traffic or a 73 percent
rate increase over the 1973 levels.

WESTERN BRANCH

USRA Line No. 493

Penn Central

PC to Scioto
and Toledo

TRURO Thurston PC to
( !fGlass Rock

IPORTION OF
'-A _, WESTERN

" BRANCH, PC
BREMEN PC to

New Lexington

This portion of the Western Branch, fornerly part
of the New York Central RR, extends from Truro
(Milepost 141.2) to Bremen (Milepost 173.8), a dis-
tance of 32.6 miles, in Franklin and Fairfield Counties,
Ohio. This line connects with PC's East Columbus-
Truro Branch at Truro (E. Columbus Branch) and the
Thurston Secondary Track and Z&W Running Tracks
at Thurston, and the Morrow Secondary Track at
Bremen. From Truro, the Western Branch extends
to Columbus and Toledo. From Bremen it extends to
,New Lexington and Hobson. The line'was described as
potentially excess in the U.S. DOT Report (see Zones
102 & 103).

Traffic and Operating Information
Stations (with their 1973 ailoads) served by this line:

Coluxnbus I ---------- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 481
Brice -------------------------------------------- 7
Pickerington ------------- ------------------------ 1
Baltimore ----------------------------------- 1, 405
Thurston -----------------------------------
Bremen ------------------------------------ 35

Total carloads generated by the line ---------- 1,958
Average carloads per week ------------------------ 37.7
Average carloads per mile ------- ------------------ 60.1
Average carloacds per train ----------.... 8.5
1973 operating information:

Number of round trips per year ------------------- 230
Estimated time per round trip (hours) --------------- 9
Locomotive horsepower ------------------------- 1,200
Train crew size ------------------------ ---- 5
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, GovernmentAgencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
CrowAl Zellerbach at Baltimore shipped 1414 cars in
1972. They estimate they would lose one-third of their
business if this line were abandoned.

Information for Line Retention Decision

Revenue received by PC -------------------------- $501,519
Average revenue per carload ------------ $287

Variable (avoidable) cost of continued
service:

Cbst incurred on the branch line ------- 401, 040
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line ---- 335,230

Totalvariable (avoidable) cost ----- 730,270

Net contribution (loss) : total --------------------- (174, 757)
Average per carload ------------------ (89)

This line Would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is not recommended that this portion of the West-
ern Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $174,757 or $89 per carload. Recov-
ery of 6osts would require approximately a 75 percent
increase in traffic or a 30 percent rate increase over the
1973 levels.

ARMITAGE-ATHENS

USRA Line No. 494

Penn Central

PC to
New Lexington

PC TRACKAGE /

RIGHTS OVER - ARMITAGE
C&O RY 4-1.3 miles

eace. f°o'o o o o o B&O Parkersburg-
I ATHENS -.._Cincinnati

IMain Line
l'PC to Kanauga

These trackage rights over the Chesapeake & Ohio
Ry, extend from Armitage (Milepost 74.7), to Athens,
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OAio -(MAilepost 16.0), a distance of 13 mile, in Athens
County, Ohio. This line links upper segments of the old
New York Central line from Central Ohio to West Vir-
ginia with the city of Athens. Both segments of the Penn
Central line, north from Armitage and south to
Kanauga and Charleston, West Virginia are also under
study in this Report. The main line of the B&O passp
through Athens. The C&O Branch of which this seg-
ment was originally a part, was torn up some years ago.
The ICC has approved C&O's application to abandon
but track removal awaits the approval of a Penn Central
abandonment petition. This line was not described as
potentially excess in the U.S. DOT Report (see Zone
104).

Information for Line Retention Decision

This line is only PC trackage rights over a C&O line
which has been approved for abandonment.

Preliminary Recommendation

I is not recommended that trackage rights over this
portion of the C&O be included in the ConRail System.

PORTION OF MORROW SECONDARY TRACK

USRA Line No. 496/496A

Penn Central

PORTION OF MORROW
N&W and C&O Lines * * SECONDARY TRACK, PC
Colurnbus-West - -- : I
Virginia * I :• ., , Lancaster \

CIRCLEVILLE.. BREMEN

" e*~4 ..- 31.2 mixes
PC to Cincinnati : -

IC&O -4: 7
Columbus-. PC Western
Gallipolis Branch

Thurston-Coming

This portion of the Morrow Secondary Track, for-
!merly -part of the Pennsylvania RR, extends from
Bremen (Milepost 49.9) to Circlevfile, Ohio (Milepost

- 81.1) a distance of 3.2 mi7es, in Pickaway and Fairfield
Counties, Ohio. fhis line crosses the k&W at Circleville,
and the C&O at Lancaster. The Penn Central connec-
tions are under consideration in this Report. These in-
clude the Western xtension of this line toward Cin-
cinnati, and the Western Branch from Bremen north
to Thurston and south to Corning. This line, except for
the portion from Bremen to Circleville, was not de-
scribed as potentially excess ih the U.S. DOT Report

'(see Zones 102 and 103).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lancaster 933
Arnanda 30
Stoutsvlle 24
Circleville =5,336
Bremen' 55

Total carloads generted by the'Rne__ _.. 6, 378
Average carloads per weelL__.123
Average carloads per mile-.. .. 204
Average carloads per train_ ___. 23.2
1973 operating Information:

Number of round trips per year ......... 5
EsLdamted time per round trip (hours) _ 12
Locomotive lorse powee ... .3,500
Train crew sz .. 5
'Includes only traglic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Publie Response to the Secretary
of Transportation's Rail Service Report" by the Lan-
caster Chamber of Commerce indicated that 33 percent
of the total jobs in Baltimore, Ohio, wouldbe eliminated
if rail service is terminated. Columbia Cement claimed
2,200 outbound shipment of cars with estimated reve-
nue to PC at $1.1 million westbound to Thurston and
south to Nitrb, West Virginia.

Information for Line Retention Decision

Revenue received by PC.
Average revenue per carload.____

Variable (avoidable) cost of continued
service:

Cost incurred on the branch llne--..
Cost of upgrading branch line to

FRA Class I (1/10 of total upgrad-
ing cost)

Cost Incurred beyond the branch
line

Total variable (avoidable) cost-

Net contributin (loss) :- tota l
Average per carload----

p, 6-K 524

59, 211

34,037

1,380,948

1,784,196

(139.672)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include
the replacement of a total of 4,212 crossties (anaverage
of 135 crossties per mile).

Service to this line must be provided via Segment
640 which would increase the loss.
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Preliminary Recommendation

It is iot recommended that this portion of the Mforrow
Secondary Track be included in the ConRail System.

The heavy traffic on the line indicates that the possi-
bilities for increased rates to achieve viability should be,
explored before preparation of the final reconmenda-
tion.

PORTION OF-ZANESVILLE SECONDARY

TRACK

USRA Line No. 496c

Penn Central

PC Western
Branch to Bremen

SNEW LEXINI

PC Western -- ,
Branch to Coming

/
ZANESVILLE /-PC to

- SECONDARY TRACKPC/ Fultonham

GTON I /

f CROOKSvILLE r
8 PC to Zanesville8.6 miles

This portion of the Zanesville Secondary Track, for-
merly part of the Pennsylvania R.R, extends from
Crooksville (Milepost 29.0) to New Lexington (Mile-
post 38.3), a distance of 9..3 miles, in Perry County,
Ohio. This line connects with PC's Western Branch at
New Lexington and the Crooksville Running Track-at
Crooksville, both of Cvhich are under study in this Re-
port. This line continues from Crooksville to Zanesville.
This line was not described as potentially excess in the
U.S. DOT Report (see Zone 102).

Traffic and Operating Information
Statioiis (with their 1973 carl6ads) served by this line:

New Lexington -------------------------------- 409
Crooskvlle ------------------------------------ 228
Goston -------------------------------------------- 0

Total carloads generated by the line ------------ 637
Average carloads per week ------------------------ 12. 3.
Average carloads per mile ------- ......----- .------ 74.1
Average carloads per train ------------------------- 2.7
1973 operating information:

Number of round trips per year ---------- --------- 240
Estimated time per round trip (hours) ------------- 6
Locomotive horsepower ------------------------ 3,500
Train crew size ---------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response -to the Secretary
of Transportation's Rail Service Report"-indicated that
the Monsanto Company estimated 85 to 115 carloads in
1973. Mayor James Cannon stated plans for a Crooks-
vile- Industrial Park could bring additional tonnage
to this line. Hull Pottery Co. estimated 111 carloads in
1973 and Elliot Lumber estimated 12 carloads in 1973.

Information for Line Retention Decision

Revenue received by PC----------------- -------- $11, 104
Average revenue per carload ------------- $300

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 182,433
Cost of upgrading branch line to FRAC Class I (1/10 of total upgrading cost)-- 18,132
Cost incurred beyond the branch line .-- 144, 950

Total variable (avoidable) cost ------------- 345,521

Net contribution (loss) : Total ------------------- (154, 417)
AverAge per carload --------------------- (242)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 3,314 crossties (an average of
356 crossties per mile).

Although this line generates a loss, it is required to
serve USRA Segment 513/513a which generated a net
contribution of $211,650.

Recommendatien

It is recommended that this portion of the Zanes-
ville Secondary Track be included in the ConRail Sys-
tem.

PORTION OF MORROW SECONDARY TRACK

USRA Line No. 497/498/498a

Penn Central

Washintn 8&O to r-C&D and N&W
• pC to X a ~ Court House \ u51bJo / Col~urbu$.Wost Virginia

C to Xa Xna Main Lines

PC to Chilticotho Lino
Middletown , / imng J * .

Middloto. . ,

junction -- t . ,

PC to Claro and Cincinnati f 
1  

Dotmoi, Toledo & Ironton RR
Cincinnati, PORTION OF MORROW

SECONDARY TRACK, PC

This portion of the Morrow Secondary Track,
formerly part of the Pennsylvania RR, extends from
Circleville (Milelost 81.1) to Morra'z, Ohio (Milepost
148.9), a distance of 67.8 miles, in Pickaway, WYarren,
Clinton, and Fayette Counties, Ohio. This line's eastern
extension, to Bremen, is also under study in this Report,.
Between Washington Court House and Wilmington
(19.3 miles) the Penn Central has trackage rights
over the B&O Columbus-Cincinnati line; at Morrow,
Penn Central lines from Cincinnati to Xenia, also under
study in this Report, converge. At Washington Court
House, a B&O line from Xenia to Chillicotlhe and the
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DT&I Main Line cross. At Circleville, the N&W lh
running from Columbus to West Virginia points coi
nect. Tn August 1972, Penn Central filed a petition I
abandon the part of this line between Wilmington an
Clarksville and to abandon Penn Central service ovi
B&O trackage rights between Wilmington and Was]
ington Court House. (ICC Docket No. AB-5, Sub. 80.
In August- 1974, the PC made similar application to ti
U.S. Railway Association (Docket No. 75-35). This lir
was described as potentially excess in the U.S. DO'
Report (see Zones 103 and 105).

Traffic and Operating Information
Stationg (with their 1973 carloads) served by this line:

Wviffiamsport .---------- : -------- -------.............
Atlanta- _-......--------------- 'I
New Hollan& --- ------------------
-Washington Court House .... --------------- 4
.Sabina - -

Melvin-------- -- --
Wilnmington -

Clarksville 1,01

Total carloads generated by the line ........... 1, SC
Average -carloads per week ....... -------------- 4.
-Average- cnrloads per'mile ------------------- 37.
Average carloads per train --------------- 6.
1973 operating information:-

Number of round trips per year -------------- 30
Estimated time per round trip (hours) 31.
Locomotive horsepower -------- --------------- 1, 75
Train crew size ---------------------------

Information Provided by RSPO, Shippers, Governmen
Agencies

Information provided at the hearings conducted b,
the Rail Services Planning Office as reflected in thei
reportsentitled "The Public Response to the SecretAr
of Transportation's Rail Service Report" indicated tha
the Washington Court House area Chamber of Coin
merce testified. PC, thej say, serves four businesses tha"
generated 209 carloads in 1973. Wilmington Iron an(
Metal Company says buyers of its products will no
accept trucked shipments. Champion Bridge claim:
characteristics of their shipments - (10 to 90 feet) pre
elude shipping by truck.

Information for Line Retention Decision

Revenue received by PC------ --------
Average rmvenue per carload $292

$527, 406

Variable (avoidable) cost of continued
service:

-Cost incurred on the branch line-....- 592,660
Cost of upgrading branch line to FRA

Class I (1/10- of total pgrading
cost) ---------------- 5, 253

Cost incurred beyond the branch line___ 237, 045

Total variable (avoidable) cost.- ............ 879, 95
Net contribution (loss) : total----------------- (352, 552)
Average per carload_ .................. (195)

This line would require upgrading to meet the re-
, quirements of the Federal Railroad Administration's
I minimum safety standards(Class I track, which has a

maximum safe operating speed of 10 m.p.h.).- Based on
available information, this upgrading would include the

" replacement of a total of 6,347 crossties (an average of
131 crossties per mile).

Preliminary Recommendation

It is not recommended that This portion of the Mor-
row Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $352,552 or $195
per carload. Recovery of costs would require approxi-
mately a 120 percent increase in traffic or a 65 percent
rate increase over the 1973 levels.

DELAWARE RUNNING TRACK

USRA Line No. 499a

Penn Central

PC to
: Cleveland-4/

C&O Toledo- /
Columbus Line /

'- Pagetj
SaOTO . DELAWARE

PORTION OF k 5.2mies4( \ Jones
DELAWARE
RUHNING
TRACK, PC :' PC t

N&W Sandusky -Columbus
to Columbus
Line

This portion of the Delaware Running Track, form-
erly part of the New York Central RR, extendsfrom"
Delaware (Milepost 114.0) to Scioto, OMo (Milepost
119.2), a distance of 5. mies, in Delaware County,
Ohio. The main lines of the Chesapeake & Ohio and the
Norfolk & Western cross this branch with the C&O
crossing east of Scioto and the N&W crossing at Dela-
ware. At Delaware, the Penn Central Cleveland to Cin-
cinnati main line crosses this portion of which is also
under study in this Report, This line was described as
potentially exces in the U.S. DOT Report (see Zone
103).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Delaware 1129
Scioto ---- 8----------------- 318

Total carloads generated by the line____z.___ 1, 44T



Average carloads per week ------------------------ 27. 8
Average carloads per mile ------------------------ 278.3
Average carloads per train ------------------------- 5.3
1973 operating information:

Number of round trips per year ------------------- 275
Estimated 'time per round trip (hours) --------------- 4.5
Locomotive horsepower ---------- ----------------- 1, 750
Train crew size --------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
.reports entitled "The Public- Response to the Secre-
tary of Transportation's Rail Service Report" indicated
that the Delaware County Regional Planning Com-
mission was in favor of Chessie assuming service over
this line if it is not included in the ConRail System.

Information for Line Retention Decision
Revenue received by PC ---------------------- $486, 928
Average revenue per carload -------------- 37

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 207,009
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) __ 10, 351
Cost incurred beyond the branch line --- 278, 699

Total variable (avoidable) cost ------------- -496,059

Net contribution (loss) total ------ ------------- (9,131)
Average per carload_ --------------------- (6)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,539 crossties (an average
of 296 crossties per mile).

Available information indicates that new industries
on this line may generate an additional 2,500 carloads
per year. I

Although this line generates a loss, a 4 percent increase
in traffic or a 2 percent rate increase will enable financial
self-sufficiency.

Recommendation

It is recommended that this portion of the Delaware
Running Track be included in the ConRail System.

PORTION OF GALION-COLUMBUS LINE

USRA Line No. 500

Penn C entral

This portion of the Galion-Columbus Line, formerly
part of the New York Central RR, extends from Sims
Station (Milepost 87.2) to Worthington, Ohio (Mile-

post 128.5), a distance of 41.3 miles, in Franklin, Dela-
ware and Morrow Counties, Ohio. This line is the former
Cleveland-Cincinnati main line. The line runs via

PC to Cleveland

SIMS STATION Thurston

N&W Sandusky- Edison Secondary
Columbus "Track, PC

:Paget

Delaware

Jones

4-PORTION OF PC
LINE GALLON

WORTHINGTON * TO COLUMBUS VIA__ c Clubu E LA WA R E

PCto Columbus

Paget, Delaware and Jones; there is a direct PC track
from Paget to Jones known as the Delaware Cut-Off,
which is under study separately. At Edison, the PC
Thurston Sec6ndary Track connects, and the X&W
Sandusky-Columbus line crosses at Delaware and
Worthington. This line was described as potentially
excess in the U.S. Department of Transportation Re-
port (see Zones 10a and 112).

infornfiation Provided by RSPO, Shippers, Government
Agencies

Information prbvided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
pirts entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated that
this line has potential as a passenger train route be-
tween Cleveland, Columbus and Cincinnati. The Dela-
ware Farmers Exchange Association indicated that the
loss of rail service could make-a million dollars worth
of plant facilities worthless.

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to ll ship-
pers located on th line.

Recommendation

It is recommended that this portion of the Galion to
Columbus line be included in the ConRail System.

PC TRACKAGE RIGHTS OVER N&W

USRA Line No. 500a

Columbus-Marion

These trackage rights over the N&W Ry extend from
Marion (Milepost 66.5) to Columbus, Ohio (Milepost
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112.7) a distance of 46.2 mis, in Franklin, Delaware
and Marion Counties, Ohio. This line is part of Norfolk
& Western's, through route from Sandusky to Colum-

C&O to Toledo
I N&W to Bucyrus

%-*/ Ie(PC has Trackage Rights)

EL to Chicago * PC-EL Joint
__.__, " /. Track to Galion

PC to Indianapolis-+.o,* MARION

EL to DayonPC TRACKAGE RIGHTS
OVER N&W RY

- •PC to Galion

PC : -'PPaget

Ostrander Joe

.- Ii
PC to Toledo i

I Worthington
PC to Chicago PC to Holmesville

~ ~ - -~Joint B&O-PCBuckeyeYard ,. "FJltBOP
• ., to Newark, Ohic

/ ' ". l" X N&W to Portsmouth

PC to Indianapolis - - .. Prs h
PC/Lll " JPC to Charleston

PC to Lilly Chape C&O to Charleston
B&O to Cincinnati COLUMBUS

bus; PC also -has trackage rights from Marion to
Bucyrus. There are six lines radiatingfrom Marion and
twelve lines serving Columbus in addition to this N&W
line. This line was not shown in the U.S. DOT Report
(see Zones 103 and 112).

Ifformation for Line Retention 'Decision

The shippers on this line are served by the N&W.
PC hai trackage rights which allow it to use the line
as, an "overhead" route for through traffic.

Recommendation

It is recommended that the trackage rights over this
portion of the N&W be retained by the ConRail System.

PENN CENTRAL TRACKAGE RIGHTS OVER
N&W RY.

USRA Line No. 500b

Bucyrus to Marion

PC to Toledo

PC to Berwick N&W to Bellevue
and Toledo * and Sandusky

: Carrothers
S :BUCYRUS

PC to Chicago P-
PC to Pittsburgh

17.9 miles 4-PC TRACKAGE RIGHTS

OVER N&W RY
C&O to Toledo

Taka PC-EL Joint
"\4, Trackage to Gallon

,MARION

-- N&W to Columbus (PC
". has Trackage Rights)
... -

El to Dayton C&O to Columbus

This portion of the Norfolk & Western Ry., over
which the former Pennsylvania RR had trackage rights,
extends from Buteynt (Milepost 48.6) to larion, Ohio
(Milepost 66.5), a distance of 17.9 mzies, in Crawford
and Marion 'Counties,* Ohio. This is a portion of the
through Norfolk & Western Line between Sandusky and
Columbus. PC also has trackage rights from Marion to
Columbus. At Marion, three railroad lines cross; the
Brie Lackawanna from Dayton and Chicago to Youngs-
town, the Chesapeake & Ohio from Toledo to Columbus,
and the Penn Central St. Louis-to-Cleveland line. At
Bucyrus the Penn Central Pittsburgh-Chicago line con-
nects as does a branch to Berwick and Toledo which is
also under study in this report. This line was not shown
in the U.S. DOT Report (see Zone 112).

Information for Line Retention Decision

The shippers on this line are served by the N&W.
PC has trackage rights which allow it to use the line as
an "overhead" route.

Recommendation

It is recommended that the trackage rights over this
section of the N&W be retained by the ConRail System.



10020

DELAWARE CUT-OFF-

USRA Line No. 501

Penn Central

PC to Cleveland

PC Main Line I
.Routing I PAGET
Via Delaware

P -- 4 3.4 miles

DELAWARE
CUT OFF JONES

4-PC to Cincinnati

The Delaware Cut-Off, formerly part of the New
York Central RR, extends from Paget (Milepost 111.1),
to Jones, O1&io (Milepost 117.1), a distance of 34 miles,
in Delaware County, Ohio. The Penn Central's Cleve-
land-to-Cincinnati lne uses the routing from Paget to
Jones which runs around Delaware, Ohio. This branch
is known as the Delaware Cut-off, and serves as a by-
pass route for through trains not servicing shippers in
Delaware. This line was described as potentially excess
in the U.S. DOT Repolrt (see Zone 103).

Information Provided by RSPO, Shippersi Government
Agencies

No specific information for this line was provided at
the hearings conducted by the Rail Services Planning
Office as reflected in their repbrts entitled "The Public
Response to the Secretary, of Transportation's Rail
Service Report."

Information for Line Retention Decision

This line is required for through freight- service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that the Delaware Cut-Off be in-
cluded in the ConRail System.

ST. MARY'S SECONDARY TRACK

USRA Line No. 502/503/504

Penn Central

The St. Mary's Secondary Track, formerly part of
the New York Central RR, extends from Belefontaine
(Milepost 51.7), to St. Mary's (Milepost 93.5), a dis-

tance of 38.8 miles, in Logan and Auglaize Counties,
Ohio. This line branches off the Penn Central's
St. Louis-Cleveland Main Line at Bellefontaine where
it also connects with a PC branch to Belle Centre, which

ST. MARY'S

N&Wto SECONDARY TRACK,PC
Fostoria ' I DT&i L PC to

-o Main Line Belle Centre
ST. MARY'S : : "/

*e~y Slater |  PC St. Louis-
N&Wto-4 " ~ Cleveland Line
Frankfort, Ind. :

-93S BELLEFONTAINE

Minster B&O-Toledo- : Wapakoneta PC to Urbana
Cincinnati
Line

also is under study in this report, and with the PC line.
to Urbana and Springfield. Three other railroads cross
this line; the Detroit-Toledo & Ironton at Slater, the
Baltimore & Ohio at Wapakoneta and the Norfolk &
Western at St. Mary's. This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 110).
The PC has filed a petition to abandon this line (ICC
Docket No. AB-5, Sub. 68; USRA Docket No. 71-23).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Russells Point ..---------- --------------------- 2
Lake View ---- ..-------.-- . -- 5
Santa Fe___. 132
Wapakoneta------------------ - -------------- 23
Moulton -------- 18
St. Mary's ... - ------------- 3
Lewistown ------------------------------------ 0
Gutman -------------------------------------- 0

Total carloads generated by the line ---- -------- 443
Average carloads per week--...----------------------- 8.5
Average carloads per mile - -- -------------- 11.4
Average carloads per train .....- ..--------------- 5.5
1973 operating information:

Number of round trips per year -------------------- 80
Estimated time per round trip (hours) ---- -- ----- 12.0
Locomotive horsepQwer ------------------------- 1,750
Train crew size ..-.-------.-----------------.. 5

-Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office, as reflected in their
reports entitled "The Public Response to the Secretary
of Transpprtation's Rail Service Report" indicated that
Ametek Westchester Plastics Company at Wapakoneta
recently completed a $1.3 million plant expansion. Testi-
mony indicated that Ametek shipped 720 carloads in
1973 although USRA shipper files indicate only 5 car-
loads moved via PC. It appears that the remainder of
this traffic moved by the B&O.
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Information for Line Retention Decision

.-Revenue received by PC- ------------------- $110, 128
Average revenue per carload ------- ..----- $262

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line ..------- 319,789
Cost otj upgrading branch line to FRA

Class I (1/10 of total upgrading cost)_- 57,787
Cost incurred beyond the branch line --- 76, 979*

Total variable (avoidable) cost ---------- 45 - 4, 555

Net contribution (loss) : total - ----- (388, 427)
Average per carload ------------------ (764)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track -which has a
naximum safe operating speed of 10 mph). Based on

available information, this upgrading would includa
the replacement of a total bf 6,000 crossties (an aver-
age of 155 crosstieg per mile).

Discussions will be held -with the B&O concerning
their assumption of all service at Wapakoneta,

Preliminary Recomrihendation

It is -not reconunended that the St. Mary's Secondary
Track be included in: the ConRail System. Continued
operation of this line would require a rail gervice con-
tinuation subsidy. Under-1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $338,427 or $764 per carload. Re-
covery of costs would require approximately a nine-
fold increase in traffic or a 300 percent rate increase
over the 1973 levels.

BELLIEFONTAINE RUNNING TRACK

USRA Line No. 505/506

Penn Central

PC BELLEFONTAINE' BELLE CENTRE
RUNNING TRACK

H ntsville PC Indianapolis-
PC StMary's 7 Cleveland Line

- Secondary Track

-- BELLEFONTAINE~
Bell eontain e-+ I
Branch, PC I

The Bellefontaine Running .Track, formerly part of
the New York Central RR, extends from Belle Centre
(Milepost 85.9) to Be~lfontg ne, Oldo (Milepost 94.0),
a distance of 8.1 vzilem, in Logan County, Ohio. This
line is a spur off the Penn Central's Indianapolis-Cleve-
land line which passei through Bellefontaine. Also
serving Betlefontaine are the St. Mary's Secondary

Track which is also under study in this Report, and.
the Bellefontaine Branch, both PC. In July, 1972, the
Penn Central filed a petition with the ICC to abandon
the segment of this branch north of Huntsville (ICC
Docket No. AB-5, Sub. 76). No action has been taken
on this application. This line -was described as potenti-
ally excess in the U.S. DOT Report (see Zone 110).

Traffic and Operating Information

Stations (with their 1973 carloads) served by thisline:
Belle Center_____. 29
-Huntsville 27

Total carloads generated by the line-__56
Average carloads.per week._- _ -- L
Average carloads per mile- ....... "-9
Average carloads per train--.... .. 14
1973 Operating Information:

Number of round trips per year-- 4D
Estimate time per round trip, hours--._ 2.5
Locomotive horsepower-.....----- 1,750
Train crew slz.... 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Service
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision
Revenue received by P.-$16,827
Average revenue per carload--- ---------- $300

Variable (avoidable) cost of continued service
Cost Incurred on the branch line 58 121
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) 13,726
Cost Incurred beyond the branch line____ 7,714

Total variable (avoidable) cosL. .. 79,561

Net contribution (loss) : total .. (62,73)
Average per carload-- -.. (-- , 120)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information2 this upgrading would include
the replacement of a total of 3,300 crossties (an average
of 407 crossties per mile).

Preliminary Recommendation

It is 1z'ot recommended that this portion of the Bell&-
fontaine RMMMg Track be included in the ConRail
System. Continued operation of this line would require
a rail continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $62,*734 or $1,120 per
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carload. Recovery of costs would require approximately
a seven-fold increase in traffic'or a 370 percent rate in-
crease over the 1973 levels.

PORTION OF SANDUSKY SECONDARY TRACK

USRA Line No. 507

Penn Central

N&W Bellevue-
Toledo- o CLYDE

Norwalk Branch- 1  -
PC" PORTION OF

5.4miles - SANDUSKY SECONDARY

TRACK, PC

GREEN SPRINGS -
S t-N&W Buffalo-

PC to Tiffin, / Chicago Main Line
Berwick -- +/

This portion of the Sandusky Secondary Track; for-
merly part of the New York Central RR, extends from
C de (Milepost 17.3) to Green Springs, Ohio, (Mile-
post 22.1), a distance of 5.4 miles, in Seneca and
Sandusky Counties, Ohio. This segment is the upper
portion of. the PC's Sandusky Secondary Track; the
lower segments (below Green Springs) are also under
study in this report. At Clyde, the Penn Central's Nor-
walk Branch, also under study, and the N&W's Belle-
vue-Toledo lines cross and at Green Springs, the N&W's
Buffalo-Chicago Main Line is met. The Pedn Central
has filed a petition to abandon this line (ICC Finance
Docket No. 26810). The ICC tentatively approved the
abandonment, but stayed the order owing to protests
until December 9, 1974. The line was abandoned as of
December 9, 1974. This line was described as potentially
excess in the U.S. DOT Report (see Zone 100).

Traffic and Operating Information -

Stations (with their 1973 carloads) served by this line:
Green Springs ---------------------------------- 65

Total carloads gener'ated by the line ------------- 65
Average carloads per week -------- ----------------- 1.3
Average carloads per mile ------------------------- 12. 0
Average carloads per train ---------- -------------- 2.2
1973 operating information:

Number of round trips per year --------------------- 30
Estimated time per round trip (hours) --------------- 2.0
Locomotive horsepower ------------------------- 1,750
Train crew size ----- ------------------ ------- -4

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
ducted by the rail Services Planning Office as reflected

in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Repor;.

Information for Line Retention Decision

Revenue received by PC -------------...... ....
Average revenue per carload -------------- $204

$13, 238

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 38, 817
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-_ 14, 952
Cost incurred beyond the branch line-.. 9, 445

Total variable (avoidable) cost ..----------- 63,214

Net contribution (loss) total -------------- ($49,970)
Average per carload -....------------- ($769)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track wyhich has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,622 crossties (an average
of 486 ctossties per mile):

Preliminary Recommendation

It' is vot recommended that this portion of the San-
dusky Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual ex-
cess financial burden amounting to $49,976 or $769 per
carload. Recovery of costs would require approximately
a thirteen-fold increase in traffic or'a 380-percent rate
increase over the 1973 levels.

PORTION OF WESTERN BRANCH

USRA Line No. 513/513a

Penn CentraU

PCto
Columbus 7 NEW rPc t

1 LEXINGTON,, Crooksvillo

T1,/PORTION OF
12.S miles 1 WESTERN

BRANCH, PC

U0RNING

4- PC to Hobson and
West Virginia

This portion of the Western Branch, formerly part,
of the New York Central RR, extends from New Ler-
ington. (Milepost 185.0) to Corning, Ohio (Milepost
197.5), a distance of 10.5 miles, in Perry County, Ohio.
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This line is a middle segment of the Columbus-Oharles-
ton, West Virgiiia, Western Branch, which is under
study, in this report. The PC Zanesvile Secondary
Track running eastfrom Ndw Lexington to Crooksville
and Zanesville is also under study. The portion of this
line from New Lexington to near Moxahala was not
described as potentially excess in the U.S. DOT Report
(see Zone 101).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Sunnyhill ---------------------------------- 3,019

Total carloads generated by the line ------- 3, 019
Average carloads per1week- _.. . 53.1
Average carloads per mile --------- 241 5
Average carloads per train 20.3
-1973 operating information:

Number of round trips per year .- ...-----.------- 150
Estimated time per round trip (hours) ------------ & 0
Locomotive horsepower ... ------------------.. -_ 1, 750
Train crew size . ------------------------ 5

Information Provided by RSP6, Shippers, Government
Agencies

Information provided at the hearings conducted by
the iRail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" reflected con-
cern that this entire line to West Virginia be retained
to connect the coal fields in southeastern Ohio and
southwest -West Virginia.

Information for Line Retention Decision

Revenue received by PC $854----, 902
Averagerevenue per carload .............. $283

Variable (avoidable) cost of continued
- service:

Cost incurred on the branch line --------- 233,076
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) -------- 0
Cost incurred beyond the branch line ---- 410,230

Total variable (avoidable) cost- -------------- 43, 312

Net contribution (loss): total -1----------------1, 650
Average per carload ------------------------ 70

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). An evalua-
tion of coal reserves by USRA staff has confirmed the
existence of a large active mine at Sunnyhill.

Recommendation

It is recommended that this portion of the Western
Branch-be included in the ConRail System.

SOUTHERN. BRANCH

USRA Lne No.. 574

Penn Central

PC to few Lexington and Columbus

T - CORIilNG
C&O to Loganand Columbus SOUTHERN BRANCH. PC

PC has Trackage

56.g / Rights(inactive)
over C&O to Athens

O........I :A thens
B&O to A
Cincinnati B&O to Parkersburg, W.Va.

,..-jkC&O to Pomeroy

C&O to Logan -HOBSON
and Columbus :..---- PC has Trackage

....... Rights over C&O

Kanauga

PC to Swiss, W. Va.

The Southern Branch, formerly part of the New
York Central RE, extends from Corning (Milepost 0.0)
to Hobson, Ohio (Milepost 56.4), a distance' of 564
miles, in Perry, Athens, and Meigs Counties, Ohio. A
continuation of this line extends southeastward from
Hobson (a portion of this, Hobson to Kanauga, is owned
by the Chesapeake & Ohio and PC operates via track-
ago rights). Connections are: the aforementioned Ches-
apeake & Ohio line at Hobson and at -Aimitage; the
Baltimore & Ohio at Grosvenor; and the PC Western.
Branch at Corning. The continued portion and the PC
Western Branch are also under study in -this Report.
This line was described as potentially excess in the U.S.
DOT Report (see Zones 102 and 104).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Gloucester 7
Chancey 15
Armitage - 4
Athens- 6
Grosvenor .... .. 0
Alfany 7
Hobson 31

Total carloads generated by the Una s0
Average carloads per week.- 1-0
Average carloads per m il l_ _ 0.9
Average carloads per traln 1.0
1973 operating information:

Number of round tri pe year 5.... . 52
Estimated time per round trip (hours)-- 6
Locomotive horsepower 6,750
Train crew slze,..._ 5

681 0
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided, at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Columbus and Southern Electric Company and the
Columbia Cement Corporation are opposed to the aban-
donment of service on this line. Union Carbide Corp.
emphasized its concern about the inability of the
Charleston or Gauley Bridge connections to absorb the
increased flow of rail cars and the questionable ability
to receive adequate service if service is curtailed.

Information for Line Retention Decision

Revenue received by PC ------------------- $12, 460
Average revenue per carload --------------- $249

Variable (avoidable) cost of continued
servic0:

Cost Incurred on the branch line ------- 384,155
Cost of upgrading branch line to FRA class

I X'Ao of total upgrading cost) --------- 42,837
Cost Incurred beyond the branch line .... 9, 308

Total variable (avoidable) cost- ------------- 436,300

Net contribution (loss) : total ------------------ (423, 840)
Average per carload --- (8,477)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph.). Based on
available information, this upgrading would include
the replacement of a total of 2,810 crossties (an aver-
age of 50 crossties per mile).

USRA staff have been unable to establish the presence
of coal reserves capable of being mined adjacent to this
line.

Preliminary Recommendation

It is not recommended that the Southern Branch be
included in the ConRail System. Continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden
amounting to $423,840 or $5,477 per carload. Recov-
ery of costs would require approximately a one
hundred-fold increase in traffic or a 3,400 per cent late
increase over the 1973 leveis.

PORTION OF C&X BRANCH

USRA Line No. 515

- Penn Central

This portion of the C&X Branch, formerly part of
the Pennsylvania RR, extends from Yenia (ilepost

FPC tof Pittsburgh
PCto XENIA P
St. Louis -.. r,*. . B&O to

,,,* ",ChillicotheB&O to , |
Dayton - 4- PORTION OF

C & X BRANCH, PC
SPRING VALLEY[

I, PC to
I South Lebanon

54.7) to Spr7ing Talley' (Milepost 61.4), a distance of
6.7 miles, in Greene County, Ohio. This line is the
northern segment of the Penn Central's C&X branch.
Its lower portions are also under study in this Report.
At Xenia the Penn Central Pittsburgh-St. Louis Main
Line and the Baltimore & Ohio Dayton-Chillicothe lines
cross. This line was described as. potentially excess in
the U.S. DOT Report (see Zone 108).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Xenia 1 ------ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 1,208

Total carloads generated by the line ----------- 1,208
Average carloads per week -------------- ---------- 23.2
Average carloads per mile --------------------------- 180.3
Average carloads per train -------------------------- 12. 1
1973 operating information:

Number of round trips per year ------------------- 100
Estimated time per round trip (hours) -------------- 5
Locomotive horsepower ---------------------------- 1, 500
Train crew size ----------------------------------- 5
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Green Landmark Corporated stated that if rail
service were eliminated, grain shipments might increase
in cost about 5 to 10 cents per bushel. Super Valu
Stores have.projected 875 carloads in 1974 and handled
844 carloads in 1973.

Information for Line Retention Decision

Revenue received by PC ................
Average revenue per carload ........... $244

$294,169

Variable (avoidable) cost of continued
services:

Cost incurred on the branch line ------- 114, i38g
Cost of upgrading branch line to FIRA

(lass I: (1/10 of total upgrading
cost) ------------------------------ 0

Cosf incurred beyond the branch line. 187,142

Total variable (avoidable) cost ------------- 301, 828

Net contribution (loss) -------------------------- (7,09)
Average per carload -------------------- (6) ?

0 682
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This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Al-
though service to theentire line generates a loss, a 7
percent growth in-traffic or a 2 percent rate increase
would make this portion of the line financially self-
sufficient.

Recommendation

It is recommended* that this portion of the C&X
Branch be included in the ConRail System.

PORTION OF C&X BRANCH

USRA Line No. 516

Penn Central

PC to Xenia
SPRING
VALLEY

7.5 4- PORTION OF
miles C&X BRANCH, PC

f WAYNESVILLE

PC to --
'South Lebanon I

This portion of the C&X Branch, formerly part of
the Pennsylvania R.R, extends from ,Spring VaUhky
(Milepost 61.4) to 'Waynesvwl, Ohio (Milepost 68.9),

-a distance of 7.5 miles, in Warren and Greene Counties,
Ohio. This line is a middle segment of the Penn Cen-
tral's C&X -branch;. both the northern and southern
connecting segments are also under study in this re-
port. This line was described as potentially excess in
the US. DOT Report (see Zones 106 and 108).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Spring Valley --------------- -------- 23
Roxanna ------------------------------------- 56
Waynesville----------------------------- 27

Total carloads generated by the line ....... 106
Average carloads per week ------------------------ 2.0
Average carloads per mile --------------------------- 14.1
Average carloads per train ..----------------------- 2.1
1973 operating information:

Number of round .trips per year -------------------- 0
Estimated time per round trip (hours) -------------- 4. 0
Locomotive horsepower.:------------------------ 1,500
Train crew size .--------------------------------- 5

Information Provided .by RSPO, Shippers, Government

Agencies ____

No information was provided at the hearings con-
ducted by the Rail Services Planning Office as reflected

6

in their reports entitled 'IThe Public Response to the
Secretary -of Transportatio.'s Rail Service Report."
Correspondence from the Whynesvile Lumber & Sup-
ply Company at Waynesville indicates that car short-
ages, poor condition of curs, and improper handling
of cars contributed to the low volume of traffic handled
on the line.

lhformation for Line Retention Decision
Revenue received by PC $3, 687
Average revenue per carload.......... $299

Variable (avoidable) cost of continued serv-
Ice:

Cost Incurred on the branch line. -_ 66,966
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) - - 5,465
Cost Incurred beyond the branch line-- 15, 384

Total variable (avoidable) cost_ .... 87,815

Net contribution (loss) :'totnl ..... (56,128)
Average per carload -_ (530)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards j(Class I track which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include the
replacement of a total of 288 crossties (an average of
38 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the C&X
branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $56,12 or $530 per carload. Recovery
of costs vould require approximately a threefold in-
crease in traffic or a 180 percent rale increase over the
1973 levels.

PORTION OF C&X BRANCH-

USRA Line No. 516b

Penn Central

I
. IA-PC to

MILFORD, Loveland

5.4 miles I . PORTION OF C&XL /IBRANCH, PC

PCto0a*CLRE%-, N&W Main Line
Cincinnati Cincinnati-

Portsmouth

This portion of the C&X Branch, formerly part of
the Pennsylvania RR, extends from MHiford (3ilepost;
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105.6) to Clare, Ohio (Milepost 111.0), a distance of
5.4 miles, in Hamilton County, Ohio. The northern part
of this branch, from Milford to Loveland and Xenia, is
also under study in this report. Below Clare, this line
runs into Undereliff Yard in Cincinnati. At Clare the
Main Line of the Norfolk & Western crbsses. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 106).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Milford --------------------------------------- 118
Terrace Park ---------------------------------.---- 0

Total carloads generated by the line .......- --------- 118
Average carloads per week ------------------------- 2.3
Average carloads per mile ------------------------- 46.3
Average carloads per train ---------.---------------- 2.3
1973 operating information:

Number of round trips per year ------- ------------- 52
Estimated time per round trip (hours) --------------. 5
Locomotive horsepower ---- --------------------- 1,500
Train crew size --------------------------- ------ 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Cle-mont Lumber generated 103 carloads in.1973.

Information for Line Retenlion Decision

Revenue received by PC ------------------------ $27, 899
Average revenue per carload -------------- $236

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line -------- 58,376
Cost of upgrading branch line 'to FRA

Class I (1/10 of total upgrading cost) __ 3, 863
* Cost incurred beyond the branch line .... 18,376

Total variable (avoidable) cost ------------- 80, 615

Net contribution (loss) : total -------------- (52, 716)
Average per carload ....----------------- (47)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Basea on
available information, this upgrading would include
the replacement of a total of 192 crossties (an average
of 35 crossties. per mile).

Preliminary Recommendation

It is not recommended that this portion of the C&X
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. U1ider 1973 traffic, revenue and cost

levels, this line generates an annual excess finandial
burden amounting to $52,716 or $447 per carload. Re-
covery of costs would require approximately a six-fold
increase in traffic or a 190-percent rate increase over the
1973 levels.

PORTION OF C&X BRANCH

USRA Line No. 516c

Penn Central

SOUTH PC to Morrow
Middetown LEBANON
Secondary Track,4- . - -
PC "PC Middletown Junction

PORTION OF C&X c Loveland
BRANCH, PC - - B&O Cincinnati-

Cumberland Md.
MILFORD Main Line

PC to
I Cincinnati

This portion of the C&X Branci, formerly part of
the Pennsylvania RR, extends from South Lebanon
(Milepost 87.8) to Milford, Ohio (Milepost 105.6), a
distance of 17.8 miles, in Hamilton, Clermont and War-
ren Counties, Ohio. The northern and southern con-
tinuations of this branch (to Morrow and Cincinnati,
respectively) are also under study in this repprt. At
Middletown Junction the PC Middletown Secondary
Track connects and at Loveland the Cincinriati-Cumber-
land, Maryland Main Line of the Baltimore & Ohio RR
crosses. This line was not described as potentially excess
in the U.S. DOT Report (see Zone 106).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Lebanon -------------------------------- ------- -12
Loveland .. . . . . . . . . . . .. . . . . . . . . 27

-7vlan ------------------------------------- -2

Total carloads generated by the line -------------- 39
Average carloads per week -------- ----------------- 0.8
Average carloads per mile ---------------------------- 2. 2
Averade carloads per train ------------------------ 0.8
1973 operating information:

Number of round trips per year --------------------- 52
Estimated time per round trip (hours) --------------- 3. 0
Locomotive horsepower------------------------------ 1,500
Train crew size ......-------------------------------- 5

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings 'conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."
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Information for Line Retention Decision

Revenue received by PC ----------------------- $1 8S9
Average-revenue per carload ------------ $305

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --- 126,373
Cost of upgrading branch line to FRA

Class I (Yto of total upgrading cost) _ 11,442
Cost incurred beyond the branch line- 6,834

Total-variable (avoidable) cost--...........

Net contribution (loss); total
kverage per carload ----------------- (3, 404)

144,649

(132,760)

This line would require upgrading to meiT t the re-
quirements of the Federal Railroad Administration's
minium safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 645 crossties (an average
6f 36 crossties per mile).

Prelminary 'Recommendation

It is not recommended that this portion of the
Branch beincluded iii the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffit, revenue and cost
levels, this line, generates an annual excess financial
burden amounting to $132,760 or $3,404per carload. Re-
covery of costs wouldiequire approximately a twenty-
six-fold increase in traffic or a 1,120 percent rate in-
crease over the 1973 levels.

.. PORTION OF C&X BRANCH

.USRA Line No. 516d

Penn Centrd
PORTION OF
C&X BRANCH. PC

*SOUTH A

- LEBANON/ _. ml- MORROW

SP t PI4-CPC t

Loveland

This portion of the C&X Branch, formerly part of
the Pennsylvania RR, extends from Momrrw (Milepost
83.2) to Soutb Lebanon, Ohio (Milepost 87.8), a dis-
tance of 4.6 miles, in Warren County, Ohio. This line
is a central link- in Penn Central's C&X Branch. At
Morrow, two lines, both under study, radiate to Xenia
and Circleville. At South Lebanon, the-southern por-
tion of the C&X branch continues to Loveland. All

lines connecting with this one are also under study in
this report. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 106).

Traffic and Operating Information

Stations (ith their 1973 carloads) served by this line:
Morrow 38

Total carloads generated by the line - -- 38
Average carloads per week 0.7
Average carloads per m&le---- 3
Average carloads per train _ 1.5
1973 operating Information:

Number of round trips per year- .. -. 25
Estimated time per round trip (hours) 2.0
Locomotive horsepower- 1-',500
Train crew size---------- 5

Information Provided by RSPO, Shippers, Government
Agencies

Yo specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC- $6,132
Average revenue per carload- ._-.-- $161

Variable (avoidable) cost of continued servicez
Cost Incurred on the branch line-...... 39,351
Cost of upgrading branch line to FRA Class I:

(1/10.of total upgrading cost) 2,M63
Cost incurred beyond the branch line--.- 5,348

Total variable (avoidable) cost-..-.....-- 47,338

Net contribution (loss): total........ . (41,206)
Average per carload (1,084)

This line would require upgrading to meet the require-.
ments of -the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a niaxi-
mum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 171' erossties (an average of
37 crossties per mile).

Preliminary 'Recommendation

It is not recommended that this portion of the C&X
Branch be included in the ConRail System Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $41,206 or $1,O8 per carload.
Recovery of costs would require approximately a fifty-
two-fold increase in traffic or a 670 percent rate increase
over the 1973 levels. ,
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BRADFORD-NEW PARIS LINE

USRA Line No.'517

Penn Central
PC Chicago-
Columbus Line

BRADFORD ,

PC Northern - - -

Branch t \ Gettysburg PC BRADFORD-
Ansonia--+\ \ (4-NEW PARIS LINE

..... .,

Greenville % -&ODytn
C Springfie I' B&O Dayton-

Brnch Union CityLine
Hewitt Savona

PC St. Louis-pcoren
Columbus Line- N 1 orh e t

NEW PARIS -Manchester

Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ----------------------- $309, 088
Average revenue per carload -------------- $2 5

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 817,783
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost ------------------------------- 4, 067

Cost incurred beyond the branch line .... 105,201

Total variable (avoidable) cost ------------- , 001

Net contribution (loss) : total ------------------- (197,913)
Average per carload -----------... ----- (189)

The Bradford-New Paris Line, formerly part of the

Pennsylvania RR, extends from Bradford (Milepost

83.5) to New Paris, Ohio (Milepost 113.5), a distance

of 80.0 mies, in Darke and Preble Counties, Ohio. This

line connects the PC Chicago-Columbus line at Brad-

fdrd with the St. Louis-Columbus line at New Paris.
This line is also crossed by the PC Springfield Branch
at Hewitt and the PC Northern Branch at Greenville,
both of which are also under study in this Report, and

by the B&O Indianapolis-to-Dayton line at Greenville:
In July 1972, the PC applied to the ICC for permission
to abandon this line (except for 4 miles near Green-
ville); Docket No. AB-5, Sub. 64-65. No final action
has been taken on this application. This line was iiot
described as potentially excess in the U.S. DOT Report,
(see Zones 108 and 110).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line
Gettysburg -- .-------... .. . .. .. . ..---------------- 7
Greenville 1 ------- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - , 006
New Madison -------------------------------------- 35

Total carloads generated by the line ----------- 1,048
Average carloads per week--------------------- 20.2
Average carloads per mile ---- --------------------- 34.9

'Average carloads per train ------------------------- 4.2
1973 operating information:

Number of round trips per year -------------------- 250
Estimated time per round trip (hours) -------------- 7.0
Locomotive horsepower ----------- ------------- 1,750
Train crew size --------------------------------- 5
3,neludes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 2,000 crossties (an aver-
age of 6-6 crossties per mile).

The PC Industrial Development Department has
notified USRA staff that there are negotiations under-
way for a new plastics plant.in Greenville, Ohio. No
commitments have been made for this plant as of Jan-
uary 1975. The plant would generate 24 carloads a
year.

Although service to the entire line generates a loss,,
service to the line from Milepost 83.5 to Milepost 9-0.6
(serving shippers at Greenville and Gettysburg who
generated 1,013 carloads in 1973) would generate $299,-
900'in revenue and $294,573 in costs with a resulting net
contribution of $5,327 or $5 per carload.

Recommendation

It is recommended that the portion of the Bradford
to New Paris line from Milepost 83.5 to Milepost 94-.6
be included in the ConRail System.

Preliminary Recommendation

It is vot recommended that the portion of the Brad-
ford toNew Paris line from Milepost 94.6 to Milepost
113.5 be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $143,155 or $4,090 per carload.
Recovery of costs would require approximately a 34-
fold increase in traffic or a 1,555 percent rate increase
over the 1973 levels.
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TRACKAGE RIGHTS OVER B&O OLD RIVER JCT-
NEW RIVER JCT

USRA Line No. 518

-Penn Central

PC to
Richmond

\ B&O to Dayton"
\\ ...- S

NRV NEW RIVER
OLD RIVER JUNCTION

B&O to-+ oJUNCTION A
Indianapoli.sOo B&O RAILROAD

' . r (PC TRACKAGE RIGHTS)
B&O Line -+ Hamilton'
to Cincinnati 2

I PC Line
to Cincinnati

These PC trackage rights over the Baltimore & Ohio
extend from Old ,River Junction (Milepost 31.5), to
New River Jwntion,.Ohio (Milepost 33.1), a distance of
1.6 miles, in Butler County, Ohio. This stretch of B&0
tracks forms a part bf PC's Cincinnati-Richmond line.
The PC-owned portion north of New River Junction to
Eaton is also under study in this Report.. This trackage
is part of the B&O's Dayton-Cincinnati line, which
diverges from the Richmond branch at both ends of
this segment. In July 1973, the PC filed to abandon
operation over this line (ICC Docket No. AB-5, Sub.
186). No final action has been taken. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 107).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-

* tion's Rail Service Report."

Information for Line Retention Decision

PC trackage rights over this line are used to serve
USRA.line segmehts Nos. 519 and 520. The preliminary
recommendation for these segments is that they vwo be
ineluded in the ConRail System. Therefore, these track-
age rights over the B&O areonot required.

Preliminary Recommendation

It is iwt recommended that trackage rights over this
portion of the B&O be included inthe ConRail System.

PORTION OF RICHMOND BRANCH

USRA Line No. 519/520

Penn Central
\/PC'to Richmond

EATO"

PORTION OF 4-25.2miles

RICHMOND - B&O to Dayton
BRANCH, PC

.NEW RIVER * *° B&O to Middletown

JUNCTION °

B&O to
Indianapolis--4. Old River Jnction

HamiltonO . '\4-PC to Cincinnati

/0
B&O to Cincinnati

This portion of the Aichmond Branch, formerly part
of the Pennsylvania RR, extends from New River
Junction (M1ilepost 33.1) to Eaton, Ohio (Milepost
58.3), a distance of 26.2 mzles, in Butler and Preble
Counties, Ohio. This segment was part of PC's line
from Cincinnati to Richmond, Logansport and Chicago.
The 1.6 miles south of New River Junction (where PC
riths over B&O via trackage rights) are also understudy
in this rep6rt. The connecting line at "ew River Junc-
tion is the B&O's Dayton-Cincinnati line. In July
1973, the PC filed with the ICC for permission to aban-
don the portion of this line between New River Junc-
tion and-Camden (Docket AB-5, Sub. 186). This line
was described as potentially excess in the U.S. DOT
Report (see Zones 107 and 108).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Seven 6lle2

Somerville 20
Camden 202

Total carloads generated by the line------ 284
Average carloads per .5-5
Average carloads per mile 114
Average carloads per traln ....-- 2.7
1973 operating Information:

Number of round trips per year ---- - .104
Estimated time per round trip (hours) 4
Locomotive horsepower 1,500
-Train crew size _--- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
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reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
trucks would not be a feasible alternative to rail service
as a limited number of trucks are available in an agri-
cultural area. Butler Farm Bureau at Seven Mile has
recently purchased a 1,000 ton fertilizer warehouse und
expects rail traffic to increase.

Information for Line Retention Decision

Revenue received by PC ------------------------ $98,131
Average revenue per carload --------------- $345

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 192, 076
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_. 20,729
Cost incurred beyond the branch line- 55,319

Total variable (avoidable) cost ----------- 268,124

Net contribution (loss) : total ----------------- (169,993)
Average per carload --------------------- (600)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 800 crossties (an average
of 32 crossties per mile).

Preliminary Recommendation

It is nwt recommended that this portion of the Rich-
mond Branch be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $169,993 or $600 per carload. Re-
covery of costs would require approximately a four-fold
increase in traffic or a 175 percent rate increase over the
1973 levels.

PORTION OF BLUE ASH SECONDARY TRACK

USRA Line No. 525

Penn Central

This portion of the Blue Ash Secondary Track, for-
merly part of the Pennsylvania RR, extends from Leb-
anon (Milepost 26.6) -to Hageman, Ohio (Milepost
31.4), a distance of 4.8 miles, in Warren County, Ohio.
This line is the northern end of the Blue Ash Second-
ary Track which runs south to Mason and Cincinnati
(out of service south of Mason). It connects at Hage-
man with the Middletown Secondary Track. This line
was described as potentially excess in the U.S. DOT
Report (See Zone 106).

PCto---\
Reed Yard

LEBANON PORTION OF PC

BLUE ASH
SECONDARY
TRACK

IH AG EMAN
\ 4-PC to

/K , I Middletown
PC to Mason Jhnction
and Cincinnati
(out of Service South of Mason)

Traffic and Operating Informction

Stations '(with their 1973 carloads) served by this line:
Lebanon ---------------------------------------- 311

Total carloads generated by the line -------------- 311,
Average carloads per week ----------------------- --- 0.0
Averagd carloads per mile ........ - --_. 64. R
Average carloads per train --------------------------- 8 .1
1973 operating information:

Number of round trips per year -------------------- 100
Estimated time per round trip (hours) --------------- 2.5
Locomotive horsepower -----------------.. . --------- 1,500
Train crew size ----------------------------------

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in-their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
unemployment would' result if service were discon-
tinued. "Lack of rail service would mean the loss of
160 jobs at Valley Kitchens, Inc., and 12 to 15 jobs at
theLebanon Lumber Company." Dave Steel stated that
trucks could nothandle its 40- to 60-foot structural steel
shipments. Agri-Urban Corporation would have to dis-
continue receiving fertilizer from Florida and New
Mexico. Testimony also indicates that there is some
possibility for traffic growth on this line.

Information for Line Retention Decision

Revenue received by PC -------------------------- $80, 505
Average revenue per carload --------------- $259

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 60,810
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) ... 17, 470
Cost incurred beyond the branch line --- 50,909

Total variable (avoidable) cost -------------- 120,195

Net contribution (loss) total ------------------- (48, 030)
Average per carload --------------------- (150)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minImum safety standards (Qlass I track which has a
maximum safe "operating speed of 10 mph). Based on
available informationthis upgrading would include the

' replacement of a total of 2,592 crossties (an average of
540 crossties per mile).

Preliminary Recommendation

It is iwt recommended that this portion of the Blue
Ash Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would' require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $48,630 or $156
per carload. Recovery of costs would require approxi-
mately a 150 percent increase in traffic or a 60 percent
rate increase over the 1973 levels.

PORTION OF LYTLE INDUSTRIAL TRACK

USRA Line No. 527/528

Penn Central

\ PC to Clement- PC to --p\

Dayton -

HEMPSTEAD PORTION OF
-4- PC LYTLE

Centerville INDUSTRIAL TRACK

9.0 miles-
_ LYTLE

This portion of the Lytle Industrial Track, fortnerly
part of-the Pennsylvania RR, extends from Hemp8tead
(Milepost 7.0) to Lytle, Ohio (Milepost 16.0), a distance
of 9.0 miles, in Montgomery and Warner Counties, Ohio.
This is an industrial line which runs southwest from
Dayton. Its connections, the Lytle Running track to
Clement and the northern extension of the Industrial
track to Dayton are both under study in this Repoft.
Penn Central has filed a petition to abandon the seg-
ment of this line between Centerville (Milepost 11.0)
and Lytle. 1o action has been taken on the application.
This line was described as potentially excess in the U.S.
DOT Report (see Zones 106 and 108).

Traffic and Operating Information
Stations (with -their 1973 carloads) served by this line:
Lytle ---------------------------- 89
Centerville ----------------- 659

Total carloads generated by the line .......... 748

Average carloads per week 14.4
Average carloads per mile_ ..... 83.1
Average carloads per train-__ - 7.5
1973 operating information:

Number of round trips per year 100
Estimate time per round trip (hours)- 3
Locomotive horsepower--- 1,500
Train crew size.. ....... 5

Information Provided by RSPO, Shippers, Government-
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the largest employer in the city of Centerville, Ohio,
McMillan-Bloedel, Inc., depended on the Penn Central
for the shipment of raw materials. This firm received
over 600 carload shipments in 1973. This company proj-
ects a rail service increase to 920 cars. Smokey Lumber
Co. and Snyder Concrete Products Co. state that ship-
ping their commodities by truck would not be feasible.
Additional tonnage on this line is expected because of
the expansion of the Smokey Lumber Co.

Information for Line Retention Decision

ERevenue received by Pc_____. -= - - $160, 972
Average revenue per carload-- - - $2

Variable (avoidable cost of continued
service) :

Cost Incurred on the branch line.----_ 93,070
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost) - 20, 868
Cost ncurr-d beyond the branch ne- 104,164

Total variable (avoidable) cost ... 223,102

Net contribution (loss) : totaL- - (62,130)
Average per carload (83)

This line would require upgrading to meet the require-
ment of the Federal Railroad Administration's mini-
mum safety standards (Class I trick, which has a maxi-
mum of operating speed of 10 mph)..Based, on available
information, this upgrading would include the replace-
ment of a total of 4,500 crossties (an average of 500
crossties per mile). A representative of Centerville
stated that 400 acres have been set aside for a new indus-
trial complex which will generate approximately 24,000

-carloads per year.

Preliminary Recommendation

Although the preliminary recofamendation is that
this portion of the Lytle Industrial Track not be in-
cluded in the ConRail System, the possibility of im-
mediately increasing revenue must be explored before
a final recommendation can be made. Without immedi-
ately increasing revenue, continued operation of this
line would require a, rail service continuation subsidy.



Under 1973 traffic, revenue arid cost levels, this line gen-
erates an'annual excess financial burdeh amounting to
$62,130 or $83 per carload. Recovery of costs would re-
quire approximately a 110 per cent increase in traffic or
a 40 per cent rate increase over the 1973 levels.

LYTLE RUNNING TRACK

USRA Line No. 529

Penn Central

.. CLEMENT PC Columbus-
,,-Dayton line

4..via Xenia)K/cPC%% L .f'LYTLE

HEMPSTEAD RUNNING TRACK

PC Lytle
Industrial
Track

The Lytle Running Track, formerly part of the Penn-
sylvania RR, extends from Clement (Milepost 0.0) to
Hempstead, Ohio (Milepost 5.1), a distance of 6.1 miles,
in Montgomery County, Ohio. This line connects with
the PC Columbus-Dayton line at Clement. It connects
with the PC Lytle Industry Track at Hempstead, also
under study in this Report. This line was described as

potentially excess in the U.S. DOT Report (see Zone
108).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Clement ---------------------------------------- 0
Hempstead ------------------------------------- 0
Shaker Crossing --------------------------------- 1,398
Dayton I --------------------------------------- 58

Total Carloads Generated by the Line: ----- --------- 1,456
Average carloads per week ------------------------ 28. 0
Average carloads per mile---------------------------- 28. 5
Average carloads per train ------------------------- 5.8
1973 operating Information:

Number of round trips per year ------------------- 250
Estimated time per round trip, hours ------------------ 4
Locomotive horsepower ------------------------ 1,750
Train crew size ------------------------------------- 5
'Includes only traffic on this segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that

Top Value Company would have to alter their dock
facility to handle additional trucks. They also re-

ported that this particular line has recently been mod-
ernized by the PC. Traffic profile shows that Delco
Products shipped and received 1,431 carloads in 1973.

Information for Line Retention Decision

Revenue received by PC ------- ------------ $901, 079
Average revenue per carload -------------- $019

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 149,'220
Cost of upgrading branch line to FRA Class

I (1/10 of total upgfading cost) -------- 12,058
Cost Incurred Beyond the Branch Line_. 405,918

Total Variable (Avoidable) Cost ------------- 507,700

Net contribution (loss) : total -------------------- 883, 883
Average per carload ----------------------- 229

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 2,752 crossties (an average
of 540 crossties per mile).

Recommendation

It is recommended that the Lytle Running Track be
included in the ConRail System.

PORTION OF NORTHERN BRANCH

USRA Line No. 531/531a/532
Penn Central

PC to
Jackson. Mich. I PC Chicago-

IBuffalo Line
BRYAN1 B&O Chicago-

-Pittsburgh Main

Sherwood Line N&W Fort Wayne-
o o " Toledo line

42.0 Ceci k
m iles 

e o o

audg N&W Chicago-
North Paulding -- headin

;-Cleveland line
PORTION OF

L L -tty NORTHERN

VAN WERT BRANCH, PC

PC to West-+I PC Chicago-
Manchester I Pittsburgh Line

This portion of the I'orthern Branch, formerly part
of the New York Central RR, extends from Bryan
(Milepost 60.0) to Van "Wert, Ohio (Milepost 102.0),
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a distance of 42.6 miles, in Williams, Defiance, Paulding
and Van Wert Counties, Ohio. This line is part of PC's
throughl line between West Aanchester, Ohio and Jack-
son, Mich.; both the northern and southern continua-
tions of this line are under study in this Report. Three
lines cross this segment of the Northern Branch. The
PC Chicago-Buffalo Line at Bryan, the-B&O Chicago-
Pittsburgh Main Line at Sherwood, the N&W Fort
Wayne-Toledo Line at Cecil and their Chicago-Cleve-
land Line at Latty, and the PC Chicago-Pittsburgh
Lin6 at Van Wert. Penn Central has filed a petition to
abandon the segment of this line between north Pauld-
ing and Bryan, ICC-Docket AB-5, Sub 112,113, USRA
Docket 75-34. Parts of this line were described as
potentially excess in the U.S. DOT Report (see Zones
111 and 114).

Traffic and Operating Information

Stations (with their-1973 carloads) served by this
line:

Ney
N. Paulding.
Sherwood
Cecil -
Paulding
Latty-
Haviland
Scott-
Cavett

Total carloads generated by the line ----------- 1, 429
Average carloads per we . ..... -27. 5
Average carloads per mile . .---------- ---------- 0
Average carloads per train --------------------- - 4.8

1973 operating information:
Number of round trips per year ------------------ 300
Estimated time per round trip (hours) ... 0
Locomotive horsepower --------------------- 1,750
Train crew size-.......- 5

Information Provided by RSPO, Shippers, Government
Agencies

f Information provided at the hearings conducted by
the Rail Services Planning Office as reflected -in their
reports entitled "The Public Response to the Secretary
of.Transportation's Rail Service Report" indicated that
the Scott Equity Exchange Company testified it was
unable to secure the desired number of rail cars and that
if had to wait two months to'receive some cars:. This
company also reported that 2,395 cars have b-en moving
northbound over the past three years from Van Wert
to Bryan. Defiance Landmark, Inc. (letter from R. L.

- Cline) stated that the poor service rendered by Penn
Central forced them to use motor carriers, thus raising
the grain prices. General Portland, Inc., a Delaware
CQrporation (cement manufacturers), anticipated 350.
carloads for 1974 o'ver the trackage between Bryan and
North Paulding. This company was scheduled to receive
1-5q carloads per year (letter from W. W. Marten).

Information for Line Retention Decision

Revenue received by PC .... $568, 192
Average revenue per carload-....... $393

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line.._ 526,541
Cost of upgrading branch line to FIA

Class I: (1/10 of total upgrading cost) 52,695
Cost incurred beyond the branch line-. 285,433

Total variable (avoidable) cost_. .... 864,669

Net contribution (loss): totaL .-.- (296,477)
Average per carload--. (207)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards. (Class I track, which has a
Imaximum operating speed of 10 mph). Based on avail-
able information, this upgrading would include the re-
placement of a total of 6,480 crossties (an average of 154
crossties per mile).

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Northern Branch not be included in
the ConIRail System, the possibility of immediately
increasing revenue must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $296,477
or $207 per carload. Recovery of costs would require
approximately a 105 percent increase in traffic or a 50
percent rate increase over the 1973 levels. Costs may
also be lowered by reducing frequency, although this
alone will vot make the line viable.

PORTION OF NORTHERN BRANCH

USRA Line No. 53315341534A1535

Pefin Central

This portion of the Northern Branch, formerly part
of the New York Central RE, extends from Van TIVrt
(Milepost 104.2) to Asonia, Ohio (Milepost 151.3), a
distance of 47J mizes, in Van Wert, Mercer and Darke
Counties, Ohio. Five east-west lines cross this portion
of the Northern Branch. They are the PC Chicago-
Pittsburgh line at Van Wert, the N&W Marion-Delphos
line and the EL main line at Ohio City, the N&W Mun-
cie-St, M1ary's line, which runs along the Northern
Branch between Celina. and Coldwater, and at Ansonia
the PC Indianapolis-Cleveland main line. Both the

-----------------------
------------------------------

------------------------------
--------------------------------
---------------------------------

---------------------------
---- - --- 7 - -- ------- 7 -- --------
---------------------- - -- -- : -----
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southern extension of this line (to West Manchester)
and the northern extension (to Jackson, Mich.) are also

under study in this Report. This line, except that por-

PC to
Jackson, PC Chicago-
Mich.\g Pittsburgh Main

VAN WERT LineW N&W

- Marion-

Ohio City * Delphos Line

- EL Chicago-

Celina - Youngstown Main

47.1 miles- Line
N&W to St. Mary's

Coldwater
PORTION OF

N&W to.P'
Muncie +-NORTHERN

• BRANCH, PC
ANSONIA

PC to West4 PC Indianapolis-
Manchester Cleveland Main Line

tion between Coldwater and Celina, was described as
potentially excess in the U.S. DOT Report (see Zones
III and 110).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Ohio City ---------------------------- ---------- 55
Rockford ------------------ ---------------------- 202
Tama ------------------------------------------ 0
Celina ------------------------------------------- 893
Coldwater ---------- .....-------------------- 137
St. Henry ----------------------------------- 479
Gilberts -------------------------------------- 13
New Weston ---------------------- ------------ 9
Rossburg --------------------------- -------- 9

Total carloads generated by the line ------------ 1,797
Average carloads per week --------------------------- 34. 6
Average carloads per mile ------------------ --------- 38..2
Average carloads per train --------------------------- 6.0
1973 operating Information:

Number of round trips per year ------------------ 300
Estimated time per round trip, hours ----------------- 10
Locomotive horsepower ----------------------- 1,750
Train crew size ------- ---------------------- - 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Sjervice Report" indicated that
St. Henry Tile Co. estimated 420 carloads in 1973 and
stated if rail service is lost, the firm will be forced to

close. Pet, Inc., estimated 380 carloads in 1973. Mercer
Landmark, located in Rockford, estimated 180 car-
loads in 1973 and stated a switch to motor carrier would
increase its transportation cost between $100,000 and
$200,000.

Information for Line Retention Decision

Revenue received by PC -------------- ------ $410, 842
Average revenue per carload --------------- $234

Variable (Avoidable) Cost of Continued
Service:

Cost Incurred on the Branch Line ------- 547, 842
Cost of Upgrading Branch Line to FRA.

Class I: (1/10 of Total Upgrading
Cost) -------------------------- 99,874

Cost Incurred Beyond the Branch Line.--- 243,200

Total Variable (Avoidable) Cost ------------ 80, 910

Net contribution (loss): total ------------------ (471, 074)
Average per carload -------------------- (202)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has s.
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
thereplacement of a total of 17,904 crossties (an average
of 380 crossties per mile).

Preliminary Recommendation

It is not recommended that this portion of the North-
ern Branch" 1e included in the Con:Rail System. Con-
tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $471,074 or $262 per
carload. Recovery of costs would require approximately
a 265 per cent increase in traffic or a 110 per cent rate
increase over the 1973 levels. Costs may also be lowered
by reducing frequency, although this alone will not
make the line viable.

SPRINGFIELD SECONDARY TRACK

USRA Line No. 536/537

Penn Central

The Springfield Secondary Track, formerly part of
the Pennsylvania RR, extends from Yellow Springs
(Milepost 7.5) to SprngVfeld (Milepost 19.3), a, dis-
tance of 11.8 miles, in Clark and Greene Counties, Ohio.
At Springfield, this line has connection possibili-
ties with seven lines; the PC to Dayton and Troy (the
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latter also under study in this Report), the Detroit,-
Toledo & Ironton RR Main Line north or south, the
PC -line -to Detroit, the PC Mechanicsburg Secondary
Track and the PC line to Columbus (also under study
in this Report). Penn Central has filed a petition to
abandon the segment of this line between Emery Chapel

Detroit, Toledo PC to
& Ironton RR Beilefontaine

. PC Mechanicsburg
* ,;Secondary Track

PC to Troy. o
.. " ... 000,FPC to Columbus

PCto7 . .SPRINGFIELD

Dayton 4 -I 8 milesSPRINGFIELD[j *4 Detroit, ToledoSTCONDARY Emery * & Ironton RR

TRACK,PC Chapel

YELLOW SPRINGS

(AMilepost 14:.7) and Yellow Springs, ICC Docket .Ao.
AB-5, Sub. 153.

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Yellow Springs------------------------
Emery Chapel ----- -----

Springfield' -

294
182
15

Total carloads generated by the line ..------------ 491
Average carloads per week- ...- --------- 9.4
Average carloads per mle.6......--------------41.8
Average carloads per tran.-...-----.2.2
1973 operating information:

Number of round trips per year .......----------- 220
Estimated time per round trip ,(hours) ------------- 5

I, UWU

Train crew sie .............................
IIncludes only trath on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Tformation -provided at the hearings conducted by
the Rail Services Plaming Office as reflected in their
reports entitled, "The Public Response to the Secretary
of Transportation's Rail Service Report," indicates that
abandonment of this line would not only have adverse
effect on the whole. area, but would also be detrimental
to the proposed construction of a multimillion dollar
cargo facility at Springfield airport. P. .K. Yellow
Springs, Inc. states that changing to motor carriers
would triple its freight bill. Mforris Bean & Company
states that it would have to terminate 465 jobs as a re-
sult of abandonment. The Devine Seed Company would
have shipped two to three times as many carloads as it
did in 1973, if service were acceptable.

Information for Line Retention Decision

Revenue received by PC- -
Average revenue per carload ....... $249

$122,069

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line___._ 153,497
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) 29,060

Cost incurred beyond the branch line.. 74,875
Total variable (avoidable) cost_.... -_-- 257,432

Net contribution (loss) : total .. .. (135,363)
Average per carload. (276)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 5,83 crossties (an average of
448'crossties per mile).

Preliminary Recommendation

It is t recommended that the Springfield Second-
ary Track be included in the Con:Rail System. Contin-
ued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $135,363 or $276 per carload. Re-
covery of costs would require approximately a three-
fold increase in traffic or a 110 percent rate increase
over the 1973 levels. While costs may be lowered by re-
ducing frequency, this alone will not make the line
viable.

PORTION OF THE NORTHERN BRANCH

USRA Line No. 538

Penn Central

PC to Van Wert

7
PC to Union City

2Mi es

PC to Cleveland

ANSONIA I

PORTION OF NORTHERl
BRANCH. PC

PC to Columbus

MEEKERS

PC to West Manchester

This portion of the Northern Branch, formerly part
of the Pennsylvania RR, extends from Ansonia (3Mile-
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post 152.0) to Meekers, Ohio (Milepost 154.1), a dis-
tance of 20.1 miles, in Darke County, Ohio. A continua-
tion of this line extends northward from Ansonia to
Van Wert and southward from ]Meekers to West Man-
chester, both of which are undhbi study in this Report.
This line connects with the Penn Central line Indiana-
polis-Cleveland at Ansonia. It also connects with the
Penn Central Chicago:Columbia line at West Man-
chester. A portion of this line was described as poten-
tially excess in the U.S. DOT Report (see Zone 110).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any shippers.

Preliminary Recommendation

It is not recommended that this portion of the North-
ern Branch be included in the ConRail System.

PORTION OF THE NORTHERN BRANCH

USRA Line No. 539/540/553a

Penn Central

PC to Union City, Ind. PC to Ansonia

M. MEEKER
B&O to Union City Ind. l %.T . / ) )2Bradford

19.7 miles .". " .# PC to Columbus
CN Greenville

PC to New Paris
I / --.4B&O to Dayton

PORTION OF NORTHERN -%

BRANCH,PC - avona PC to Springfield

PC to Indianapolis

WEST MANCHESTER

PC to Richmond/'-' PC to Dayton.
and Indianapolis

PC to Carlisle Junction

This portion of the Northern Branch, formerly.part
of the Pennsylvania RR, extends from Meekers (1ile-
post 154.1) to West Manchester, Ohio (Milepost 173.8),
a distance of 19.7 miles, in Darke and Preble Counties,
Ohio. A continuation of this line extends northward to
Ansonia and southward to -Carlisle, both of which aii

also under study in this Report. This line connects with
the PC line Chicago-Columbus at Meekers and with the
B&O Main Line Indianapolis-Dayton at Greenville. It
also connects with the PC to New Paris at Greenville
and with the PC St. Louis-Pittsburgh line at West Man-
chester, both of which aie under study in this Report.
Portions of this line were described as potentially ex-
cess in the U.S. DOT Report (see Zones 108 and 110).

Information Provided by RSPO, Shippers, Government.
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Service
Planning Office as reflected in their reports entitled ','The
Public Response to -the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

This line is required for through freight service,
therefore pcal rail service will be provided to all
shippers located on the line.

Recommendation

It is recommended that this portion of the Northern
Branch be included in the ConRail System.

CARLISLE BRANCH

USRA Line No. 541

Penn Central

PC St. Louis-
Pittsburgh

PCto Van Wert.) ;Main Line

WEST PC
'MANCHESTER ICARLISLE BRANCH

B&O Dayton-
29.9 miles-4 Cincinnati Line

Carlisle *0
•' .41

CARLISLE
PC Dayton-- JUCA ION
Cincinnati I
Main Line 14-PC to Franklin

The Carlisle Branch, formerly part of the New York
Central RR, extends from West Manchester (vilepost
1 4.0) to Carile Junction, Ohio (Milepost 203.9), a
distance of 29.9 miles, in Preble, Montgomery and War-
ren Counties, Ohio. This line connects PC's St. Louis-
Pittsburgh Line at West Manchester and with its Day-
ton-Cincinnati Line and a spur to Franklin at Carlisle
Junction. It is an extension of the Penn Central North-
ern Branch which runs from West Manchester north
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to Van Wert and Jackson, Mich. The Northern Branch
is also under study in this report. The B&O Dayton-

'Cincinnati Line crosses at Carlisle. Except for a small
portion near Carlisle Junctiomi, this line was described
as potentially excess in the U.S. DOT Riport (see
Zones 108 and 106).

Information Provided by RSPO, Shippers, Government
.Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
expansions by several plants might increase rail service
on this line. Lewisburg Container Corp. (LP. 179.5)
eipects to expand its plant so that carloads will climb
to 1,095 in future years versus 1973 traffic of 104 car-
loads. In Germantown, the Duppes Company expects
its heavy machine shipments to climb from 29 in
1973 to 80 cafloads in future years. Without rail service,
the Duppe facility may close, resulting in the termina-
tion of 200 jobs, and the loss of $2.2 million in personal
income and $205,000 in tax revenues. The Ohio Under-
ground Warehouse Corp. was planning to open a cold-

. storage facility at Lewisburg 'n September of 1974.
According to their testimony, they project future ship-
ments of 1,200 to 6,000 carloads per year. USRA staff has
learned that the proposed underground warehouse is a
project proposed by C. Schaefer. The project would use
a 400-plus are limestone quarry as the warehouse struc-
ture in a manner similar to one developed on the Bur-
lington Northern near Quincy, Ill. The project has not
been started yet and? is complicatil by the existence
of a 2.5 per cent grade and 15 degree curve near the
entrance to the quarry. Penn Central has suggested that
Mr. Schaefer purchase a small switch engine and bring
his cars two miles back to Lewisburg. No activity is
under way at this time for development of the project.

Information for Line Retention Decision
This line is required for through freight service;

therefore, local rail service will be provided to all ship-
pers located on the line.

Recommendation
It i's recommended that the Carlisle Branch be in-

cluded in the ConRail System.

PORTION OF SPRINGFIELD BRANCH

USRA Line No. 549

Penn Central

This portion of the Springfield Branch, formerly
part of the New York Central RR, extends from Co7d
Sprinvgs (Milepost 5.9) to Troy, Olio (Milepost 25.3),
a distance of 19.4 m7es, in Miami and Clark Counties,

Ohio. This line is part of the old New York Central
Vine between Springfield and Indianapolis, which is
under study in this Report west of Cold Springs. This

B&O Toledo- I PORTION OF Dato EL in-
Cincinnati-+ i SPRINGFIELD D

I BRANCH. PC
IPC-to

, -I r -'COLDSPRINGS
!19.4 miles /

ICiaaPs 19.4 / PC to Cincinnati
i s ./-(Joint with EL to Tates Point)

segment is crossed at Troy by the B&O's Toledo-Cin-
cinnati line. At Cold Springs, it connects with the EL's
Mlarion-Dayton line and the PC Cleveland-to-Cin-
cinnati line. This line was described as potentially excess
in the U.S. DOT Report (see Zones 108 and 109).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Donnelsrille
New Carlisle-- -
Brown
Grayson
Miami Siding-_ _ -
Troy t 114

Total carloads generated by the line_-- -_. - 252
Average carloads per week .... _4.8
Average carloads per m l e...... 13. 0
Average carloads per train... 2.4
1973 Operating Information:

N.umber of round trips per year- . 104
Estimated time per round trip, hours .... . & 0
Locomotive horsepower ..... 1500
Train crew size........... _ _

Includes only trace on segment

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information. for Line Retention Decision

Revenue received by PC-----.- $83,187
Average revenue per carload $330

Variable (avoidable) cost of continued
'Service:

Cost incurred on the branch line--. 178,074
Cost of upgrading branch line to FRA

Class I (lo of total Upgrading cost) - 48, 80T
Cost Incurred beyond the branch line-- 55, 650

Total variable (avoidable) cost - .... 282,531-

Net contribution (loss) : total .........--- (199, 344)
Average per carload..-. ........ (791)
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This line would require upgrading to meet the z
quirements of the Federal Railroad Administratioi
minimum safety standards (Class I track, which has
maximum safe operating speed of 10 mph). Based i
available information, this upgrading would inclu,
the replacement of a total of 10,476 crossties (an ave
age of 540 crossties per mile). Penn Central Industri
Development Dept. has informed USRA that disci
sions have been held with a firm for a new 58 ac
facility at Troy, Ohio. However, there are no comm
ments and no estimates of future traffic.

Preliminary Recommendation

It is vot recommended that this portion of the Sprin
field Branch be included in the ConRail System. Co
tinued operation of this line would require a rail sei
ice continuation subsidy. Under 1973 traffic, reveiue a
cost levels, this line generates an annual excess fina
cial burden amounting to $199,344 or $791 per carlos
Recovery of costs would require approximately a seve
fold increase in traffic or a 315 percent rate increa
over the 1973 levels. Costs may also be lowered 1
reducing frequency, although this alone will not ma.
the line viable..

PORTION OF SPRINGFIELD BRANCH

USRA Line No. 551

Penn Central

B&O PORTION OF,
Greenville SPRINGFIELD .
Dayton---4 BRANCH, PC • B&O Toledo-

.4-Cincinnati

ARCANUM* :,TROY
PCto! 20 miles i Pt
Indianapolis * *

Springfield

This portion of the Springfield Branch, formerly
part of the New -York Central RR, extends from Troy
(Milepost 25.3), to Arcanum (Milepost 47.3) a distance
of 22.0 niles,'in Miami and Darke Counties, Ohio. This
line is a segment of the old New York Central line from
Springfield to Indianapolis, which is under study in
this Report. B&O lines cross this segment at its end-
points; the Indianapolis-Dayton line at Arcanum and
the Toledo-Cincinnati line at Troy. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zones 108 and 110).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Troy' -------------------------------------------- 1#607
Kessler -....------------ .......------------------- I
Ludlow Falls ------------------ ----------------- 24
Laura ----------------------------------------
Pitsburg ------------------------------------------ 60
Arcanum ----------------------------------------- 480

Total carloads generated by the line ------------ 2,174
Average carloads per week .---------------------- -- - 41.8
Average carloads per mile ---------------------------- OS. 8
AveraeP carloads ner train --------------------------. 9.1

210
4.0

1,500
5

)re
it-

1973 operating information:
Number of round trips per year -------------------
Estimated time per round trip, hours ----------------
Locomotive horsepower .....................-- -.....
Train crew size ------------------------------------

- 1 • Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
z- Agencies

L Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their

e reports entitled "The Public Response to the Secretary
y of Transportation's Rail Service Report" indicated that
B the Troy Industrial Park Development depends upon

Rail service according to its developer, Forrest Archer.
Huntsman Container Corp., also of Troy which han-
dled 132 cars in 1973 said that loss of rail service would
close their plant and 290 jobs would be lost. They plan
a 50 percent expansion which will involve more rail
service (amount not specified).

Information forLine Retention Decision

Revenue received by PC --------------------------- $920, 545
Average revenue per carload --------------- $423

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 261, 933
Cost of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) -..... 58,202
Cost incurred beyond the branch line ---- 537,617

Total variable (avoidable) cost -------------- 857,752

Net contribution (loss) : total --------------------- 0 62, 703
Average per carload ------------------------ 29

This line would require upgrading to meet the re-
quirements of the Federal, Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would include
the replacement of a total of 12,300 crossties (an aver-
age of 559"crossties per mile).

Although this line generated a net contribution, it is
served via USRASegment 549 which generated a loss
amounting to $199,344.
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Preliminary Recommendation

It is -not recommended that this portion of the Spring-
field Branch be included in the ConRail System.

PORTION OF COURT STREET SECONDARY
TRACK

USRA Line No. 558

Penn Central

PCto
Norwood

AVO tDALE

1.4 miles-/. PORTION OF PC
."OURT STREET

SECONDARY TRACK

EGGLESTON AVE..
(CINCINNATI)

This portion of the=Court Street Secondary Track,
formerly part of the Pennsylvania RE, extends from
Avondale (Milepost 54.3), to Egglestarn Ave. (Cincin-
nati), Ohio (Milepost 55.7-), a distance of 1J Tnies, in
Hainilton County, Ohio. This line is afi industrial track
serving part of the east side of the city of Cincinnati.
The track ends at Eggleston Avenue; northward the
line continues to PC's McCullough Yard. This line was
not described as potentially excess in the. U.S. DOT
Report (see Zone 106). -

Traffic and Operating Information

Stations (with- their 1973 carloads) served by this line:

Cincinnati ------------------- ----- 257

Total carloads generated by the line- ----------- 257
Average carloads per' week .--------------- 4.9
Average carloads per mile . ------- 183.0
Average carloads per train ... 2.5
1973 operating information-:

Number of round trips per year . ......... 104
Estimated time per round trip (hours) ------------- 1. 5
Locomotive horsepower ---------------.. . -------- 1, 201
Train crew size_ ...................--.------ 5
- Includes only trafc on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning the line was pro-
vided at the heaiings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Information received by
USRA is that Elsinore Warehouse on this line receives
400 carloads per year and leases its building from the

Penn Central. The railroad receive's $30,000 a year in
rent in addition to freight charges.

Information for Line Retention Decision

IRevenue received by PC ....... $103,5"/7/
Average revenue per carload . . .$403

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch Uine....... 27, 257
Cost of upgrading branch line to FRA ela-s

I (1/10 of total upgradlng ct) . 4,021
Cost Incurred beyond the branch line..... 62, 75

Total variable (avoidable) c.. . 9-3,03

Net contribution (loss) total-9,;4
Average per 7arload ,--

This line would require upgrading to nr.et the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 700 crossfiEs (an average of
500 crossties per mile).

flocommendation

It is recommended that service to shippers on this
portion of tho Court Street Secondary Track be pro-
videctby the ConRail System.

PORTION OF MIDDLETOWN SECONDARY

TRACK

USRA Line No. 560

Penn Central

OXFORD ROAD

\PORTION OF
3 mllp-- *__-MIDDLETOWN

UNION VILLA\GE SECONDARY
\ TRAM, PC

PC to-4
MiddletownJct.

This portion of the Middletown Secondary Track,
formerly part of the Pennsylvania RR, extends from
Oxford, State , Street (Milepost 3.7), to Uniom FTilage,
Ohio (Milepost 7.0), a distance of 3.3 mi7s, in Butler
and Warren Counties, Ohio. This segment is the remain-
ing stub end of the old PRR line to Middletown; it con-
tinues southeastward to Hageman and Middletown
Junction. The Oxford Street-Middletown pbrtion has
been abandoned. This line was not described as po-
tentially exces in the U.S. DOT Report (see Zones 103
and 107).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Union Village ------------------------------------ 5
Monroe --------------------------------------- 283

Total carloads generated by the line -------------- 288
Average carloads per week ------------------------- 5.5
Average carloads per mile ------------------------- 87.3
Average carloads per train ..------------ ------------- 2.8
1973 operating information:

Number of round trips per year -------------------- 104
Estimated time per round trip (hours) ---------------- 8.0
Locomotive horsepower------------------------- 1, 500
Train crew size ---------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line -was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The. Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC---------------------- 68, 988

Average revenue per carload --------------- $240

Variable (avoidable) cost of continued
service:

Costincurred on the branch line ---------- 81,290
Cost of upgrading branch line to ERA Class

I: (1/10 of total upgrading cost) -------- 15,264
Cost incurred beyond the branch line ---- 49,581

Total variable (avoidable) cost -------------- 146,135

Net contribution (loss) : Total ------------------- (77,147)
Average per carload ---------------------- (268)

This line would require upgrading, to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1,980 crossties (an average of
600 crossties per mile).

Preliminary Recommendation

It is 'wt recommended that this portion of the Mid-
dletown Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $77,147 or $268 per
carload. Recovery of costs would require approximately
a four-fold increase in traffic or a 110 percent rate in-
crease over the 1973 levels.

PORTION OF COLUMBUS-INDIANAPOLIS LINE

USRA Line No. 561

Penn Central

czoo bTow,- PC to GAO,.. AI b t4A
PC to Toleoa, ~

P C. . : , PC C Ihil'r.lfIl

PC to Sprlngiold Duckeo.N' , I -," CLUHBS 1% . '*. J31nt Ilao to Hoard, 013

lm t- (EAST Jo, nt?,. t N 4r

%o )P .PC to Lillo C

~ O~odst,& ~C&O t3 LOome so to nay ., Nt PORTION OF ol0 CAn
ITI . NTIANAPOU L1E.11 A to Pailt-c-oll

-T, I & to Oiollo

This portion of the Columbus-Indianapolis line,
formerly part of the Pennsylvania RR, extends from
C'olumbus (Milepost 6.7), to Xenia, Ohio (Milepost,
54.7), a distance of 48.0 miles, in Franklin, Madison,
Greene and Clark Counties, Ohio. This line connects
with the PC line to Dayton and the Dayton & Chil-
licothe Branch of the B&O at Xenia. It also connects
with the DT&I Main Line from Detroit to Ironton.
At Columbus this line connects with the' B&O's
Columbus-Athens Branch, the B&O Columbus-
Pomeroy Branch and the B&O Pittsburgh-Cincinnati
Line. Parts of this line were described as potentially ex-
cess in the U.S. DOT Report (see Zones 103, 108, 109,
and 110).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that the Greene Landmark firm, located in Xenia would
suffer a 5 to 100 per bushel increase in transport costs.
The Purex Corp. of London, would have to receive its
rail service via a circuitous 56 mile re-route. Alpha
Omega Corp. of London indicated that abandonment
would affect their industrial park program. Clark Land-
mark reported plans for a $300,000 expansign program
at S. Charleston. Purex Corp. said that they were plan-
ning to triple their current capabilities.

USRA staff received correspondence from William
Wilson of Landmark, Inc., describing Clark Land-
mark's expansion plans for S. Charleston, Ohio. The
firm will increase its rail traffic by at least 500 cars per
year.
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Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Columbus
to Indianapolis line be'i.ncluded in the ConRail System.

PORTION OF COLUMBUS-INDIANAPOLIS LINE

USRA Line No. 562

Penn Central

4 35.1 miles

PC to Bradford -/ PC to Ansoa B&O to Toled. PC-EL Joint Trck

I \ )\,: 'toCotdSpring,
I I B&Oto Union Cit lnd :Tates Point -. 1

• LNEW PARIS l / 'i" '-

-- NWPRSDayton: .C to Xenia

West t a.chester Dodo "I
PC to Richmond, Ind. ......
PCto CarlisleJt.ction ! \AYTON P..&o to xe,

-' I (MIAMI CIT Lyt
PORTION COLUMBUS- IJUNCTION)
INDIANAPOLIS UINE, PC if-r..

B&OEto Cincinnati I PC to Cincinnati

This portion of the Columbus-Indianapolis Line, for-
merly part of the Pennsylvania RE, extends from Day-
ton (Milepost 16.6) to New Paris, Ohio (ilepost 51.7),
a i&tance of 35.1 miZes, in Montgomery and Preble
Counties, Ohio. This line segment is part of the through
line between Columbus and Indianapolis. It connects
with the Penn Central Richmond Branch and Newman
Secondary at New Paris and the Northern and Carlisle
Branches at West -Manchester, all of which are also
under study. This line was described as potentially ex-
cess in the U.S. DOT Report (see Zone 108).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Trotwood
Brookville

,Dodson 0
Eldorado -- ------- 27
Dayton 1  - - - - - - - - ------ - -- 2,178

Total carloads generated by the line.--------- -- 2,478
Average carloads per week ---------------------- 47.7
Average carloads per mile. --- ---- ------------ 70.6
Average carloads per train - -- -- :12.4

1973 operating iiformation:
Number o round trips per year -------- 200
-Estimated time per round trip (hours) ------ 10
Locomotive horsepower ------- 1,7150
Train crew size -- -------------- 5
2 Includes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
a shipper claimed its freight bill would go up 300 to 400
percent if trucks were used. This would represent a
$100,000 increase. A tire company anticipates a 52 per-
cent increase in the switch from rail freight to truck
freight. A lumber firm anticipates costs increasing from
$42.25 to $64.10 per thousand-board-feet becausd of ad-
ditional transportation costs. Industrial expansion has
developed in the area and part of the reason for this
growtliis attributed to the availability of rail service-

Information for Line Retention Decision

Revenue received by P 0r.
Average revenue per carload--- M0

Variable (avoidable) cost of continued serv-
Ice:

Cost incurred on the branch line .__ 401,101
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-- 0
Cost incurred beyond the branch line--... 296, 455

Total variable (avoidable) cos.___

$763,478

697, 556

Net contribution (loss) : TotaL ..... 70,9-
Avernlge per carload- - ..-- . 29

This line would require no upgrading to meet the
requirements of the Federal Railroad Administra-
tion's minimum safety standards (Class I track, which
has a maxmum safe operating speed of 10 mp.h.).

Recommendation

It is recommended that this portion of the Columbus
to Indianapolis line be included in the ConRail System.

PORTION OF COLUMBUS TO INDIANAPOLIS
LINE

USRA Line No. 639

Penn Central

This portion of the Columbus to Indianapolis line,
formerly part of the Pennsylvania RE, extends from
Xenia (Milepost 0.0) to Dayton (Milepost 15.4), a dis-
tance of 154 miz7es, in Greene and Montgomery Coun-
ties, Ohio. This line, Columbus to Indianapolis via
Xenia, cqnnects with the PC line, Xenia to Cincinnati,
at Xenia, and the PC Cincinnati-Columbus line via
Dayton at Dayton. It connects with the B&O at Dayton
and Xenia. It connects with the Lytle Branch of- PC,

699 -
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under study in this Report. It also connects at Dayton
with the EL line to Springfield. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 108).

PORTION, MAINLINE
COLUMBUS-INDIANAPOLIS

PC-EL Joint VIA XENIA, PC
to Cold SpringsB&O to Toledo

iB.tomilesoPC to London

-; 15.4 miles /G-and Columbus
DATO ",r:Tates Point I "1DAYTON :/-o

(WAYNE AVE. _CENIeent EA
JUNCTION )-4 .. .............. ... s

6 . ,. /**4.4-Ba&O to Washington
PC to Richmond--:, Dayton .. ,Nempstead I Court House

B&O to Union CY4 . Dayton \4-PC to Lytle
I (Miami City \  PC to MorrowfA Junction) and Cincinnati

B&O to Cincinnati "
PC to Cincinnati

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line.was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line is required for through freight service,
therefore local rail service will be provided to all ship-
pers located on the line.

Recommendation

It is recommended that this portion of the Columbus
to Indianapolis line be included in the ConR-il System.

WESTERN BRANCH

USRA Line No. 640

Penn Central

B&O to Newark
Western Branch, PC. to ColumbusPORTIN OFWESTEN 4, Zanesnille Second~uy Track,PC,

\,PORTION OF WESTERN to Trinway
\ BRANCH, PC o

BREMEN,, '. Junction City
- NEW LEXINGTON

Morrow Secondary
Track, PC, to Morrow B&O to Shawnee Western Branch, P to

Charleston. West Virginia

This portion of the Western Branch, formerly part
of the Penmsylvania RR, extends from Brenwn (Mile-
post 173.8) to New L6eington (Milepost 185.0), a dis-
tance of 11.2 miles, in Fairfield and Perry Counties,

Ohio. This ,portion of the Western Branch is used pri-
marily for overhead traffic between Columbus and
Oharleston, W. Va. There are connections to other PC
lines as illustrated, but the physical connection to the
B&O at Junction City has been removed. This line was
described as potentially excess in the US DOT Report
(see Zone 102).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" by Peabody
Coal indicated that circuitous routing and higher costs
would result if this line was abandoned.

Information for Line Retention Decision

This line serves no shippers directly but is used to
serve segments 496/496a. The preliminary recommenda-
tion for both of these segments is that they not be
included in the ConRail System.

Preliminary Recommendation

It is not recommended that this portion of the West-
ern Branch be included in the ConRail System.

PORTION OF ALLIANCE BRANCH

USRA Line No. 641

Penn Central

N&W to Canton
PC to Bayard

"..INERVA/

9PORTION ALLIANCE
S". "/ BRANCH, PC

PC to Dover

BERGHOLZ

20.8 iles(PHILLIPS)20.8 miles "

N&W to Carrollton \ -PC to Wolf Run

PC to Dillonvale-*\

This portion of the Alliance Branch, formerly part
of thl New York Central RR, extends from Mineva
(Milepost 41.7) to Bergholz (Milepost 62.5), a distance
of 20.8 mile, in Carroll and Jefferson Counties, Ohio.
This portion of the Alliance Branch connects with the
Tuscarawas Secondary Track at Minerva. The line con-
tinues beyond Bergholz to cross the Columbus-Pitts-



burgh line at Unionport. The line continues on down to
Piney Fork. There is also a connection at Minerva with
the Norfolk & Western. This line was described aspo-
tentially excess in the U.S. DOT Report (see Zones 96,
97, and 98). >

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
.ense ... ....... ------- 7,405

Messmer 0
Meehanicstown., -- - 0
Bergholz ----- -- 342

Total carloads generated by the line__,7,747
Average carloads per week............ 149. 0
Average carloads per ie372. 5
Average carloads per train ........................ 1G. 5

1973 operating information:
Number of' round trips per year .........-.. ...... 500
Estimated time per round trip (hours) ............ 9
Locomotive horsepower --- ------------------- 3,000
Train crew siz .......- 5

Information Provided by RSPO, Shippers, Government
.Ageficies

Information provided at the hearings conducted by
t1e Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Tra sportation's Rail Service Report" indicated
heavy coal concentration along this line. Closure of
mines would result in 1.5-2 million tons of lost produc-
tion. The U.S. Appalachia Regional Commission has a
$25 million commitment to this area.

Information for Line Retention Decision

Revenue received by PC $1,499, 888
Average revenue per carload ........--- $194

Variable (avoidable) cost of continued
service:'

Cost incurred on the branch line ---. 581, 661
Cost of upgrading -branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------------- 0

Cost incurred beyond the branch line-- 526,951

Total variable (avoidable) cosL .-----------.. 1,108,812

Net contribution (loss): totaL ..___ 391,276
Average per carload ..... 51

This line would require no upgrading to meet the,
requirenents of the Federal Railroad Administration's
minimum safety standards (Class I tracki which has a
maximum safe operating speed of 10 mph). An evalua-
tion of coal reserves by USRA staff confirms there is
an active loading facility on this line. This line is also

10M4S

currently used as a. high volume through-route for coal
shipments.

Recommendation

It is recommended that this portion of the Alliance
Branch be included in the ConRail System.

PORTION OF THE ALLIANCE BRANCH

USRA Lne No. 641a

Penn Central

PORTION.-
ALLIANCE
BRANCH, P

PC to Minerva

PCto Wolf Run
- I1.5 miles

PC to Pittsburgh

- \-Pete
PC to Columbus V Dillonvale

This portion of the Alliance Branch, formerly part
of the New York Central 1R, extends from BerghoTz
(Milepost 62.5) to Pan (Mlilepost M0), a distance of
11.5 mizes, in Jefferson and Harrison Counties, Ohio.
The line extends north from Bergholz and south from
Pan. This line was described as potentially excess in the
U.S. DOT Report (see Zones 97 and 98).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Amsterdam - 16

Total carloads generated by the Une - . 16
Average carloads per week _ 0.3
Average carloads per mlle .1.4
Average carloads per tran -........... 0.5
1973 operating Information:

Number of round trips per year - 32
Estimated time per round trip (hours)- 2
Locomotive horsepower - "1,500
Train crew size ..... __- 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report?' indicates that
the Amsterdam Supply Co. estimated it shipped 25 car-
loads in 1973.
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Information for .Line Retention Decision

Revenue received by PC --------------------------- $4, 199
Average revenue per carload --------------- $262

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 77, 805
Cost of upgrading branch line to P RA Class

I: (1/10 of total upgrading cost) ------- 0
Cost incurred beyond the branch ine ... 3, 357

Total variable (avoidance) cost ------------- 81, 162

Net contribution (loss) : total ------------------ (76, 963)
Average per carload --------------- ---- (4,810)

This line would require no upgrading to meet the re-

quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). An eval-
uation of coal reserves by USRA and PC staff indi-
cates that this line is currently used as a through-route
for coal shipments which have no alternative route. All
shippers served by this line will continue to have service.

Recommendation

It is recommended that this portion of the Alliance
Branch be includedin the ConRail System.

M&C SECONDARY TRACK, M&C BRANCH

USRA Line No. 642

Penn Central

B&O to Akron and East
B&O to Lorain %. \ k.o"

- Akron &

, ." Barberton Belt RR

B&O to Willard ;NWARWICK

and West- / PORTION OF M&C

/ R SECONDARY BRANCH, PC

To Orrille and West
I I. I miles

to Orrville and West , ALON

- To Canton and East

N&W to Dalton N&W to East-West Main Line

B&O to Wheeling

The M&C Secondary Track, formerly part of the
Pennsylvania RR, extends from Massillon (Milepost
0.0), to Warwick (Milepost 11.1), a distance of 11.1
miles, in Summit and Stark Counties, Ohio. From East
Gravel (2 miles from, Massillon) to Warwick, this line

is operated as paired track with the Baltimore & Ohio
Railroad. PC owns the Northbound track and B&O the
Southbound, with expenses divided on a per car basis.
-The operation is under B&O rules and regulations. This
line was not described as potentially excess ipi the U.S.
DOT Report. (See Zones 95 and 9G.)

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line is used for through coal traffic.

Recommendation

It is recommended that the M&O Secondary Track be
included in the ConRail System.

PORTION OF NORWALK BRANCH

USRA Line No. 643

Penn Central

/
PC to Toledo /4- PC to Cleveland

",MILLBURY JUNCTION

" 18.3Miles N&W to Sandusky

PORTION OF THE N&VY to Toledo
NORWALK BRANCH, PC

N&W to Bellevue

FREMONT

:' -/PC to Elyrla
N&W to Fostoria

This portion of the Norwalk Branch, formerly part
of the N ew York Central RR, extends from Fremont
Milepost 269.0) to Millbury Junction, Ohio. (Mile-
post 287.3), ,a distance of 18.8 miles, in Sandusky, Ot-
tawa and Wood Coilnties, Ohio. Continuations of this
line extend westward from Millbury Junction and east-
ward from Fremont. A portion of the latter extension
is also under study in this Report. Connections in-
clude: the Norfolk & Western to Lima at Fremont and
at Millbury Junction the PC Chicago-to-Buffalo line.
This line, except for the portion from Genoa to Millbury
Junction, was described as potentially excess in the
U.S. DOT Report( see Zones 100 and 113).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lindsey . . ---------------------------- --- 183
Elmore ---- - ---------- 116
Genoa -----...------- ..........---------------- 3,067

Total carloads generated by the line ---------- 3,366
"Average carloads per week ----------------------- 64. 7
Average carloads per mile --- ...------------------- 183.9
Average carloads per train ------------------------- 13.0
1973 operating information:
* Number of round trips per year -------------------- 260

Estimated time per round trip (hours) ------------- 11.5
Locomotive horsepower--- ------------------- 1, 500

* Train crew size.- ------------ - -- --- 4

Information Provided by RSPO, Shippers, Government
Agencies'

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that.
Farmer's Mercantile Elevator Company estimated 246
carloads in 1973. This company, located in Lindsey, re-
ported that 3,500 and 4,000 carloads pass through Fre-
mont yearly.

Information for Line Retention Decision

Revenue received by PC--------------
Average revenue per carload- $275

$926,40

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line. --.... 34,834
Cost- of upgrading branch line to PRA

Class I: (1/10 of total upgrading
cost) ------------------- 52,228

Cost incurred beyond the branch line-- 67, 035

Total variable (avoidable) cost---- $1, 074,147

Net contribution (loss) : total-------- (147,681)
Average per carload ------------------ (44)

This line would require upgrading to meet the re-
quirements of the Federal -Railroad Administi-ation's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
Ion available information, this upgrading would include

-the replacement of a total of 9,910 crossties (an average
of 541 crosstiespermile).

Preliminary Recommendation -

Although the preliminary recommendation is that
this portion of the Norwalk Branch not be included in
the ConRail System, the possibility of immediately
increasing revenue must be explored before a final rec-
ommendation can be/made. Without immediately in-
creasing revenue, continued operation of this line would

require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $14T,681
or $44 per carload. Recovery of costs would require
approximately a 59 percent increase in traffic or a 16
percent rate increase over the 1973 levels. Costs may
also be lowered by reducing frequency, although this-
alone wiUmlot maketheline viable.

PORTION OF NORWALK BRANCH

USRA Line No. 643a

Penn Central

N&W to Toledo

PCto Toledo
N&W to Sandusky

..FREMONT

H&W to Fostoria -. -
113 Miles ACLYDE

PORTION OF THE k-.4-N&W to Bellevue
NORWALK BRAHCH. PC

PC to Elyria

This portion of the Norwalk Branch, formerly part
of the Pennsylvania RR, extends from Olyde (Mvilepost
257.7) to Fremont, Ohio (Milepost 269.0), u. distance
of 11.3 mz7es, in Sandusky County, Ohio. Continuations
of this line extend westward from Fremont and east-
ward from Clyde. A portion of the former is also under
study in this Report. Connections include: the Norfolk
& Western to Sandusky at Fremont and the PC line to
Sandusky at Clyde. This line was not described as po-
tentially excess in the U.S. DOT Report (see Zone 100).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Clyde 1,20o
Fremont 2,016

Total carloads generated by the line-- - 3,216
Average carloads per week -- _____ 62
Average carloads per mile-.......... 285
Average carloads per train-.. - 10.7
1073 operating information:

Number of round trips per year- .... _ 300
Estimated time per round trip (hours) 12
Locomotive horsepower-...... . 1, 500
Train crew size- . 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary



of Transportation's Rail Service Report" indicated that
Woodall Industries estimated 401 carloads in 1973 and
project 500 carloads. Rural Services Inc., located in
Clyde, operates a 475,000 bushel grain storage facility.
They state it is impossible to inspect, load, and ship
such quantities of grain by any other transportation
mode than rail.

Information for Line Retention Decision
Revenue received by PC ----------------------- $867, 616
Average revenue per carload -------------- $270

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 357,242
Cost of upgrading branch line to FRA

Class I:- (1/10 of total upgrading cost) - 35,327
Cost incurred beyond the branch line ... 509,778

Total variable (avoidable) cost ------------- 902,347

Net contribution (loss) : total ------------------ (34, 731)
Average per carload ...-------------------- (11)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of -a total of 6,074 crossties (an aver-
age of 538 crossties per mile).

This line is reached via USRA Segment 643 which
generated a loss amounting to $147,681.

Preliminary Recommendation

It is not recommended that this portion of the Nor-
walk Branch be included in the ConRail-System. How-
ever, service may be provided by the Norfolk and
Western.

PORTION OF TRINWAY SECONDARY TRACK

USRA Line No. 644

Penn Central

This portion of the Trinway Secondary Track, for-
merly part of the Pennsylvania Railroad, extends fron!
Tmvway (Milepost 0.3) to Zanesville, Ohio (Milepost
16.0), a distance of 15.7 miles, in Muskingum and Perry
Counties, Ohio. This line connects with Penn Central's
line (Columbus-Pittsburgh) at Trinway. It connects
with other Penn Central lines under study, at Crooks-
ville (to Cincinnati and to Columbus), and at Zanes-
ville (to Columbus). It also connects at Zanesville with
the B&O line to Columbus and Wheeling, and with the
N&W line to Canton. This line was described as poten-
tially excess in the U.S. DOT Report (see Zone 103).

PC to Newark 141-PC to Broken Aro Mine
and Columbus

TRINWAY ,,,PCto Pittsburgh... ..........
| - N&W to Canton

PORTION OF TRINWAY
15.7 miles i/ SECONDARY TRACK, PC

B&O to Newark . B&O to Wheeling
and Columbus :

:J ZANESYILLE
S." -- B&O to Parkersburg

ySpangler

Fultonham Spur

PC to Thurston P IKPC to New Lexington

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Trinway -----------------------------------------
Dresden ---------------------------------------- 0
Ellis -------------------------------------------- 0
Boich Mine No. 2 ---------------------------------- 0
Zanesville L --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  47

Total carloads generated by the line ------------------- 85
Average carloads per week ---------------------------. 10
Average carloads per mile -------------------------- 5.
Average carloads per train_---------------------------. 16
1973 operating information:

Number of round trips per year -------------------
Estimated time per round trip (hours) ------------- . 11. 0
Locomotive horsepower ---------------------------- 1, 500
Train crew size ----------------------------------- 5
'Includes only traffic on segment.

Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information- for Line Retention Decision

Revenue received by PC ------------------------ $20,302
Average revenue per carload ------------- $310

Variable (avoidable) cost of continued serv-
ice:

Cos
Cos

C
Cos

t incurred on the branch line -------- 155, 465
;t of upgrading branch line to FRA
lass I: (1/10 of total upgrading cost)-- 29, 400

:t incurred beyond the branch line... 11,023

Total variable (avoidable) cost ........... 105,888

Net contribution (loss): Total ----------------- (169,526)
Average per carload ------------------ (1,994)
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This line -would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based mi
available information, this upgrading would include, the
replacement of a total of 5,595 crossties (an average
of 356 crossties per mile). Although tlis line generates
a loss, itis required to serve TiSeA-segments 044a, 496c
and 513/513a. Also, there is potential for new coal pro-
duction onthe line.

Recommendatron-

It is recommended that this portion of the Trinway
Secondary Track be included in'the ConRail System.

PORTION OF TRINWAY SECONDARY TRACK

USRA Line io. 644a

'Penn Central

N&W to Canton - PC to Trinwzy

"B&O to Newa-' B&O to 'heeling
and Cohunbus

•" ZAINSVILLE

PC to Thurston0,0Presbg
Fultonham Spangler

Fultonham Spur

4-PORTION, TRUItWAY
SECO14DARY TRACK, PC

_ CROOKSVILLE

-' /4-PC to Nlew Lexington

This portion of the Trinway Secondary Track,
formerly part of the Pennsylvania RR, extends from
ZanesviUe (Milepost 16.0) to Croo7Tville, Ohio' (Mile-
post 29.0), a distance of 13.0 riiea, in Muskingum and
Perry Counties, Ohio. This line connects at Zanesville
with Penn Central lines under study, to Trinway and to
Columbus, -with N&W to Canton, and B&O line to
Columbus and Wheeling, W. Va. At Crooksville, this
line connects with PC branches to Columbus and Cin-
cinnati, both under study in this Report. This line was
described as potentially excess in the U.S. -DOT Report
(see Zone 108).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Zanesville 1 - - 1,3F0
Spangler ------------- -------------------------- 0
S. Zanesville --------------- - ----- 100
Roseville - --------------------------- 231

'Total carloads generated by the line. 1,720
Average carloads per week- .....----. 33.1

Average carloads per mile ......... -- 32.3
Average carloads per train --------------------- 11.5
19-M Operatng Information:

Number of round trilr per yeaVr.... 40
estlunate time per round trip (hours) S

Locomotive horsepoer.. 3, M0
Train crew size ---------- 5
£ Includea only tramc on LcgmeLt.

Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Servies
Planning Office as reflected in their reports entitled
"The Public Respone to the Secretary of Transporta-
tion's Rail Service Report.'

Information for Line Retention Decision

Revenue received by PC $-0-,843
Average revenue per oarload ----------

Variable (avoidable) cozt of cntinued
services:

Cost Incurred on the branch line ..... 247,605
Cost of upgrading branch line to FRA

Clas I: (110 of total upgrading cost)-- 23,SZO
Cost Incurred beyond the branch line--..- 318, 32

Total variable (avoidable) coZ......... WS, 3

Net contilbution (loss) : total- - 16, 847
Average per .carload. . 1

This line would riqulre upgrading to'meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 inph). Based on
available information, this upgrading would include
tile replacemenit of a total of 4,633 crossties (an avelrage
of 356 crossties per mile).

Rocommendation

It is recommended that this portion of the Trinway
Secondary Track be included in the ConRail System.

PORTION OF Z&W RUNNING TRACK

USRA Line No. 692

Penn Central

This portion of the Z&W Running Track, formerly
part of the Poilsylvania RR, extends from Glass RoaTc
(Mfilepost 45.6) to panglcr, Ohdo (Milepost 50-2), a
distance of 4.6 miles in Muskinghum and Perry Coun-
ties, Ohio. This line continues to Thurston from Glass
Rock and to Trinway from Spangler. It connects with
the Crooksville Running Track at Fultonham and the
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Zonesville Secondary Track at Milepost 22.62. It con-
nects with the B&O at Zanesville.

PC to Trinway
N&W... ." I

B&O -. ,Zanesville

PCt hrtnI-9.1 Miles I
PC tonham B&OGrs- OCKul m SPANGLER (MP 22.6)GLASS ROCK T7 =

PORTION OFZ&W pc? t
RUNNNG RACK PC PC to CrooksvilleRUNNING TRACK, PC

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Glass Rock --------------------------------------- 1,107
Fultonham --------------------------------------- 390

Total carloads generated by the line ---------- 1, 497
Average carloads per week ------------------------ 28.8
Average carloads per mile -- --- --------- 325.4
Average carloads per train.------------------------- 6.2
1973 operation information:

Number of round trips per year ------------ --- 240
Estimated time per round trip (hours) ------ 8
Locomotive horsepower -------------------- 3,500
Train crew size ---------------------------.. ... 5

Information Provided by RSPO, Shippers, Government
Agencies

No specifid information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office in their reports entitled "The Public
Response to tile Secretary of Transportation's Rail
Service Report."

Information for Line Retention Decisiori

Revenue received by PC ----------- $307, 235
Average revenue per carload ............... $205

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 205, 071
Cost of upgrading branch'line to FRA class

I (1/10 of total upgrading cost) -------- 8,573
Cost incurred beyond'the branch line --- 148,438

Total variable (avoidable) cost ------------ 362,082

Net contribution (loss) : total ------------------- (54, 847)
Average per carload --------------------- (37)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 1,672 crossties (an average of
363 crossties per mile).

Preliminary Recommendation

It is vot recommejnded that this portion of the Z,& W
.Running Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $54,847 or $37 per car-
load. Recovery of costs would require approximately a
35 percent increase in traffic or an 18 percent rate in-
crease over'the 1973 levels. Costs may also be lowered
by reducing frequency, although this alone will not
make the line viable.

Special consideration should be given to rate in-
creases as the volume traffic density is high but the reve-
nue per car low.

PORTION OF THURSTON SECONDARY TRACK

USRA Line No. 706

Penn Central

PC to Edison

0 5 miles PC-B&O Jbint
HEATH U& ---. 'ito Newark

B -PORTION OF THURSTONJoint to- SECONDARY TRACK AT
Columbus | HEATH, PC

If". PC to Thurston

This portion of the Thurston Secondary Track, for-
merly part of the Pennsylvania RR, extends from
(Milepost 133.0) to (Milepost 133.5), at Heath, Ohio, a
distance of 0. idle, in Licking County, Ohio. A con-
tinuation of this line extends southward to Hebron
from Heath, also under study in this Report. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 102).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Heath1  --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 33

Total carloads generated by the line-- ---------- 33
Average carloads per week --------------------------- 0. 6
Average carloads per mile ------------------------- 66. 0
Average carloads per train ------- .......--------- 1.3
1973 operating information:

Number of round trips per year --------------------- 25
Estimated time per round trip (hours) ------------ 1.5
Locomotive horsepower ---------------------------- 1,200
Train crew size ----------------------------------- 4
1 Includes only traffic on segment. V
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Information Provided by RSPO, Shipping, Government
Agencies

No specification information concerning this line was
provided at the hearings conducted by the Rail Serv-
ices Planning Office as reflected in their reports en-
titled- "The 'Public Response to the Secretary of Trans-
portation's Rail Service Report."

Information for Line Retention Decision

:Revenue received by PC $13,14D
Average revenue per carload - ---- $398

Variable (avoidable) cost -of continued
service:

Cost incurred on the branch line ........ 7,303
Cost of upgrading branch line to FlU.

Class I: (1/10 of total upgrading cost) - 1, 691
Cost incurred beyond the branch line--- 4,983

Total variable (avoidable) cost.. 13,977

Net contribution (loss): total - ------- 837)
Average pei carload -.-------------------- (25)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would in-
clude the replacement of a, total of 175 crossties (an
average of 350 crossties pey mile).

Although service to the entire line generates a loss,
a 10 percent growth in traffic or a 6 percent rate in-
crease would make this portion of the line financially
self-sufficient.

Recommendation

I.t is recommended that this portion of the Thurston
Secondary Track be included in the ConRail-System.

P.Y. & A SECONDARY TRACK'

USRA Line No. 714

Penn Central

The P.Y. & A Secondary Track, formerly part of
the Pennsylvania RR, extends from Ashtabu&a (Mile-
post 124.3) to Warren, Ohio (Milepost 81.1), a distance
'of 4J3 mils, in Ashtabula & Warren Counties, Ohio.
Before- the merger, it carried coal and ore traffic
to and from Ashtabula Harbor; the traffic is now mov-
ing on the Youngstown Branch. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 92).

I
To Cleveland i To Buffalo -;,

ASHTABULA ............ .... ..' "
N&W \ To Youngstown =

P.Y. &A SECONDARY /
TRACK. PC - V.

43.'lmiles

To Kent *h" EL to Meadville

.0 ....
W' WARREN

Traffic and Operating Information

Stations (with their 1973 carloads) served by thisline:
Champion . .25
BrIstolville - ----------- 53
Lockwood 22
E. Orwell .... 13
New . .0
,Rome 22
Rock Creek--- -- 90
ALustinburg 97
Ashtabula1 I - -

Total carloads generated by the line------ 433
Average carloads per wee k_ S. 3
Average carloads per mile .. 110.0
Average carloads per train ------ - 2.9
1073 Operating information:

Number of round trips per year ..... 150
Estimated time per round trip (hours)- - - 11. 0
Locomotive horsepower - ... 3,500
Train crew size ...... ------- -

lncludes only trallic on segment.

Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary-of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by P $113, 199
Average revenue per carload-- ___ $261

Variable (avoidable) cost of continued serv-
Ice:

Cost Incurred. on the branch line----- 417, 690
Cost of upgrading branch line to FRA clasa

I: (1/10 of total upgrading cost)-- 0
Cost Incurred beyond the branch line_-- 73,94T

Total variable (avoidable) cost----- 491,637

Net contribution (loss): total (378,438)
Average per carload......- - (874)
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This line would require no upgrading to meet the re-

quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a

maximum safe operating speed of 10 mph).

Preliminary 'Recommendation

It is not recommended that the P.Y.&A. Secondary

Track be included in the ConRail System. Continued

operation of this line would require a rail service'con-

tinuation subsidy. Under 1973 traffic, revenue and cost

levels, this line generates an annual excess financial

burden amounting to $378,438 or $874 per carload. Re-

covery of costs would require approximatel' a- 10-fold
increase in traffic or a 335 percent rate increase over the
1973 levels. Costs may also be lowered by reducing
frequency, although this alone will not make the line
viable.

WHEELING TERMINAL TRACK

USRA Line No. 353

Penn Central

N&W Ry- I -- Wheeling Secondary

MARTINS 64- Track, PC
FERRY _ WHEELING

& -TERMINAL
I TRACK, PC

PC Powhatan--+I 8.0 miles
Secondary .
Track to .... ;B t

Wheeling Pitsb-urgh

B&O to I
Columbus \o" ,BENWOOD

B&O to Moundsville"'

The Wheeling Terminal Track, formerly part of the
Pennsylvania RR, extends from Martin's Ferry, Ohio
(Milepost U.S. 1 & 44) to Benwood, .W. Va. (Milepost
U.S. 421 & 61), a distance of 8.0 miles, in Belmont
County, Ohio and Marshall County, West Virginia. At
Benwood and Wheeling, this line connects with the PC
Wheeling Secondary Track, the Norfolk & Western line
to Mingo Junction, Ohio, and the Baltimore & Ohio.
Additionally, at Benwood it connects with the PC La-
Belle Branch, and at Wheeling with the Baltimore &
Ohio line running east. At Martin's Ferry, this line
connects with the PC Powhatan Secondary Track; a
Baltimore & Ohio Branch and the Norfolk & Western
line running to Mingo Junction. The LaBelle Branch
is also under study in this Report. In October 1972,
the PC applied for permission' to abandon this line,

Docket No. AB-5, Sub. 114 & 115. No final action has
been taken by the ICC on this application. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 99).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Wheeling ------ - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 870
Benwood ----------------------------------------- , i01

Total carloads generated by the line ------------- 3, 5 0
Average carloads per week ------------------------- 8. 5
Average carloads per mile ---------------------------- 445. 0
Average carloads per train --------------------------- 14.2
1973 operating information:

Number of round trips per year --------------------- 0 20
Estimated time per round trip (hours) -------------- 2
Locomotive horsepower ---------------------------- 000
Train crew size ---------------------------------
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers; Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ------------------------- $772, 952
Average revenue per carload ---------- $217

Variable (avoidable) cost of continued service:
Cost incurred on the branch line --------- 154,844
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading cost)-- 0
Cost incurred beyond the branch line --- 468,829

Total variable (avoidable) cost -------------- 623, 073

Net contribution (loss) : total ----------------.. ... 149, 79
Average per carload ----------------------- 42

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

Recommendation

It is recommended that the Wheeling Terminal Track
be included in the ConRail System.

PORTION OF KANAWHA SECONDARY TRACK

USRA Line No. 514a

Penn Central

This portion of the Kanawha Secondary Track,
formerly part of the New York Central RR,.extends
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from Hob8on; Ohio (Milepost 56.4), to Nitmr, W. Va,
(Milepost-109.0), a distance of 6.= &8e, in Meigs and
Gallia Counties, Ohio, and Masonand. Putnam Coun-

PC Southerh Branch to
Coming and Columbus C&0 t Pomeroy

N!
HOBSON

: This Track is owned by C&O;
PC has Trackage Righti

B&O to Parkersburg

KanaugaOhio IN,.

C&O to Coluimbus, iF> t Pla

PORTION OF THE KANAWHA -
SECONDARY TRACK, PC B&O to Huntington

TRO

PC to Charleston
and Swiss

ties,-W. Va. Continuations of this line extend south-
eastward from Nitro and northwestward from Hobson.
Connections are: the Baltimore & Ohio Huntington-
Wheeling line at Point Pleasant and the Chesapeake &
Ohio Columbus-to-Pomeroy line at Kanauga (from
this point to Hobson Junction, the C&O owns the line
and PC operates via trackage rights). Both of the con-
tinued portions are also under study in this Report.

-This line was described as potentially excess in the U.S.
DOT Report (see Zones 104,198 and 199).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Port PleasanL..-....-- - 188
Arbuckle ------ 6
Robertson - 0
Buffalo 7
Rumer - 0
Redhouse ------ 785
McGill - 1
Courtney --- -------------- 2
Bancroft 7

-Total carloads generated by the lin . - 040
Average carloads per week ------------------------- - 1& 2
Average carloads per mile -------------------------- 8.& 0
Average carloads per train- -........ - ....-------.-- 4.7
1973 operating information:

Number of round trips per year .......-......--- 200
Estimated time per round trip (hours) ------ 12.0
Locomotive horsepower ---------------------- 2000
Train crew size_ - 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Service Planning Office as reflected in their
reports entitled "The Public Response to the Secretary.

of Transportations Rail Service Report" stated that
Congressman Slack predicts an increase in coal produc-
tion in this area. The Motor Freight Lines (238 car-
loads in 1973), the Putnam Fabricating Company (171
in 1973), Kanawha Manufacturing Co. and Mobay Co.,
all protest the abandonment of this line. Georgia Pa-
cific, which currently receives 480 carloads, states that
they expect an increase to 709 carloads in 1974. The
State of Wesb Virginia has indicated the possibility of
substantial industrial development on the line.

Information for Line Retention Decision -

Revenue received by PC---- -- - $121,591
Average revenue per carload---. .

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line_ 439,181
Cost of upgrading branch line to FIA

Class I: (1/10 of total upgrading
cost) 24,377

Cost Incurred beyond the branch line- 136, 086

Total variable (avoidable) cost- - 59, 644

Net contribution (loss): total - (478,053)

Average per carload-.. (505)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 2,65 crosstics (an average
of 50 crossties per mile).

An evaluation of coal reserves by USRA staff has
been imable to identify the existence of coal reserves
capable of being mined.

Preliminary Recommendation

It is not recommended that this portion of the Wana-
wha Secondary Track be included in the ConRail
System,

The large rehabilitation costs and the possibilities for
alternative routings mean that such reroutings must be
explored. If trackage rights cannot be obtained to serve
the Charleston. area, this line may be included in tha
ConRail System.

If USRA receives more definitive information on
possible major new traffic on this line segment because
of industrial development, this preliminary decision
will reviewed. "Rail banking" the line may be possible
solution.
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PENNSYLVANIA

Intrastate

USRA - Terminals
line number

133
133a
133b
135
143
173a
1751176
177
180
181
185/186
192/192a]192b
192c
194
196
197
197a
197b
201
202
203
204
206
208

*'209

210
2121212a
214
216
218
229
243a
250
252
253
253a
254
256
257
260a
295
312
313,
314
315
326
331
335
344
345a-
348b
348c
352

North Philadelphia to Queen Lane
Queen Lane to Allen Lane
Allen Lane to Chestnut Hill
Fort Washington Branch at Philadelphia
West Chester Branch at West Chester
Phoenixville to Devault
Honey Brook to New Holland
Pomeroy to Doe Run
Cornwall to Lebanon
East Lebanon Branch at Lebanon

.Paxtonville ta Selinsgrove
Sunbury to Wilkes-Barre-
Hudson to Buttonwood
Court Street Secondary Track at Reading
Hamburg to Schuylkill Haven
Norristown to Pottstown
Pottstown to Reading
Reading to Hamburg
Mifflinburg to Lewisburg
York to Hellam
Mechanicsburg to Dillsburg
New Kingston to Chambersburg
Marion to Mercersburg
Yeagertown to Reedsville
Lewistown to Maitland
Fairbrook Branch at Tyrone
Petersburg to Williamsburg
Martinsburg Junction to Curry.
Bedford to Brookes Mills
Creek to Mount Dallas
Middle Canal Branch at Williamsport
Mill Hall to Lock Haven
Corry to Titusville
Warrenrto Ridgway
Empoiium to St. Marys
St. Marys to Ridgway
Oil City to Tidiouti
Polk Junction to Reno
Brookville Track at Brookville
North Warren to Warien
MeGees Secondary Track Near MeGees
Fort Wayne Bridge at Pittsburgh
Pittsburgh to Chicago Line at Pittsburgh
Pittsburgh to St. Louis Line at Pittsburgh
Allegheny Branch at Pittsburgh
Black Lick Junction to Indiana

- Henpfield Junction to Herminie
Coal Lick Run near Uniontown
Bridgeville to Sygan
Westland Industrial Track
Langeloth Junction to Langeloth
Burgettstown to Atlasburg
Shippingport to Kobuta

355
356
360
361
646
640a
647
647a
648
649
650
650a
651
653
655
655a
056
657
058
659
659a
660
661
662
663
664
691
691n
691b
691o
712

903
904
005
906
908
909
910
912
914
915
916
917
918
919
920
920a
921
922
923
924
925
926
929
930
931

Scottdale to Mount Pleasant
New Castle to Mercer
Jamestown to Linesville
Coverts to Wairord
,Erie to Corry
Corry to Warren
Red Bank to'Emlenton
Emlenton to Oil City
Red Bank to Schenley
Titusville to Oil City
Kiskimintas Junction to Logans Ferry
Pittsburgh to Logans Ferry
Falls Creek to Brockway
Cresson to Glasgow
Ebensburg Junction to Black Lick
Black Lick to Blairsville
Brooke's Mills to Hollidaysburg
Martinsburg to Brooke's Mills
Lewistown to Yeagertown
Sunbury to Thompson
Thompson to Mount Carmel
Watsontown to Berwick
Columbia to Lancaster
Lancaster to New Holland
Fairchance to'Connellsville
Houston to Washington
Parkesburg to Lancaster
Lancaster to Conewago
Conewago to Royalton
At Lancaster
Sharon to Jamestown

RDG
Chestnut Hill to Wayne Junction
Cheltenham Junction to Newtown
Lansdale to Doylestown
Perkiomen Junction to Emmaus Junction
Elverson to Warwick
Eshbach to Pottstown
Kutztown to Topton
Gettysburg to Carlisle Junction
Rex to Lebanon
Suedburg to Lebanon
Manheirn to White Oak
Columbia to Lancaster Junction
Manheim to Lancaster Junction
Lancaster Junction to Lancaster
Manbeim to Lititz
Lititz to Sinking Spring
St. Clair to Bear Run Junction
Trevorton to Hemdon
Lofty to Rupert
Rupert to West Milton
Tremont to Pine Grove
Tremont to Good Spring
Westwood to Tremont
Swatara Junction to Terminus
Silverton to West Junction
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USRA Terminals
line number

932 West Junction to Terminus
933 Frankford to Frankford Junction
934 Newberry Junction to West Milton
935 Norristown to Lansdale
946 Muncie to Ternainus
947 Go9d Spring to Terminus

LV.
1007 Laurel Junction to Rock
1008 Delano to Raven Run
1009 Nesquehoning Junction to Tamanend
1012 Franklin Branch at Wilkes-Barre
1013 Mehoopany to Towanda
1014 Towanda to Sayre

Interstate

PC
Pennsylvania to New York (these lines are discussed under

New York)
249 Corry, Pa. to Mayville, N.Y.
260 North Warren, Pa. to Falconer, N.Y.

LV
1015 Sayre, Pa. to Owego, N.Y.
1016 Sayre, Pa. to Van Etten Junction, Pa.

PC
Pennsylvania to Maryland (these lines are discussed under

Maryland)

198 Spring Grove, Pa. to North of Frederick, Md.
204a Chambersburg, Pa. to Hagerstown, Md.

RDG
Pennsylvania to Delaware (this line is discussed under

Delaware)

907/939 "lverson, Pa. to Elsmere Junction, Del.

PORTION OF CHESTNUT HILL BRANCH

USRA Line No. 133

Penn Central

This portion of the Chestnut Hill Branch, formerly
part of the Pennsylvania RR,. extends from North Phil-
adelphia (Milepost 0.0) to Queen Lane, Pa. (Milepost
2.2), a distance of 2 miles, in Philadelphia County,
Pa. The continuation of this line extends northwest-
ward from Queen Lane to Chestnut Hill (alsb under
study in' this Report). It also connects with the New
York-Philadelphia line of the PC at North Philadel-
phia. This line was described as potentially excess in
the U.S. DOT Report (see Zone 66).

, ;-PC to Chestnut Hill

N QUEEN LANE

,i--PORTION OF CHESTNUT
miles'-/ HILL BRANCH, PC2.2m l \

New Yotk-Philadelphl N
Main Line, PC NORTH PHILADELPHIA

Traffic and Operating Information

Stations (with their 1973 carloads) sedved by this line:
Philadelphia 1 ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 12, 317

Total carloads generated by the line ------------ 12,317
Average carloads per week --------------------------- 237
Average" carloads per mile ----------.---------------- 5, 509
Average carloads per train -------------------------- 41.1
1973 operating information:

Number of round trips per year -------------------- 300
Estimated time per round trip (hours) ------------- 8, 5
Locomotive horsepower --------------------------- 080
Train crew size --------------------------------- 4
Includes only traffic on segment.

Information •Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
there are 16 industries served by this line. The Budd
Co., auto parts manufacturer, reported 10,946 carloads
for 1973 and employs 4,500 people. This line is also a
part of SEPTA's intercity, passenger and rail com-
muter system who reported 2.1 million passengers per
year. The Reading Railroad's Chestnut Hill Branch
runs parallel with this line. Correspondence submitted
to USRA states that the Reading )Line is a different
grade and cannot serve as an alternate route. Pennsyl-
vania's response indicates a steel producer would shut
down leaving 938 workers unemployed.

Information for Line Retention Decision
Revenue received 'by PC --------------------- $, 340,410
Average revenue per carload ----------- $434

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 59, 388
Cost of upgrading branch line to FRA

class I (1/10 .of total upgrading
cost) ------------------------__- 0

Cost incurred beyond the branch line.__ 3, 519, 172

Total variable (avoidable) cost ------------ 3,978, 500

Net contribution (loss) : total ------------------- 1, 301, 850
Average per carload ------------------- -111



This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety, standards (Class I irack, which has
a maximum safe operating speed of 10 m.p.h.).

Recommendation
It is recommended that this portion of the Chestnut
il Branch be included in the ConRail System.

PORTION OF CHESTNUT HILL BRANCH

USRA Line No. 733a

Penn Central

\k-PC to Chestnut Hill

1+-Fort Washington Branch, PC
ALLEN-LANE

- ENLAE PORTION OF CHESTNUT

HILL BRANCH, PC
QUEEN LANE

New York-Philadelphia
Line PC

.-- " North Philadelphia

This portion of the Chestnut Hill Branch, formerly
part. of the Pennsylvania' Railroad, extends from
Queen Lae (Milepost 2.2), to A/en Lane, Pennsyl-
vania (Milepost 4.8), a distance of 2.6 miles, in Phila-
delphia County, Pennsylvania. Continuations of this
line extends northwestward from Allen Lane to Chest-
nut Hil, and southeastward from Queen Lake to North
Philadelphia. (Both lines are also under study in this
Report). The line also connects with the Fort Wash-
ington Branch of the PC at Allen Lane, also under
study in this Report. This line was described as po-
tentially excess in the U.S. DOT Report (see Zone 66).
Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's-Rail Service Report" indicated
that this branch, a part of SEPTA's suburban rail
service, has about 10,000 daily riders. It was suggested
at the hearings that local officials would prefer to pre-
serve the right-of-way for possible future use and for
SEPTA to maintain its current Wuliurban service.

All of the testimony relating to patrons of this line
was directed to the first 2 miles of track on Segment 133.
There are-no active shippers on this segment.

USRA's staff has had several meetings with SEPTA
representatives in order to lay the groundwork for a
detailed inventory of SEPTA's required passenger fa-
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cilities. Both staffs are .continuing to discuss ways in
which SEPTA may wish to acquire portions of this line

.for passenger service, as provided in the Regional Rail
ReorganizationAct.

Information for Line Retention Decision

This line is primarily used for passenger service
although it is used as an overhead line to serve freight
shippers on USRA Segment No. 135. The Preliminary
Recommendation for line Segment .No. 135 is that
freight service not be provided by the ConRail System.
Therefore, this segment is not required for freight serv-
ice.

Preliminary Recommendations

It is nwt recommended that freight service be pro-
vided over this portion of-the Chestnut Hill Branch in
the ConRail System.

PORTION OF CHESTNUT HILL BRANCH

USRA Line No. 133b

Penn Central

CHESTNUT HILL
- PORTION OF CHESTNUT HILL
BRANCH, PC

/-Fort Washington Branch, PC

ALLEN LANE

N. ~-PC to North
New York - Philadelphia " Philadelphia

PC Main LineI

-. &North Philadelphia

This portion of the Chestnut Hill Branch, formerly
part of the Pennsylvania, R-R, extends from Allen Lane
(Mfiepost 4-.8) to Chestnut H2ll, Pa. (Milepost 6.6), a
distance of 1.8 miles, in Philadelphia County, Pennsyl-
vania. The continuation of this line extends southeast-
ward to North Philadelphia (also under study in this
Report). The line connects at Allen Lane with the Fort
Washington Branch of the PC, also under study in this
Report. This line was described as potentially excess in.
the U.S. DOT Report (see Zone 66).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as-reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this branch is a part of SEPTA's suburban rail service,
with about 10,000 daily riders. It was suggested at the
hearings that local officials would prefer to preserve the
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right-of-way for possible future use and to allow
SEPTA to maintain its currehat suburban service.

All of the testimony relating to portions on this line
was directed to the first 2 miles of track on segment 133.
There are no active shippers on this segment.

Information for Line Retention Decision
USRA Staff has had several meetings with SEPTA

representatives in order to lay the groundwork for a de-
tailed inventory of SEPTA's required passenger facili-
ties. Both staffs are continuing to discuss ways in which
SEPTA may wish to acquire portions of this line for
passenger service, as provided in the Regional Rail Re-
organization Act.

Preliminary Recommendation
It is not recommended that fo'eig lt service be pro-

vided over this portion of the Chestnut Hill Branch
by the ConRail System.

FORT WASHINGTON BRANCH
USRA Line No. 135

Penn Central
Chestnut Hill

1.4 miles

EAST LANE

ALLEN LANE K --FORT WASHINGTON
% BRANCH, PC

Chestnut Hill Branch, PC

New York-Philadelphia
Main Line, PC

-. North Philadelphia

The Fort Washington Branch, formerly part of the
Pennsylvania RR, extends from Allen Lane (Milepost
0.0) to East Lane, Pa. (Milepost 1.4), a distance of 1.4
mies, in Philadelphia County, Pa. This line connects
with the Chestnut Hill Branch of the PC atAllen Lane
(also under study in this Report). This line was not
shown in the U.S. DOT Report (see Zone 66).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Philadelphia - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 26

Total carloads generated by the line ------------ 26
Average carloads per week ------------------------- 0.5
Average carloads per mile ------------------------- 18.6
Average carloads per train ------------------------- 0.9
1973 operating Information:

,Number of round trips per year --------------------- 30
Estimated time per round trip (hours) -------------- 0.5
Locomotive horsepower ----------------------- 660
Train crew size ---------------------------------- 4

Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service R eport" indicated that
the majority of comments were made with specific ref-
erence to the 5-mile-long Chestnut Hill to North Phila-

-delphia. Junction branch. USRA staff has identified
A. Z. Bogert, National Crucible Co. and Met Lab as
the three affected shippers on the Fort Washington
Branch. There is no specific reference in the RSPO
report on comments from these three firms. No infor-
mation about this branch was provided in Pennsyl-
vania's response to the original DOT report.

Information for Line Retention Decision

Revenue received by PC --------------------------
Average revenue per carload ------------ $300

Variable (avoidable) 'cost of continued
service:

Cost incurred on the branch line ---- 12,489
Cost of upgrading branch.line to FRA

Class I (?6 of total upgrade cost)---- 1,116
Cost incurred beyond the branch line-- 7,771

Total variable (avoidable) cost_........

$7, 800

21, 370

Net contribution (loss)- total (18, 570)
Average per carload -------------------- (522)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has u
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 300 crossties (an average
of 214 crossties per mile).

Preliminary Recommendation

It is not recommended that the Fort, Washington
Branch be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $13,570 or $522 per carload. Recovery
of costs would require approximately a two hundred-
fold increase in traffic or a 175-percent rate increase over
the 1973 levels.

WEST CHESTER BRANCH

(FRAZER RUNNING TRACK)

USRA Line No. 143

Penn Central

The Frazier Running Track, at West C'hester,
formerly part of the Pennsylvania RR, extends from
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END OF TRACK
-q(- FRAZER RUNNING

1.2 miles 11 Z TRACK, WEST CHESTER
' BRANCH, PC" : .WEST CHESTER, BACP

E \4- PC to Philadelphia

filepost 29.5 to Milepost 30.7, a distance of 1, miles, in

West Chester and Chester Couiity, )a. This line is a

continuadon of the West Chester Branch at West

Chester. This line was not shown in the U.S. DOT Re-.

port (see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
West Chester - - ------- -12

Total carloads generated by the line -------------- 12
Average carloads per week -- -------------- 0.2

Average carloads per mie- 10

Average carloads per train -- ----------- 0.5
1973 Operating information:

Number of round-trips per year.-- ------- -- 24
Estimated time per round trip (hours) --- .5
Locomotive horsepower --- ------- 1, 200
Train crew size ----------- ----------- 4

Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies.

o specific'information concerning this line provided
at the hearings conducted by the Rail Services Planning
Office as reflected in their reports entitled "The Public

Response to the Secretary of Tmnsportation's Rail

Service Report."

Infomation for Line Retention Decision

Revenue received by PC $, 039

Average revenue per carload- $170

Variable -(avoidable) cost of continued
service:

Cost incurred on the branch line - ........-17,381
Cost-of upgrading branch line to FRA class

I (1/10 of total upgrading cost) ---- 5,257

Cost incurred beyond the branch line.... 2,009

Total variable (avoidable) cost ---------- - - 24,047

Net contribution (loss) : total --- ---------------- (22,608)
Average per carload --------------- (1,884)

This line would require upgrading to meet the re-

quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
'maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgi-ading -ould include the

replacement of a total of 900 crossties '(an average of
474 crossties per mile).

Preliminary Recommendation
It is zot recommended that the Frazer Running

Track, West Chester Branch be included in the ConRail

System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual ex-

cess financial burden amounting to $22,608 or $1,884: per
carload. Recoverybf costs would require approximately
a one hundred and ten-fold increase in traffic or a 1,108
percent rate increase over the 1973 levels.

PORTION OF PHOENIXVILLE BRANCH

USRA Line No. 173a

Penn Central

PORTION OF \
PHOENIXVILLE ,PHOENIXVILLE

BRANCH.Pc,

6.0 mile \ FSchuylkill6. miles 1 Secondary
DEVAULT/1 " Track, PC

Noristown) .

Trpnton Branch, PC-- "

This portion of the Phoenixville Branch formerly

part of the Pennsylvania KR, extends from Pkoenix-

ville (Miepost 0.0) to Devau7t, Pa. (Miepost 6.0), a,
distance of 6.0 miles, in Chester County, Pa.

At Devault, a continuiation of this line extends south-

ward for a short distance, and is also understudy in this

.eport, This line also connects with the PC Schuylkill

Secondary Track at Phoenixville, also under study in

this report. This line was not described as potentially
excess in the U.S. DOT Report.(see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Devault 4,498

Total carloads generated by the line- - 4,498
Average carloads per week.._ _ 86.5
Average carloads per mile ---- 749.7
Average carloads per train ------ 18.7
1973 operating Information: '

Number of round trips per year ----- 240
Estimated time per round trip (hours) 4.0
Locomotive horsepower.---- ---- --- 00
Train crew s4ze..-4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-

vided at the hearings conducted by the Rail Services

Planning Office as reflected in their reports entitled
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"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Correspondence from Edward E. Chaney, Martin
Marietta Corp., indicates they have a firm contract to
supply Harbison and Walker Refractories Co. with
approximately 30,000 tons of stone per month and that
they shipped 1,813 carloads in 1974. There are a total
of five businesses located on this line.

Information 'for Line Retention Decision
Revenue received by PC -------------- ------ $964, 841
Average revenue per carload --------- $215

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 168, 843
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 0
Cost incurred beyond the branch llne-.... 625,918

Total variable (avoidable) cost..--.- -- 794,761

Net contribution (loss) : total -------------------- 170,080
Average per carload ---------- ----- 8

This line would require nor upgrading to ineet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mp.h.).

Recommendation

It is recommended that this portion of the Phoenix-
ville Branch be included in the ConRail System. -

PORTION OF NEW HOLLAND SECONDARY TRACK

USRA Line No. 775-176

Penn Central

HONEY BROOK

Reading & 10.4 miles l P PORTION OF
Columbia PC to +- --- NWHOLLANDLancaster-,. NEW SECONDARYBranch, RDG. . . HOLLAND TRACK, PC

Phil adelphiaPittsburgh 4 lancaster
Main Line, PC / r PC

/ 4-QuarryvilIle Track, P
4-Columbia Branch, Pq

This portion of the New Holland Secondary Track,
formerly part of the Pennsylvania RR,_extends from
Honey B'ook (Milepost 17.6) to New Holland, Pa.
(Milepost 28.0), a distance of 10.4 miles, in Chester and
Lancaster Counties, Pa. A continuation of this line, also
under study, extends southwestward from New Holland
to Lancaster. This line was described as potentially
excess in the U.S. DOT Report (see Zones 66 and 67).

Traftc and Operating Information

Stations (with their 19acarloads) served by thisline:
Honey Brook ...................................

Narvon ..............------................ -

Cedar Lane --........-.-----------.------------
East EarL --------- ---.-. --------------........
New Holland . .- - - - - - - - - - - - - - - ---.. ------

Total carloads generated by, the line ............
Average carloads per week ..----------------..----
Average carloads per mile ------------------------
Average carloads per train ----- ...--- -----.........
1973 operating information:

Number of round trips per year ----------------------
Estimated time per round trip (hours) .............

a tn u cw sz P U -----------------------------

Train crew s --------- ------------

9'

140
02

40R

1,060
20.4

101.010.6O

100
4.0

1, 750
4

I Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings, conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
there are 19 businesses located on this line. Narvon
Mines and Chemical, manufacturer of aluminum sili-
cates used in pipeline enamels and water pollution con-
trol equipment, stated they shipped an estimated 384
carloads in 1973 and project future carloads to be 490.
They stated operation would cease without rail service
as did Redman Mobile Homes and D. G. $helter Prod-
ucts. Redman shipped an estimated 80 carloads in 1973
and are projecting 320 carloads. D. G. Shelter projects
300-600 carloads, Robert Krause of the Mississippi Val-
ley Implement Dealers Association, submitted corre-
spondence to USRA and Penn Central stating they ship
farm machines 11 feet wide and 12 feet long that are

,impossible to ship by truck.

Information for Line Retention Decision

Revenue received by PC ----------------------------
Average revenue per carload --------------- $391

$41, 870

Variable.(avoidable) cost of continued service:
Cost incurred on the Branch Line -------- 126, 778
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)-_ 11,438
Cost incurred beyond the branch line ----- 263, 58

Total variable (avoidable) cost -------------- 401,774

Net contribution (loss) : total --------------------- 13, 002
Average per carload ---------...... ------ 18

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would inblude the
replacement of a total of 880 crossties (an average of 85

a
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crossties per mile). There is ample evidefice of future
traffic growth by firms on this line.

Recommendation

It is recommended that this portion of the New
Holland Secondary Track be included in the ConRail
System.

POMEROY SECONDARY TRACK

USRA Line No. 177

Penn Central

Philadelphia-Pittsburgh
Main Line, PC

I POMEROY

6.1-miles - POMEROY SECONDARY
6.1 iles TRA:CK, PC

DOE RUN

The Pomeroy Secondary Track, formerly part of the

Pennsylvania RR, extends from Pomeroy (Milepost
0.0) to Doe Run, Pa. (Milepost 6.1), a distance of 6.1
miles, in Chester County, Pa. This line connects with

- the Philadelphia-Pittsburgh Line at Pomeroy. This line
was not shown in the U.S. DOT Report (see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

Doe Run --

Buck Run -

Pomeroy'-

Total carloads generated by the line--------------
Average carloads per week ----.---------- 10. 3
Average-carloads per mile ------------------ 7 ST. 9
Average carloads per trai ----------------- 3.6

1973 operating information:
Number of round trips per year ---------------
Estimated time per round trip (hours) ..........
Locomotive horsepower--.........................
Train crew- size ----------------------------

150
2.5

1,750
4

"Includes only shippers on this segment.

Information Provided by RSPO,. Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report," The USRA identified one
shipper at Pomeroy, one shipper at Buck Run and five
shippers at Doe Run.

Information for Line Retention Decision
Revenue received by PO . -- $153,506
Average Revenue per carload- ..... 286

Variable (avoidable) cost of continued serv-
Ice:

Cost incurred on the branch line..... 73,098
Cost of upgrading branch ilne to FRA Class

I (1/10 of total upgrade cost) -----. 15,646
Cost Incurred beyond the branch line-- 123, 225

Total variable (avoidable) cosL - 211,969

Net contribution (loss) : total- .... - (58,463)
Average per carload - -------- (109)

This line would require upgrading to meetthe re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximumn safe operating speed of 10 m.pih.). Based on
available information, this upgrading would include
the replacement of a total of 2,100 crossties (an average
of .34 crossties per mile).

Preliminary Recommendation

It is vot recommended that the Pomeroy Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $58,463 or $109 per carload. Re-
covery of costs would require approximately . two-
fold increase in traffic or a 40 percent rate increase over

,the 1973 levels. Costs may also be reduced by reducing
frequency, although this alone, will not make the line
viable.

PORTION OF LEBANON RUNNING TRACK

USRA Line No. 780

Penn Central

Lebanon & Tremont

Lebanon Valley 14-Branch, RDG
Branch, RDG I

LEBANONi

5.6 miles 4- East Lebano!
Branch, PC

PORTION OF LEBANON "/-CORNWALL
RUNNING TRACK. PC / PC _ C-/ -P toConewago

Conewago fPhiladelphia-Pittsburgh

Line, PC

This portion of the Lebanon Running Track, for-
merly part of the Pennsylvania RR, extends from
Cornwall (Milepost 16.1), to Lebanon, Pa. (Milepost
21.7), a distance of 5.6 mies in Lebanon County, Pa.

....... .. .......---.............
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This line is in Zone 82 in the U.S. Department of Trans-
portation Report, "Rail Service in the Midwest and
Northwest Region," dated February 1, 1974. A continu-
ation of this line extends southwestward from Cornwall
to Conewago (also under study in this Report). This
line connects with the Reading Company's Lebanon
Valley Branch at Lebanon and with the Lebanon & Tre-
mont Branch at Lebanon (also under study). This line
also connects with the East Lebanon Branch of the. PC
at Lebanon (also under study as potentially excess).
This PC line is out of service because of flood damage
in June 1972; service is being provided by the Reading
Company. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 82).

Information for Line Retention Decision

At this time, PC cannot serve the shipper on -this line
owing to flood damage. The shippers are receiving-and
will continue to receive service from the Reading.

Recommendation

It is noqt recommended that this portion of the Leb-
anon Running Track be included in the ConRail
System.

EAST LEBANON BRANCH

USRA Line No. 181

Penn Central

/-Lebanon & Tremont
Lebanon Valley k/ Branch, RDG
Branch, ROG 7 L

i LEBANON
Lebanon Running ";,i.4 miles

Track, PC EAST LEBANON

EAST LEBANON BRANCH, PC

The East Lebanon Branch, formerly part of the
Pennsylvania RR, extends -from Lebanon (Milepost
0.0), to East Lebann, Pa. (Milepost 1.4), adistance of
1.4 miles, in Lebanon County, Pa. This line connects
with the PC Lebanon Running Track near Lebanon
(also under study in this Report). It also connects with
the Reading Company's Lebanon Valley Branch and
Lebanon & Tremont Branch of the Reading at Lebanon,
the latter also under study in this Report. This line was
not shown in the U.S. DOT Report (see Zone 82).

Information for Line Retention Decision

At this time, the shippers on this line are being served
by the Reading. Flood damage prevents PC service. The
shippers will continue to receive service from the
Reading.

Recommendation

It is not recommended that the East Lebanon Branch
be included in the ConRail System.

PORTION OF SELINSGROVE SECONDARY

USRA Line No. 185/186

Penn Central

RDG from Williamsport ! Shamokin Dam

Power PlantPC ,. I

13.8 miles Selingsgrovo
~L~~;i~d~ebug ?Junction

PAXTONVILLE PORTIN, I'p \Harrisburg-Buffalo
SELINSGROVE I Line, PC
SECONDARY SELINSGROVE
TRACK, PC

This portion of the Selinigrove Secondary Track,
formerly part of the Pennsylvania RR, extends from
Paxtonville (Milepost 30.1) to Selinsgrove, Pa. (Mile-
post 43.9), a distance of 13.8 miles, in Snyder County,
Pa. A continuation of this line extends eastward to
Selinsgrove Junction where it connects with the PC
Harrisburg-Buffalo line. The PC applied in June, 1973
for permission to abandon the portion of this line from
Paxtonville to Middleburg (ICC Docket AB-5, Sub
166). No action has been taken on this application. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Selinsgrove - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 216
Clifford -.------ ............---------------- 5

Kreamer ------------------------------------- 218
Middleburg ------- -------------------------- 263
Paxtonville ---------------------------------- 81

Total carloads generated by the line .............
Average carloads per week ---------------------------
Average carloads per mile --------------------- _-----
Average carloads per train ---------------------------
1973 operating information:

Number of round trips per year -------------------
Estimated time per round trip (hours) --------------
Locomotive horsepower ----------------------------
Train crew size -------..--------------------- ------
"Includes only shippers on segment.

733
14. 1
50. 0
2.5

200
12.0

2,000

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
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"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." P nsylvania's response
to the DOT report estimated that truck service would
cost area shippers an additional $200,000 per year. The
Central Susquehanna Valley Chamber of Commerce
claimed 570 carloads in 1973 and project a future need
for 750 rail cars. Kreamer Feed Store has recently built
a $100,000 addition. Local uneinployment would rise
25% with loss of rail service. USRA staff reports two
industrial sites with a total of 195 acres are available
along this line.

lnforniation for Line Retention Decision

.Revenue received by, PC---------------
Average revenue per carload----------- 475

Variable (Avoidable) Cost of Continued

Service:
Cost incurred on the branch line ------- 298,02-5
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) -------- 45,671
Cost incurred beyond the branch line ---- 243, 360

Net contribution (loss): Total .-

:Net contribution (loss) : Total -------
Average per carload ---------- (326)

$348, 230

587,056

(238,820)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 5250 crossties (an average
of 362 crossties per mile).

Information received from Penn Central indicates
an active coal consumer on this line.

Although service to the entire line generates a loss,
service to the line from Milepost 43.9 to Milepost 37.0
(serving shippers at Selinsgrove, Clifford and Kreamer
generated 439 carloads in 1973) would generate $174,-
738 in revenue and $170,950 in costs with a resulting net
contribution of $3,788 or $9 per carload.

Recommendation

It is recommended that the portion of the Selinsgrove
Secondary Track fro'no milepost 43.9 to milepost 37.0
be included in the ConRail System.

Preliminary Recommendation

It is t recommended that the portion of the Selins-
grove Secondary Track from milepomt 37.0 to milepost
30.1- be included- in the ConRail -System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $242,608 or $823 per carload.

Recovery of costs would require approximately a five-
fold increase in traffic or a 140 percent rate increase
over the 1973 levels. Costs may also be reduced by re-
ducing frequency, although this alone, will not make
the line viable.

BUTTON AND DAN SECONDARY TRACKS

USRA Line No. 192/192a/192b

Penn Central

EL t* Sacmt=

ROG t Wgst iltm BUTTON SECONDARY TRACK. PC - ec" R

..Otimo . ............

P C t .8 4 h ! , . \ .! B A R R
Butn*WILKES B oA\ r

PC 1 N.'i- kLe L to
H lc;edc I Ashley

. S! OM4 SECONDARY TRACK. PC

" " ROG t3 Sh.abilmn=d " la o 6 1-n$i.6 riles

PC to Hurisbel

The Button and Dan Secondary Tracks, (sometimes
called the Buttonwood Line) formerly part of the
Pennsylvania RR, extend from Sunbury (Milepost 1.0)
to Wilkes-Barre, Pa. (Milepost 62.8), a distance of
61.8 miles, in Northumberland, Montour, Columbia and
Luzerne Counties, Pa. This line connects at Sunbury
with the Harrisburg-Buffalo line and the Shamokin
Secondary Track of the PC. The Shamokin Secondary
Track is also under study in this Report. At Norca,
this line is intersected by the Catawissa Branch
of the Reading to West Milton and Tamaqua, which
is also under study in this Report. At Nanticoke, the line
connects with the Glenlyon Branch of the PC, also
under study in this Report. At Wilkes-Barre the line
connects with the ,LV line to Coxton, and with the
Wilkes-Barre Connecting Railroad (jointly owned by
the PC and D&H). The Wilkes-Barre Connecting Rail-
road is also under study in this Report. This line was
not described as potentially excess in the U.S. DOT
Report (see Zones 72 and 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Danville,.,_

Catawissa TuncHon--
Catawissa
East Bloomsburg - _
Creasy

820
0
7
0
0
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ecope'-k. . . . ..----------------------------------
Wapwallopen -------------- ; -----------------------
Retreat ------------------------------ ------------
Honey Pot ----------------------------------------
Nantltke .................---......................
Buttonw ood .....................................
Wflkhp-Barre ------------------------------------- 137.

Total carloads4 generated by the line ------------ 1,004
Average carloads per week ------------------------ 19. 3
Average earloadL& per mile ------- -------------------- 6
Average carloads per train -------------------------- 3. 5
1973 operating Information:

Numler of round trips per year-- ------------------ 290
Estimate time per round trip (hours) ----------------- 12
Loconotive horsepower ------------------------.- 2,009
Train crev. size ......-------------------------------- 4

Information Provided by FR SPO, Shippers, Government
Agoncies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Respons6 to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ------------------ $614,446
Average revenue per carload -------------- $612
Variable (avoidable) cost of continued'

service:
Cot Incurred on branch line ----------- 610, 533
Cost of upgradin-, branch line to FRA

Class I (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line .... 303, 689

Total variable (avoidable) cost ------------- 914,227
Net contribution (los. ): total ----------------- (299, 781)
Average per carload -------------------- (291))

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximin safe operating speed of 10 m.p.h.). An evalua-
tion of coal reserves by USRA staff indicates this line
is currently used as a through route for coal shipments.

R11commendlaion

Although service to this entire line generates a los,
service between Milepost 1.0. to Milepost 10.2 (serving
shippers at South Danville) would generate $545,155
and $339,931 costs with a resulting net contribution of
$206,124.

It is recommended that the portion of the Button and
Dan Secondary Tracks from Milepost 1.0 to 10.2 be in-
cluded in the ConRail System.

Preliminary Recommendation

It is not recommended that the portion of the Button
and Dan Secondary Tracks between 10.2 and 61.8 be
included in the ConRail System. Through service is rec-

35- ommended via the present. Lehigh Valley lino to Allen-
2 town with D&H being granted trackage rights to
2 Xlentowii (see Chap. 3).

WILKES-BARRE CONNECTING RAILROAD

USRA Line No. 192c

iPenn Central (and Delaware & Hudson)

EL to Northumberland

Plymouth Jbnction FEL to Scranton

BUTTO.Y1WOOD lU'LEs-BARRE COtlNUCTII1G
RAILROAD, PC

PC to Sunbury 6. mle LV to Co~ton

HUDSONI

LV to Achle" D&H to Albany, 14Y.

The Wilkes-Barre Connecting Railroad exterl', frora
Buttanwood (Milepost 0.0) to ludson, Pa. (Milepost
6.4), a distance of 64 miles, in Luzerne County, Penn-
sylvania. The Wilkes-Barre Connecting Railroad ij
jointly owned by the Penn Central and Delaware &
Hudson Railroads on a 50-50 basis. It provides a
"bridge" for interchange between the t-wo railroads. At.

"Buttonwood this line connects with the Button Second-
ary Track of the PC, which is also undor study in thic;
Report. At Hudson, the line conucets with the DAa-
ware & Hudson RR to Scranton. This line wvs not de-
scribed as potentially excess in the U.S. DOT Report
(sea Zone 72).

Informaion Provided by RSPO, Shippers, Govornmont
Agencies

IDTo information was provided at the hearingi con-
ducted by the Rail Services Planning Office a,-4 reflected
in their reports entitled, "The Public Response to the
.Secretary of Transportation's Rail Serico Report."

Informaoon for Line fletention. Docision

This track is not. necessary for ConRail's oporation.
Local shippers can still be served by the D&H. Tnter-
change between the D&- and ConRail can still tale
place at Wilkes-Barre with freight then moving via
the Lehigh Valley route to Allentown, and the Reading
route to Harrisburg.

Preliminary Recommendation

It is not recommended that the Wilkes-Barre Con-
necting Railroad be included in the ConRail System.
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COURT STREET SECONDARY TRACK

USRA Line No. 194

Penn Central

Reading to Pottsville

PC to Schuylkill Haven

VV

ROG to Harrisburg ' " RDGto

READING 1.0 miles 1 Philadelphia

COURT STREET SECONDARY
PC to Philadelphia \ TRACK AT READING, PC

The Court Street Secondary Track, formerly part of
the Pennsylvania RR, extends from Mfilepost 0.0 to
Mfilepost 1.0, a distance of 1.0 miles, at Reading in Berks
County, Pa. This line has been used as an interchange
track with the Reading RR. It connects with the Schuyl-
kill Secondaiy Track of the' Penn Central at Reading
(also under study in this Report). This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 68).

Information Provided by RSPO, Shippers, Government
Agencies

Io specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
This line does not directly serve any shippers. It is

used to interchange traffic with the Reading.

Preliminary Recommendation
It is not recommended that the Court Street Second-

ary Track be included in the ConRail System.

PORTION OF SCHUYLKILL SECONDARY TRACK

USRA Line No. 196

Penn Central

This portion of the Schuylkill Secondary Track, for-
merly part of the Pennsylvania RR, extends' from
Hanbi &g (Milepost 76.9) to schuyakil Haven (Mile-
post 90.5), a distance of 13.6 miles, in Schuylkill and
Berks Counties, Pennsylvania. This line continues
southeastward from Hamburg (which sector is also

SCHUYLKILL PORTION OF SCHUYLKILL
HAVEN SECONDARY TRACK. PC

*~S~m m.% AMBURG

Portion, Schuylkill
Secondary Track, PC

under study in this report). This line was not described
as potentially excess in the U.S. DOT Report. (See
Zones 68 and 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Auburn 94
Scbuylklfl Haven ....- 92

Total carloads generated by the lne..- -...... -186
Average carloads per week-- -...... 3.6
Average carloads per mile- -...--- 13.7
Average carloads per train. .. . 1.8
1973 operating information:

Number of round trips per year --------.. 104
Estimated time per round trip (hours) 6
Locomotive horsepower - ........ 1,200
Train crew size-- - 4

Information Provided by RSPO,, Shippers, Government
Agencies

No specific information concerning this line was pro-
,vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC-- V9S, 163
Average revenue per carload- ....... $528

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-..... 126,091
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 6,791
Cost incurred beyond the branch line-.- 71,485

Total variable (avoidable) cosL_ ..... 204, 2T

Net contribution (loss): total (106,134)
Averpge per carload.- . . (571)

This line would require upgrading to meet the _re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include the
replacement of a total of 1,000 crossties (an average of
74 erossties per mile).



Preliminary Recommendation

It is w t recommended that this portion of the Schuyl-
kill Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
e±ecess financial burden amounting to $106,134 or $571
per carload. Recovery of costs would require approxi-
mately a four-fold increase in traffic or a 110 percent
rate increase, over the 1973 levels. Costs may also be
reduced by reducing 'frequency, although this alone,
will not make the line viable.

PORTION OF THE SCHUYLKILL SECONDARY

TRACK

USRA Line No. 197

Penn Central

ROG to Reading

*,.ROG to Esbach
PC to Reading " POTTSTOWN

T spring city ' 
R o

ye rs ford

Spring Ct

ROG to Ironsides " Phoenixville

PC to Deault-* 4- ROGto Emaus

t O itPORTION OF SCHUYLKILL
22.2 Miles PeEomen ..° CONDARY TRACK, PC• P rklom en (j

Junction " RDG to Lansdale

Morristown Junction * °NORRISTOWN

PC to Trenton

RDG to Downingtown -- \ 4
- " PC to Philadelphia

PC to Thomdale ' ROG to Philadelphia

This portion of the Schuylkill Secondary Track,
formerly part of the Pennsylvania RR, extends from
Alornitor n (Milepost 18.1) to Pott8tmw , Pa. (Mile-
post 40.3), a distance of 2.2 miles, in Chester and
Montgomery Counties, Pennsylvania. A continuation
of this line extends northwestward from Pottstown,
which is also under study in this Report. Connectibns
include: the Reading Perkiomen Branch at Oaks and
the PC Phoenixville Branch at Phoenixville. This line
was not described as potentially excess in the U.S. DOT
Report (see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Betzwood ---------.---------- 83
Oaks --------------- -------------------------- 464
Port Providence ---------------------------------- 631

Phoenixville -------------------------------------
Cromby -----------------------------------------
Royersford-Spring City --------------------------
Pennhurst ---------------------------------------
Parker Ford -------------------------------------

8, 350
241
802

Linfileld ------------------------------------- 1
Pottstown -------------- ------------------------ 7, 057

Total carloads generated by the line ----------- 12,312
Average carloads per week ..------------------ 232.5
Average carloads per mile -------------------- 544.
Average carloads per train -------------------- 21.0
1973 Operating Information:

Number of round trips per year ------------------- 5 560
Estimated time per round trip (hours) -------------- 10.5
Locomotive horsepower --------------------------- 2, 000
Train crew size ----------------------------------

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Mr. C. C. Cory, Firestone,
wrote to the ICC stating that Firestone generated 6,569
carloads to and from their Pottstown facility.

Information for Line Retention Decision

Revenue received by PC ......------------------ $5, 182, 837
Average revenue per carload-........... -$474

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 775,530
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- 47,728

Cost incurred beyond the branch line.. 3,235, 081

Total variable (avoidable) cost ----------- 4, 058,945

Net contribution (loss) : total ------------------ 1, 073,392
Average per carload ------------------- 188

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 6,840 crossties (an average
of 308 crossties per mile).

Recommendation

It is recommended that service to shippers on this
portion of the Schuylkill Secondary Track be included
in the ConRail System. While ConRail will provide
service to the stations and industries on this line seg-
ment, there is a parallel line (the RDG). Segments of
this line not required to serve customers may be
removed.
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PORTION OF THE SCHUYLKILL SECONDARY
TRACK

USRA Line No. 197a

Penn Central

_RDG to Belt PC-to Schuylkill Haven
Line Jfnction

-; RDG to Pottsville

READING
Wyomissing Jnction

RD Gto Harrisburg .

- Cumru Junction _ Klapperthal Junction
" . - ", 18.0'miles

Birdsboro

RDG to 4/ RDG to Eshbach
Wilmington 

V7PORTION OF SCHUYLKILL OTTSTOWH

SECONDARY TRACK, PC \\4- RDG to Philadelphi

PC to Philadelphia

This portion of the Schuylkill Sdcondary Track, for
merely part of the Pennsylvania RR, extends fron
Pottstown (Milepost 40.3), to Reading, Pa. (Milepos
58.3), a distance of 18.0 miles, in Berks and Mont
gomery Counties, Pennsylvania. A continuation of thi
line extends northwestward from Reading and south
-astward from Pottstown; which are also under stud-

in this Report. Connections include: the Readinj
Wilmington & Northern Branch at Birdsboro, and th
Reading Lebanon Valley Branch, East Pennsylvani
Branch, and Philadelphia-Pottsville line at Reading
Thi§ line was not described as potentially excess in th

_'U.S. DOT Report (see Zones 66 and 68).

-Traffic and Operating Information

Stations (with their 1973 carloads) served by-this line:
Stowe 2,
Monocacy-----------------------------
Birdsboro -------------------- --------

Reading ----------------------------- 3,40

Total carloads generated by the'line ---------- 4,20
Average carloads per week.----------------------- S0.
Average carloads per mile ------------ ---- 233.
Average carloads per train ...------------------ 1.
1973 operating information:

Number of round trips per year ----------- 2
Estimated time per round trip (hours) 10.
Locomotive horsepower-- --..................... 4, OC
Train crew size - - - - ---....................

Information Provided by RSPO, Shippers, Government
Agencies

INo specific information concerning this line was pro-
vided at the heitrings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's fRail Service Report."

Information for Line Retention Decision

Revenue received by PC- ----
-Average revenue per carload . $-15

$2,16, 091

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-- 460,441
Cost of upgrading branch line to MA

class I (1/10 of total upgrading
cost) 38,359

Cost incurred beyond the branch line- 1, 159,900

Total variable (avoidable) cost 1,658,700

Net Contribution (loss) : total. - -10,391
Average per carload- -.... 121

a This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards. (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available informafion, this upgrading would include

. the replacement of a total" 5,580 crossties (an average
a of 310 crossties per mile).

t Recommendation

s It is recommended that service to shippers on this
_ portion of the Schuylkill Secondary Track be included

in the ConRail System.- While ConRail will provide
g service to the stations and industries on this line seg-
e ment, there is a parallel line (the RDG). Segments of
a this line not required to serve customers may be

removed.
B

PORTION O0 THE SCHUYLKILL SECONDARY
TRACK

USRA Line No. 197b
0
7 Penn. Central
39 This portion of the Schuykill Secondary Track,
- formerly part of the Pennsylvania RR, extends from
9 Reading (Milepost 58.3), to Hamburg, Pa. (M1ilepost
9 76.9), a distance of 18.6 miles, in Berks County, Penn-
? sylvania. A continuation of this line extends north-
2 westward from Hamburg ahid southeastward from

Reading, which are also under study in this Report.
5 Connections include: The Reading, East Pennsylvania
10 Branch, Lebanon Valley Branch and Philadelphia-
4 Pottsville line at Reading. A portion of this line was
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N ,RDG to Pottsville
Pc to " . HAMBURG
PC to Schuylkill Haven',

Evansville
PORTION OF SCHUYLKILL * .
SECONDARY TRACK. PC JBelt Line /

- .J nctin/ AK
>~ * -..' / RDG to Allentown

/ iP31andon

I \
S -. .. READING

Wyomissinglt I \4-- ROG to PhiladelphiaJuncion •

P t A IPC to PhiladelphiaP.DG to Birdsboro

described as potentially excess in the U.S. DOT Report
(see Zone 68).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Temple ----------------------------------- 207
Leesport ------------------------------------------ 209
Shoemakersvilie --------------- 192
Hamburg ------------------- ----------------- --- 40

Total cafloads genekated by the line ------------ 1, 048

Average carloads per week --------------------------- 19.4
Average carloads per mile ----------------------- 54.2
Average carloads per train ---------------------- 11. 2
1973 operating information:

Number of round trips per year -------------------- 90
Estimated time per round trip (hoiirs) -- --------- 9.0
Locomotive horsepower ---------------------- , 200
Train crew size ...... --........ 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Agway, Inc., projected 40-50 carloads; Hustings Pave-
ment Co. estimated 204 carloads in 1973; Glen-Gery
Corp. estimated 175 carloads in 1973 and projects 350
carloads. Pennsylvania's response indicates a producer
of copper and brass tubing (Reading Metals Refining)
has shipped and received an average of 60 carloads per
month and projects 105-150 carloads per month due to
increased demand for these products.

Information for Line Retention Decision

Revenue received by PC ---------------- ---- $411, 652
Average revenue per carload ----------- $408

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line ---- 189,183

Cost: of upgrading branch lite to FRA
Class I: (1/10 of total upgrading
post) --.-.- .-.-.-.-- -------------- 44, 523

Cost Incurred-beyond the branch line.. 340, 851

Total variable (avoidable) cos t ........... 674, 557

Net contributioti (loss): total- ---- ....--------- (102, 00)
Average per carload -------------------- (162)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 5,580 crossties (an average
of 300 crossties per miile).

The Glen-Gory Corp. has proposed that Reading
customers, who are located close to Temple, be served
by a short line railroad and that through service to
Hamburg be maintained on the PC track. Algonquin
Chemical agreed with this proposal. Glen-Gory Corp.
and General Battery Corp. are planning, or have un-
dertaken, expansion programs which will increase their
rail usage and employment.

Preliminary Recommendation'

Although the preliminary recommendation is that
this portion of the Schuylkill Secondary Track not be
included in the ConRail System, the possibility of im-
mediately increasing revenue must be explored before

,a final recommendation can be made. Without imme-
diately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
to $162,905 or $162 per carload. Recovery of costs would
require approximately a 233 percent increase in traffic
or a 40 percent rate increase over the 1973 levels. Also
ConRail may provide service to some stations and in-
dustries on this line segments from a parallel line (the
RDG).

MONTANDON INDUSTRIAL TRACK

USRA Line No. 201

Penn Central

The Montandon Industrial Track, formerly part of
the Pennsylvania RR, extends from Lewisburg (Mile-
post 1.6), to Mifflinburg, Pa. (Milepost 11.6), a distance
of 10.0 miles, in Union County, Pennsylvania. The
Montandon Industrial Track continues eastward to
Montandon. At Lewisburg, the line is intersected by
the Shamokin, Sunbury & Lewisburg Branch of the
Reading. This line was described as pofentially excess
in the U.S. DOT Report (see Zone 82).



RDG to Williarnsport j

i PC to Montandon10.0 mi.1es

SLEWISBURGIMIFFLINBURG tS

MONTANDON INDUSTRIAL. and Reading
TRACK, PC

Io
Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lewisburg ------------- 417
Vicksburg -------------------------------------- I
Mifflinburg ---------- 449

Total carloads generated by the line 807
Average tarloads per week-_1-___ -... . .6
Average carloads per mile --------------------- ------ 80.4
Average carloads per train ------------------------- & 3
1973 operating information:

Number of round trips per year ---------- ----------- 104
Estimated time per round trip (hours) --------------- 8.0
Locomotive horsepower ------------------------ 1,200
Train crew size ----------------------- -------- ---- 4
Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail -Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Penn jDOT showed this line generated 1,682 rail cars
per year. Yorktowne Kitchens estimated 291 carloads in
1973 and projected 725. They have begun construction
of a $750,000 improvement to this plant. ABiflinburg
Farmers Exchdinge estimated 50 carloads in 1973 and
projected 60 carloads. Pa.'s response indicates York-
towne Kitchens is also preparing a new rail siding
which will cost $30,000. Wickes Homes indicated loss
of 150 jobs with loss of rail service.

Information for Line Retention Decision

Revenue received by PC -------- -------- ------- 338, 926
Average revenue per carload -------------- $392

Variable (avoidable) cost of continued serv-
ice:

Cost incurred, on the branch line ..------- 143,151
Cost of upgrading branch line. to FRA

Class I: (1/10 of total upgrading cost) - 15, 218
Cost incurred beyond the branch line .... 214,171

Total variable (avoidable) cost_ ----------- 372,540

Net contributions (loss) : total ------------------- (33, 014)
Average per carload---------------------- (39)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
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minimum safety standards (Class i track, which has
a maximum safe operating speed of 10 m.p.h.). Based
on available- information, this upgrading would in-
clude the replacement of a total of 900 crossfies (an
average of 90 crosstiesper mile).

Although this entir line generates a loss, a 25 per-
cent increase in traffic or a 10 percent rate increase over
1973 levels would enable financial self-sufficiency.

Recommendation

It is recommended that the Montandon Industrial
Track be included in the ConRail System.

YORK INDUSTRIAL TRACK

USRA Line No. 202

Penn Central

YORK
HELLAM INDUSTRIAL

+-TRACK, PC

YORK 5 f-S.8 milesWestern • 'Ie . . . .

Maryland -4. ,,,C-Maryland&
Ry. Pennsylvania RR

J.j 14-orthem Central

Frederick | PC
Secondary
Track. PC

The York Industrial Track, formerly part of the
Pennsylvania RR, extends from York (Milepost .0)
to Hiellam, Pa. (MAiepost 12.8), a distance of 58 mRnTes,
in York County, Pa. This line connects with the Penn
Central Northern Central Secondary Track at York
-(also under study in this Report). It also connects with
the Penn Central Frederick Secondary Track at York,
and the Maryland & Pennsylvania Railroad at York.
This line was described as potentially excess in the U.S.
DOT Report (see Zone 83).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
line:

York - 1---- -9-

Total carloads generated by the line 95
Average carloads per week- -.... 18.9
Average carloads per mile-____ - 169.8
Average carloads per train .... 6.6
1973 Operating Informption:

Number of round trips per year- 150
Estimated time per round trip (hours) 4.0
Locomotive horsepower- - 1,00
Train crew size__ ..... 4
1 Includes only traffic on segment.
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
York-Shipley Company manufactures machinery
weighing over 30 tons and has no alternative to ship-
ping by rail. Correspondence submitted to USRA from,
Dennis E. Willman of York Container states that this
company receives approximately 32 carloads of material
per month. There is extensive industrial development
along the line.

Information for Line Retention Decision

Revenue received by PC----------------------- $308, 557
Average revenue per carcload ----------- -. ,313

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ..------- 112, 933
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 10, 314

Cost incurred beyond the branch line_ 244,762

Total variable (avoidable) cost ------------- 368,009

Net contribution (loss) : total ------------------- (59, 452)
Average per carload --------------- (60) -

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,840 crossties (an average
of 317 crossties per mile).

Available information indicates that development of
an industrial park along this line may greatly increase
the traffic on this line in the near future.

Preliminary Recommendation

Although the preliminary recommendation is that the
York Industrial Track be included in the ConRail
System, the possibility of immediately increasing rev-
enue must be explored before a final recommendation
can be made. Without immediately increasing revenues,
continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $59;452 or $60 per car-
load. Recovery of costs would require approximately a
90 percent increase in traffic or a 20 percent rate increase
over the 1973 levels.

I

DILLSBURG SECONDARY TRACK

USRA Line No. 203

Penn Central

Cumberland
Valley Branch,

MECHANICSBURG PC P .

DILLSBURG
SECONDARY
TRACK, PC 7.5 miles

D&M Junction I
n .i ......

Philadelphia, A ____

Harrisburg & DILLSBURG
Pittsburgh
Branch, RDG

The Dillsburg Secondary Track, formerly par of
the Pennsylvania RR, extends from [eolhniesbury
(Milepost 8.9) to Diilsburgj, Pa. (Milepost 16.4), a dis-
tance of 7.6 miles, in Cumberland And York Counties,
Pa. This line connects with the Penn Central Cunber-
land Valley Branch at Mechanicsburg. This line was de-
scribed as potentially excess in the U.S. DOT Report
(see Zones 81 and 83).

Traffic and Operating Information

Stations (with their 173 carloads) served by this line:
DiUsburg ---------------------------------------- 220

Total carloads generated by the line ------------- 220
Average carloads per week --------------------------- 4.2
Average carloads per mile ---------------------------- 29.3
Average carloads per train ..------------------------ 2.1
1973 operating information:

Number of round trips per year -------------------- 104
Estimated time per round trip (hours) -------------- 0
Locomotive horsepower ----------------------------- 1, 750
Train crew size ----- .................-------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
this line primarily serves agricultural products and lum-
ber. Allied Mills (grain) and J. 11. Rearick Co. (lum-
ber) projected future growth of 300 carloads. Testi-
mony also indicated that abandonment of this line
might cause two businesses to shut down with a resulting
loss of 29 jobs.
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Information for 'Line Retention Decision

levenue received by PO0--. $95, 61.2
Average revenue per carload. -------------- 435

Variable (avoidable) cost of continued serv-"
ice:

Cost incurred on the branch line --------- 92, 464
Cost of upgrading branch line to PRAIClass I

- (1/10 of total upgrading cost) ----------- 0
-Cost incurred beyond the branch line ---- 68,283

Total variable (avoidable) cost----_ 160, 747

Net contribution (loss) : TotaL---------------- (65,135)
Average per cafload --------------------- (341)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's

minimum safety standards (Class I track which has a
maximum safe operating speed of 10.m.p.h.).

Preliminary Recommendation

It is t recommended that the Dillsburg Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates un annual excess financial
burden amounting to $65,135 or $311 per carload. Re-
covery of costs would require approximately - 240 per-
cent increase in traffic or an 80 percent rate increase
over the 1973 levels.

PORTION OF CUMBERLAND VALLEY BRANCH

-USRA Line No. 204

Penn Central

PORTION OF PC to Harrisburg

CUMBERLAND
VALLEY
BRANCH, PC NEW KINGSTON

C Carlisle'VA 39.8 m ile s/ <--Gettysburg

,~Branch, RDG
Lurgan Reading,.( ;- """ ""Reading

Shippensburg" Philadelphia,
Western Harrisburg &
Maryland Pittsburgh Branch
Railroad * CHAMBERSBURG

/+-PC to Hagerstown

This portion of the Cumberland Valley Branch, for-
merly part of the Pennsylvania RR, extends from New

Kingston (Milepost 11.8) to Oktnzben'surg, Pa. (Mile-
post 51.6), a distance of 39.8 mm7es, in Franklin and
Cumberland Counties, Pennsylvania. At .New Xings-
ton, this line continues eastward to Harrisburg, at
Chambersburg it continues southward to Hagerstown,
Maryland -which is also under study in this Report. This
line connects with the Western Maryland Railroad at
Chambersburg. It also connects with the Western Mary-
land Railroad and the Reading's Philadelphia, Harris-
burg & Pittsburgh Branch at Shippensburg. This line
connects with the Gettysburg Branch of the Reading
at Carlisle, a line also under study in this Report. This
line was described as potentially excess in the U.S. DOT
Report (see Zones 80 and 81).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
New Kingston'
Middlesex
Gettysburg Junction
Carlisle
Greason

2,394
0

Newvllle __ 0
Shippensburg 172
Mt. Holly Springs 2r7
Chambersburg1  645

Total carloads generated by the line - - 3,944
Average carloads per week .. 75.8
Average carloads per mile e 99.1
Average carloads per train_______________ 13.1
19 73 operating Information:

Number of Round trips per year. - 300
Estimated time per round trip (hours) 6
Locomotive horsepower 6,000
Train crew size._........ 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government'
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected. in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Pennsylvania Public Utilities Commission reported
that the line generated an annual volume of 125 cars
per mile. Pet, Inc. (frozen foods) shipped an estimated
105 carloads in 1973 and is projecting 120 in the future;
Cunberland Valley Cooperative (grain, feed) estimated
200 carloads and is projecting 400 carloads; Newville
Builders (lumber) shipped 2 carloads in 1973 and pro-
ject 52 carloads; C. H. Masland. & Sons (jute and poly-
ethylene) estimated 1,435 in 1973 and is the county's
largest employer. If rail service is lost, this company
will eliminate 1,100 jobs. Pa's response indicates Cum-
berland Valley Coop. is presently constructing a $1:V2
million new facility near Shippensburg.
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Information for Line Retention Dec'sian

Revenue received by PC----------------------- $1, ;99, 0
Average revenue per carload ------- ,3,5

Variable (avoidable) cost of continued
,servlce:

Cost Incurred on the branch line--- G01, S9
Cost of upgrading branch line to FRA
clas- 1 (1/10 of total upgrading
cost) ----------- : ---------------- 0

Cost incurred beyond the branch
line ------------------------- 1, 00, 90D

Total variable (avoidable cost. - 1, 603, 874

Net contribution (less) : total ----------------- (20S-, M4)
Average per carload -------------- - (5)

This line would require no upgrading to meet the re-
qfirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). An evalua-
tion of coal reserves by USRA Staff indicates that this
line is currently used as a high volume through-route
for coal shipments. A possibility for an alter-ate route
would be the Reading between Shippensburg and Har-
risburg.

Although this. line generated a loss of $209,554, it is
required to serve segment 20-a which generated a net
contribution of $1584,571.

r[ccommandaion

It is recommended that service to shippers on this
portion of the Cumberland Valley Branh be included
in the ConRail System. While all of the industries will
continue to be served, some portions of the line may be
removed and traffic served from the parallel Reading
line.

MERCERSBURG SECONDARY TPACK

USRA Line No. 206

Penn Central

Cumbcrldand i
Valley - 0-
Branch,
PC

MARIOM

.. o -M ERCERSBURG
i SECONDARY
' fRACK, PC

MERCERSBURG J
I

The Mercersburg Secondary Track, formerly part of
the Pennsylvania RR, extends from MNrZon (Milepost
59.1) to tlfercerburg, Pa. (Milepost 2.1), a distance of
13.6 miles, in Franklin County, Pa. This line connects

with the-Cumberland Valley Branch of the Penn Cen-
tral at Mariori (S. Penn Jet.) also under study in this
Report. This-line was described as potentially exce3 in
the U.S. DOT Report (see Zone 80).

Traffic and Operating Information

Stations (with their 1073 carload) rerved by thlE4 line:
Williamson --------------------------------------- 97
Lehmasters ---------------------------------------- 30
Mereersbur --.------------------- -------------- 1110
Marion --------------------.--------------------.. 0

Total carloads gcnerated by the lin. ..
Average carloads per week ---------------------------- ,

Average carloads per mile ............................ 21.1
Average carloads per train -------------------------- 00. 8
1973 operating information:

Number of round trips per 76ar...........----------
Estrmated time per round trip (hou) ----- .--------- 5. 0
Locomotive horsepower ----------------------------- -, 090
Train crew size -------------------------------------- 4

Information Provided by 12SO, Shippers, Govornmont
Agencies

" Information provided at, the hearing-; ,onducted by
the Rail Services Planning Office as r4c.'ted in their
reports entitled "The Public Respanse to the , ccretary
of Transpoftation's Rail Service Report" indi.atc-3 float
t.he Penn DOT reported the line generated 91 rail cara
per mile per year, but. PUC cstimated it. gonvratvd only
42 cars per mile. Several companies are planning on
expansions: Huntington Creek Corp., PBS Cwal,
Shirley-Ayr Farms, and Loewengrt Co. Many of
Loawengart's suppliers ship only by rail and the com-
pany would be unable to obtain raw materials without,
rail service.

Information for Line Retention Decision

Revenue received by PC -------------------------- 189, 733
Average revenue per carload ------------ $1&7

Variable (avoidable) cost ol continued serv-
ice:

Cost incurred on the branch line -------- 12 , 51
Cost of upgrading branch line to FI

clas3 I (1/10 of total uprading cost)-- 0
Cost Incurred beyond the branch llnp... .. , (-3

Total variable (avoidable) cos- ---------- 222, S5

Net contribution (loss) : total ------------------- (2, 8 52)
Average per carload ..-------------------- (251)

This line would require no up-,zrding to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

An evaluation of coal reseres by USRA and Penn
Central staff indicates there are broken coal t-amn in
the area which are not, economical to prw:ess.

728
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Prliminary Recommendation

It is ot repimnended that the Afercersburg Second-
ary Track be included in the ConRail System. Con-
tinued operation of this line would requir a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $82,852 or $289 per carload. Re-
covery of costs would require approximately a two-fold
increase in traffic or a 60 percent rate increase over the
1973 lzvels.

PORTION OF MILROY SECONDARY TRACK

USRA Line No. 208.

Penn Central

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transpor-
tation's Rail Service Report."

Information for Line Retention Decision

'Revenue received by PC ---....
Average revenue per carload-----312

V rlable (avoidable) cost of continued serv-
Ice:

Cost Incurred on the branch llne....... 3,933
Cost of upgrading branch line to FBA

Class I: (1/10 of total upgrading cost) 2,727
Cost Incurred beyond the branch line-.. 1, M51

Total variable (avoidable) cost.._
PC toMilroy ,

1,9 miles

PORTION OF MILROY
SECONDARY TRACK, PC

YEAGERTOWN

S --- PC to Maitland

'PC to Pittsburgh Leistown

-- PC to Philadelphia

This portion of the Milroy Secondary Track, former-
ly part of the Pennsylvania RR, extends from
Yegertown (Milepost 3.9) to Reedui ao, Pa. (AMiepost
5.8), a distance of 1.9 miles, in Mumflin County, Pa. A
continuation of this line extends southward to Lewis-
town and northward to Milroy (both of which are also
under study in this Report). This line was described as
potentially excess in the U.S. DOT Report (see Zone
80).

Traffic and Operating Information

Stations (with their 1973 carloads) servedby this line:

Reedsville
Milroy -

Total carloads generated by the line ------------- 7
Average carloads per week ---------------------- ----- 0.1
Average carloads per mile ...- -------------------- 3.7
Average carloads per-train ..------------..... ------- 0.5
1973 Operating information:

Number of round trips per year --------------------- 14
Estimated time per round trip (hours) 1.5
Locomotive horsepower --------------- 1,750
Train crew s -------------- 5

82181

8, 211

2Net contribution (loss) : total--- - (6,030)
Average per carload.-.- (61)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum. safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 1,200 crossties (an average of
600 crossties per mile).

Preliminary Recommendation

It is 'ot recommended that this portion of the MAilroy
Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an anjiual excess finan-
cial burden amounting to $6,030 or $861 per carload.
Recovery of costs would require approximately a ten-
fold increase in traffic or 275 percent rate increase over
the 1973 levels.

MAITLAND INDUSTRIAL TRACK

USRA Line No. 209

Penn Central

The Maitland Industrial Track, formerly part of the
Pennsylvania RR, extends from Lewistoa (Milepost
0.0) to Maitlznd, Pa. (Milepost 7.0), a distance of 7.0
miles, in Mifilin County Pa. This line connects with the
Penn Central Milroy Secondary Track at Lewistown
(also under study in this Report) and with the PC's
Philadelphia-Pittsburgh line, on the south side of the
Juniata River. This line was described as potentially
excess in the U.S. DOT Report (see Zone 80).

-- - -- ----------------- - -------- - -
- --------- -- ------- ------------- - -

I
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Milroy

>,MAITLAlD

Milroy 1 7.0 miles MAITLAND
Secondary\ . 7 -INDUSTRIAL
Track, PC-+.-q. TRACK, PC

LEWISTOWN _

PC to Harrisburg

PC to Pittsburgh

Traffic'and Operating Information

Stations (with their 1973 carloads) served by this line:
Afaitland ----------------------------- . . ..-------- 390

Total carloads generated by the line -------------- 390
Average carloads per week ------------------------- 7.5
Average carloads per, mile ------------------------- 55.7
Average carloads per train ------------------------- 5.6
1973 operating information:

Number of round trips per year --------------------- 70
Estimated time per round trip (hours) -------------- 2.5
Locomotive horsepower ------------------------- 1,200
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in-their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Sitken Industries, a smelting company, is expanding
and uses rail freight for some of its shipments.

Information for Line Retention Decision

Revenue received by PC ---- ---------------------- $205, 743
Average revenue per carload -------------- $528

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line -------- 67, 342
Cost of upgrading branch line to PRA

Class I (1/10 of total upgrading cost) - 34,372
Cost incurred beyond the branch line-- 94,828

Total variable (avoidable) cost -------------- 196, 542

Net contribution (loss) : total ---------------------- 9,201
Average per carload ----------------------- 24

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include-
the replacement of a total of 4,200 crossties (an average
of 600 ciossties per mile).

Recommendation

It is recommended that the Maitland Industrial Track
be included in the GonRail System.

PORTION OF FAIRBROOK BRANCH

USRA Line No. 210

Penn Central

Bald Eagle Branch,
1PC to Lock Haven

PORTION OF FAIRBROOK
I BRANCH, PC

PC to Pittsburgh
-1 miles

TYRONE
I PC to Philadelphia

This portion of the Fairbrook Branch, formerly part
of the Pennsylvania RR, extends from Milepost 0.0 to
Milepost 1.1, at Tyrone, Pa., a distance of 1.1 niles in
Blair County, Pa. This small segment is the last portion
of the Fairbrook Branch, as all but 1,175 feet have been
removed. At Tyrone, this line connects with the PC
Philadelphia-Pittsburgh line and the PC Bald Eagle
Branch, both of which are under study in this Report.
The Trustees of the Penn Central Transportation Com-
pany have filed for abandonment on Docket No. AB-5
Sub. 158 with the ICC. This line was not shown in the
U.S. DOT Report (see Zone 79).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Tyrone I ----------------------------------------- 40

Total carloads generated by the line ------------ 40
Average carloads per week --------------------------- 0. 8
Average carloads per mile --------------------------- 200. 0
Average carloads per train --------------------------- 1.7
1973 Operating information:

Number of round trips per year --------------------- 241
Estimated time per round trip (hours) --------------- 0.5
Locomotive horsepower ------------------------------ 1,200
Train crew size ----------------------------------- 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office asfxeflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report." Information from PC staff indi-
cates all but 1,175 feet of this track has been removed
and the switch leading to the line relocated. At pres-

enit there .is nothing more than a siding being used by
one patron, Tyrone Milling'Co. Penn DOT is presently
doing extensive highway work in the area which will
require removal of a bridge and relocation of the patron
at no expense to the patron. Also, the Corp of Army
Engineers is planning on relocating Juniata River and



in so doing will take land from PC where Branch is
presently located-

Information for Line Retention Decision
Revenue received by -PC----------------- $9,393
Average revenue per carload .................. 234

Variable (avoidable) cost of continued service:
'Cost incukred on the branch line_.._.. ...- 4,468
Cost of upgrading branch line to FRA Class I:

(1/10 of total upgrading cost) - -- 9,466
Cost incurred beyond the branch line_ ....... 1,801

Total variable (avoidable) cost ------------ 15, 735
Net conrtibution (loss) : total - -------------- (6,342)
Avefage per carload ............ (158)

This line would require upgrading to meet the re-
quirements of the Federal Railroad- Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a toal of 550 crossties (an average of
5"0 crossties per mile).

Preliminary Recommendation

It is noit recommended that the Fairbrook Branch at
Tyrone be included in the ConRail System.

--PORTION OF HOLLIDAYSBURG AND
PETERSBURG SECONDARY TRACK

USRA Line No. 212/272a

Penn Central

PORTION PF Philadelphia-
PORTIODAYSBJ +-Pittsburgh line. PCHOLLIDAYSBURG
&PETERSBURG .\

SECONDARY N PETERSBURG
* TRACK, PC \

PCto- 4\
Holtidaysburg

WILLIAMSBURG 16.6 miles

This portion of the Hollidaysburg and Petersburg
Secondary Track, formerly part of the Pennsylvania
RR, extends from Petersburg (Milepost 0.5) to Wil-
liamsburg, Pa.- (Afilepost 17.1) a distance of 16.6 miles,
in Blair and Huntingdon Counties, Pennsylvania. A
continuation of this line extends westward from Wil-
liamsburg to Hollidaysburg. This line also connects
with the Penn Central line at Petersburg. An applica-
tion for abandonment of the portion of the line between
Alexandria and Williamsburg has been filed with the
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ICC (Docket AB-5 Sub. 43). This line, except for the
portion fam. the Huntingdon County line to Williams-
burg, was described as potentially excess in the U.S.
DOT Report (see Zones79 and 80).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Alexandria - - -

'orrell - 0

'Total carloads generated by the line__.. 3..... 362
Average carloads per week-....... 7.0
Average carloads per mile- ..--- - 21.8
Average carloads per fra _. .3.5
1973 operating Information:

Number of round trips per year ...- ---------- 104
Estimated time per round trip (hours) 3.5
Locomotive horsepower -------- 1,200
Train crew s4ze......... 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as Teflected in their
reports entitled "The Public Respoise to the Secretary
of Transportation's Rail Seh'ice Report" indicated
that Westab-Blair Co. estimated 319 carloads in 19'a
and projected 467 carloads, and Maryland Refractories
Co. projected 150 carloads. Pa.'s response indicates one
of the largest shippers on this line (Westab) receives
400 carloads annually and indicates if rail service is
discontinued they will be forced to relocate. The line
from Blair County line to Petersburg serves as an alter-
nate routeover the moutains when the mainline is out
of service. Joseph S. Dewey testified on behalf of Moss-
American Co., stating this company'produces crosstes
for the railroads at Alexandria and relocation or cdo3-
ing of the yard would increase costs of doing business
"with the railr5ads. Roberk A. falloran, Southern Alle-
ghenies Planning & Dev. Comm., testified that abandon-
ment of Petersburg Branch would result in the loss of
access to 90 million tons of basalt trap rock.

Information for Line Retention Decision

Revenue received by PC . . . i09, 603
Average revenue per carload -.... -S3

Variable (avoidable) cost of continued
service:

Cost incurred on the branch llne._____ 134, 878
Cost of upgrading branch line to FRA

Class I:(1/10 of total upg=rading cost)_ -- 2,404
Cost incurred beyond the branch line- 68,

Total variable (avoidable) ot- 215, ,1

Net contribution (los) : total- (103,059)
Average per carload (2M3)
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 2,500 crossties (an average
of 151 crossties per mile).

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Hollidaysburg and Petersburg. Sec-
ondary Track not be included in the ConRail'System,
the possibility of immediately increasing revenue must"
be explored before a final recommendation can be made.
Without immediately increasing revenue, continued op-
eration of this line would require n rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $106,089 or $293 per carload. Recovery
of costs would require approximately a 255 perdent in-
crease in traffic or a 95 percent, rate increase over the
1973 levels.

PORTION OF MORRISON COVE SECONDARY

TRACK

USRA Line No. 214

Penn Central
/

)+4-Portion of
Morrison Cove

Bok - Secondary Track, PCBrookes ills/ A

Bedford -4/ \artinsburg
Secohdiry / Mat. s g
Track, PC \ , MARTINSBU RG

PORTION O -'A JUNCTION
MORRISON COVE 4-2.7 miles
SECONDARY
TRACK, PC CURRY

This portion of the Morrison Cove Secondary Track,
formerly part of the Pennsylvania RR, extends from
Martinmburg Junwtion (Milepost 21.5) to Curry, Pa.
(Milepost 24.2), a distance of 2.7 miles, in Blair County,
Pennsylvania. Continuations of this line extend north-
ward to Martinsburg, Brookes Mills and Hlollidaysburg
(also under study in this Report). This, line was not
shown in the U.S. DOT Report (see Zone 79).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Martinsburg Jet --------------------------------- 0
Curry ---------------------------------------- 157

Total carloads generated by the line ------------ 157
Average carloads per week ------------------------- 3.0

Average carloads per mile --------------- ----------- 58, 2
Average carloads per train_ -------------------------- 2.2
1973 operating information:

Number of round trips per year --------------------- 70
Estimated time per round trip (hours) ------------- . I
Locomotive horsepower ------------------------- 1- f, 200
Train crew size ...... ---------------------......... 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated that
Agway Inc. (feed, fertilizer) shipped an estimated 168
carloads. Correspondence submitted to USRA staff by
Keith Black, Agway Inc. at the Altoona hearings
indicated they received 14,247 tons of feed, seed, and for-
tilizer from July 1972 to June 1973 with freight charges
of $194,081. Mr. Black states "In the year 1972, 5 of
the top 20 cows in the world were in Morrison's Cove
or Curryville Area."

Information for Line Retention Decision

Revenue received by PC --------------------------- $71, 720
Average revenue per carload --------------- $457

Variable (avoidable) cost of contlnped
service:

Cost incurred on the branch line ---------- 28,027
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 4,250
Cost incurred beyond the branch line ----- 45, 108

Total variable (avoidable) cosL ------------ 77,383

Net contribution (loss) : total -------------------- ( , 603)
Average per carload ----------------------- (86)

This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 729 crossties (an average of 270
crossties per mile).

Recommendation

It is recommended that this portion of the Morrison
Cove Secondary Track be included in the ConRail
System.

PORTION OF BEDFORD SECONDARY TRACK

USRA Line No. 216

Penn Central

This portion of the Bedford Secondary Track, for-
merly part- of the Pennsylvania RR, extends from



1+--Morrison Cove
_1 Secondary Track,

BROOKES MILLS ! PC

PORTION OF 7
BEDFORD
SECONDARY
TRACK, PC

32.3 miles
.. /--Mt. Dallas

/Secondary

BEDFORD Track, PC

I+-PE to
- I Cumberland Md.

B1rooke Milk (Milepost 14.2) to Bedford, Pa. (Mile-
post 46.5.), a distance of 3.3 miles, in Bedford and Blair
Counties, Pa. This line connects with the Morrison Cove
Secondary Track, of the Penn Central at Brookes AMs
and with the Penn Central Mt. Dallas Secondary Track
at Bedford. Both-of these lines are under study in this
Report. This line was not described as potentially excess
in the U.S. DOT Report (see Zones 79 and 80).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this

line:
R. 1'eedom --------- 16
Claysburg " 402
Sproul 746
Queen -- - ------- -1

Osterberg -------------------------- 0
Fishertown 2
Bedford -- 1.194

Total carloads generated by the line ---------- 2,361
- Average carldads per week -- ................... 45.4

Averagecarloads per mile --------.--.... ..------- 73.1
Average carloads per train .... 9. 4
1973 operating information:

Number of round trips per year__ --__- 250
Estimated time per round trip (hours)___ 0
Locomotive horsepower ---------- 1, 500
Train crew size ................ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at- the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Respojise to the Secretary of
Transportation's Rail Service Report," indicated that
Agway Inc. estimated 36 carloads in 1973 and project
72 carloads. Hedstrom Co. estimated 471 carloads -in
1973 and project 600 carloads. They state they'll close
without rail service (employ 325 people). Mr. E. L.
Tennyson, Penn DOT, states in correpondence there are
100 cars' per mile per year and surveys project' 5,000
cars per year in the future. Donald C. Gallagher, presi-
dent, Bedford Development Council, states 837 carloads
were received or shipped in Bedford in 1973. Also itates
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they're in the process of developing two industrial sites
at a cost of $200,000. Ellwood H. Spencer, General
Refractories, stated at Altoona that they originated or
terminated 955 carloads and loss of rail service would
close their plant (425 employees). Daniel Stultz,
Standard Register Co,, stated at Pittsburgh hearings
they shipped or received 358 cars in 1973.

Information for Line Retention Decision
Revenue received by PO- $S94, 579
Average revenue per carload -79

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line---- 400,346
Cost of upgrading -branch line to FRA'

Class I: (1/10 of total upgrading cost) - 0
Cost Incurred beyond the branch line..- 576, 522

Total variable (avoidable) cost_ 97G, MO

Net contribution (loss) : total (82, 289)
Average per carload- -- (35)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's•
minimum safety standards (Class I track, which has a
maximum safe operating spedd of 10 m.p.h.). Although
this line lost $8S2,289 or $35 per car in 1973, a.25 percent
increase in traffic or a 9 percent rate increase would
enable financial self sufficiency.

Recommendation
It is recommended that this portion of the Bedford

Secondary Track be included in the ConRail System.

MOUNT DALLAS SECONDARY TRACK

USRA Line No. 218

Penn Central

Bedford -41
Secondary MOUNT DALLAS
Track, PC SECONDARY EverettRR to

I TRACK. PC Tatesville
CE4" 4, Tatesville

- -6.9 miles- - MOUNT
Bedford DALLAS

The Mount Dallas Secondary Track, formerly part
of the Pennsylvania RR, extends from Creek (Milepost
0.0) to Miloznt Dala8, Pa. (ilepost 6.9), a distance of
S 6.9 ni7es, in Bedford County, Penn. At Bedford, this

line connects with the Penn Central Bedford Secondary
Track (also under study in this report). This line also
connects with the Everett Railroad at Mlount Dallas.
This line was described as potentially excess in the U.S.
DOT.Report (see Zone 80).

. 733
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ashcom ------------------------------------------ 5
Mount Dallas 1 --------- .........- - - - - - - - ---------- 322

Total carloads generated by the line -----------. 327
Average carloads per week- -. ...------------------- 6.3
Average carloads per mile --------------------------- 47.4
Average carloads per train -------------------.. ------- - 3.6

1973 operating information:
Number of round trips per year --------------------- 90
(Estimated time per round trip (hours) ------------- 2.0
Locomotive horsepower --------------- ---... 1,500

Train crew size ------------------------------------ 4

'Includes carloads lnterchanged'with the Everett Railroad.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary

of Transportation's Rail Service ReporV' indicated the
Pennsylvania PUC finds 75 cars generated per mile per

year along this branch. p ennsylvania DOT says that
10 firms are served by the branch. USRA found that
the Everett RR, a privately-owned switching railroad
running from Mount Dallas to Tatesville, serves 3
firms: Everite Door Co., Central Chemical Co., and Van-
Hessen Co. This traffic is billed at Mount Dallas, Penn.

Information for Line Retention Decision

Revenue received by PC ----------------------- $107,964
Average revenue per carload.--------------$=30

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 61, 228
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading cost) __ 0
Cost incurred beyond the branch line .... 84,242

Total variable (avoidable) cost ------------- 145470,

Net contribution (loss) : total ------------------- (37,506)
Average per carload --------------------- (115)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph).

USRA and Penn Central staff found that this branch
once served the Iuntingdon & Broad Top coal fields.-
Because these coal seams are broken, the resulting coal
mining costs make this region unlikely as a significant
future coal mining area.

Preliminary Recommendation

It is not recommended that the Mount Dallas Second-
ary Track be included in the ConRail System. Con-

tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $37,506 or $115 per carload. Re-
covery of costs would require approximately a 160 per-
cent increase in traffic or a 35 percent rate increase over
the 1973 levels.

MIDDLE CANAL BRANCH

USRA Line No. 229

Penn Central

PC to Elmia

PC to Coming I Newberry Junction
Newberry I Williamsport

.. .. T~arad ._ -.
PC to 0.2MIles
Buffalo , N . 2

' - - ---- -- - --
. ___ Linden / /"

Le RDG to
MIDDLE CANAL PC to Harrisburg Reading
BRANCH AT
WILLIAMSPORT. PC

The Middle Canal Branch formerly part of the
Pennsylvania RR, is at Williamspo't, Pa. (VS 7+17)
to (VS 15+36), a distance of 0.2 miles, in Lycoming"
County, Pa. This line is being considered for sale to a
shipper on the line so that they may relocate it to serve
their facilities in a more efficient manner. No patrons
other than the shipper will be affected. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 73).

.Tiaffic and Operating Information
0

Stations (with their 1973 carloads) served by this line:
Wilhiamsport ---------------------------------------- 83

Total carloads generated by the line ---------------- 83

Average carloads per week ...........................
Average carloads per mile ............................
Average carloads per train ...........................
1973 operating information:

Number of'round trips per year --------------------
Estimated time per round trip (hours)..-_ .........
Locomotive horsepower -----------------------------
Train crew size -----------------------------------

1.
415, 0

4.2

20
0.3
800

5

.Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
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tion's Rail Service Report." PC staff indicates this por-
tion of the line is to be sold to the one shipper on this
line so they may relocate it to serve their facilities in a
more efficient manner.

Information for Line Retention Decision

Revenue received by PC -------------------------$, 798
.Average revenue per carload --------------- $672

Variable (avoidable) cost of continued service:
Cost incurred on the branch line ...---------- 5,299
Cost of upgrading branch line to FRA Class 1:

(1/10 of total upgrading cost) ---------- 1,507
Cost incurred beyond the branch line ...-.. 18,081

Total variable (avoidable) cost_ ------------- 24,887

Net contribution (loss) : Total ------------------- 30, 911
Average per carload-.- - ---. 372

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimuni safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
uvailable information, this upgrading would include
the replacement of a total of 250 crossties (an average
of 313 crossties per mile)..

Recommendation

It is recommended that the fiddle .Canal Branch be
included in the ConRail System.

MILL HALL INDUSTRIAL TRACK

USRA Line'No. 243a

Penn Central

-PC to
Newberry Junction

The Mfill Hall Industrial Track, formerly part of the
Pennsylvania RR, extends from Lock Haven (ilepost
11.3), to Hill *Hall, Pa. (Milepost 14.0), a distance of
2.7 milm, in Clinton County, Pennsylvania. At Lock
Haven this line connects with the PC Buffalo-Harris-

burg line. Additionally, this line connects with the PC
Bald Eagle Branch to Tyrone at Mill Hall. This line
was not described as potentially excess in.the U.S. DOT
Report (see Zone 11).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
UIll Han'. ---- - 178
Lock Haven - 192

Total carloads generated by the line- -_-_____ 370
Average carloads per week-.- 7.1
Average carloads per mile_._ . .137.0
Average carloads per train-....... 3.6
1973 operating Information:

Number of round trips per year-.... . 104
Estimiated time per round trip (hours)-- 2.0
Locomotive. horsepower 1, 000
Train crew size ....-
1 Inaude only traffic on negment.

Information Provided by RSPO, Shippers, Governmen-t

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tioWs Rail Service Report."

Information for Line Retention Decision

Revenue received by PC--- - $105 639
Average revenue per carload_ __ - $286

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line-.... 43,148
Cost of upgrading brnch line to PRA

Class I (1/10 of total upgrading cost). 0
Cost Incurred beyond the branch llne-. 72,998

Total variable (avoidable) cosL. -..... 116,146

Net contribution (loss): total- - - (10,507)
Average per carload-- ... ....... (28)

This line woldd require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Evaluation of coal reserves by USRA Staff indicates
that there are no significant reserves or potential load-
ing points along this line.

Although this line generates a loss, a 30 percent in-
crease in traffic or a-10 percent rate increase over 19,73
levels, would enable financial self-sufficiency.

Recommendation

It is recomnnended that the Mill Hall Tndustrial
Track be included in the ConRail System.
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PORTION OF TITUS SECONDARY TRACK

USRA Line No. 250

Penn Central

Chautauqua EL Main
Secondary I Line
Track, PC-4 1 .

24.9 miles - C0RRY

--- PC Erie-
PORTION - I ,Williamsport line

OF TITUS TITUSVILLE
SECONDARY
TRACK, PC 14-PC tolOil City

This portion of the Titus'Secondary Track, formerly
part of the Pennsylvania RR, extends from Corry

(Milepost 95.0) to Titusville, Pa. (Milepcst 119.9), a
distance of 24.9 miles, in Crawford and Erie Counties,
Pennsylvania. This line was part of a through line be-
tween Buffalo and Oil City; both the northern (Chau-
tauqua Secondary Track) and southern extensions of
this line are also under study in this Report. At Corry,
this line also connects with the PC's Erie and Empo-
rium Secondary Tracks, (also under study in this re-
port) and the Chicago-to-Jersey City line of the EL.
Penn Central has filed petitions to abandon this line,
(ICC Docket No. AB-5, Sub. 168 and USRA Docket
No. 15-52). This line was'not described as potentially
excess in the U.S. DOT Report (see Zones 51 and 75).'

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Hydetown ---------------------------------------- 2
Centerville ----------- ----------------- --------- 51
Spartansburg ------- - ,--.........---------- 76

Total carloads generated by the line -------------- 129
Average carloads per week ------------------------- 2.5
Average carloads per mile ---------------------------- 5.2
Average carloads per train ------------------------- 2.5
1973 operating information:

Number of round trips per year ---- ..-------.. ---- 52
Estimated time per round trip (hours) -------------- 4.0
Locomotive horsepower ----- -------------------- 2, 000
Train crew size ----------------------------------- -5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information.concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Correspondence from Law-
rence Snapp, Platt's Mill, to USRA states it would be
almost impossible to continue his feed manufacturing

business without rail service. Charles A. Poux, Presi-
dent of Oil Creek Plastics, wrote USRA about, their
erecting new silos for incoming raw materials. A. IV.
Carlson (VP Trans-Penn Wax Corp.), stated this com-
pany is dependent on rail service to bring in tank cars
of raw wax (20,000 gallons). Earl E. Statler, Baillie
Luinber Company, stated they have invested $300,000
in this plant and believed they loaded 20 cars in 1973.
Mr. James B. Stevenson, Publisher of Titusville Herald,
states the abandonment may cause a major company,
Jones & Laughlin Steel, to change their plans to move
to this location.

Information for Line Retention Decision
Revenue received by PC ......................
Average revenue per carload ---------- $179

'Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---- 180,108
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0--------------------------- 0

Cost incurred beyond the branch line 31, 803

Total variable (loss) : Total ---------------

Net contribution. (loss) : Total ------------------
Average per carload ----------------- (1,510)

$23, 108

217,911

(1091, 803)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). An eval-
uation of coal reserves by USRA indicates no significant
reserves or potential loading points along this line.

Preliminary Recommendation

It is not recommended that this portion of the Titus
Secondary Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $194,803 or $1,510 per
carload. Recovery of costs would require both an in-
crease in traffic and a rate increase over the 1973 levels.

PORTION OF EMPORIUM SECONDARY TRACK

USRA Line No. 252

Penn Central

This portion of the Emporimn Secondary Track, for-
merly part of the Pennsylvania RR, extelids from Tar-
ren (Milepost 66.5) to Ridgway, Pa. (Milepost 119.0),
a distance of 52,5 miles, in Warren, McKean, and Elk
Counties, Pa. Continuations of this line extend west-
ward to Erie from Warren and east-ward to Emporium
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-PC to Falconer B&O toBradford

-, (EL has Trackage
PC to Erie j' Rights)/

WARREN 52.5 miles

PC to Struthers *......()mount J wett
Kane

B&O to Knox -- ~*.
tohnsonburg

PORTION EMPORIUM
SECONDARY TRACK. PC : PC to Emporium

B&O toDubois (EL-' /
has Trackage Rights) i RIDGWAY

- from Ridgway (both of which are also under study in
this Report). At Warren, the line connects with the
Valley Branch of the PC to North Warren and Fial-
coner. At Kane it connects with the B&O. It is paral-
Jeled by the B&O Pittsburgh-Buffalo line between John-
sonburg and Ridgway over which the EL also operates.
This line, except for the portion in Warren County,
which was not studied, and the portion from Ridgway
to north of Johnsonburg, was described as potentially
excess in the U.S. DOT Report (see Zones 74 and 75).

Traffic and Operating Information

Station4' (with their 1973 carloads) served by this line:
Ridgway -------------------------- 58
Johnsonburg ---------------- ------ 618
Sergeant ---------------------------------- 46
Kane --------------------------------------- 1,178
Ludlow ----- -------------- 0------------ 0
Sheffield ---- 3
Tiona -- - -- - 117
Clareadom --------- 6---------- - - - 5
Stoneham -------------- ------------------------ 0
Warren -------------- -------------------- 29
Roystone --------------------------- 0

Total carloads generated by the line ------------ 2,194
Average carloads per week_. 42.2

. Average carloads per mile ---------- ------ 41. 8
Average carloads pe' train ...------------------------- 7.3
1973 operating information:

NIumber of round trips per year -------------------- 300
Estimated time per round trip (hours) -------------- 10
Locomotive horsepower -------------- ----------- 2,500
Train operating crew ---------- 4
Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportaiion's Rail Service Report" indicated that
Stackpole Carbon estimated 962 carloads in 1973. In a
statement to Penn DOT, Haminermill Paper stated
they are expanding their Erie pulp mill to 740 tons

per day in- 1974. Hammbrmill ships from Erie to Lock
Haven through Corry, Warren, Ridgway (all under
study). Their Erie pulp mill ships an average of 3.a
cars per day a distance of 283 miles over PC lines to
Lock Haven and return.

In testimony at Pittsburgh, Roger Yaple, Penntick
Paper Co., stated Johnsonburg generated 2,568 carloads
in 1973 (145,000 tons) and they are concerned about
elimination of north-south trackage (B&O.-EL).

Information for Line Retention Decision

Revenue received by P.$717,139
Average revenue per carload- $327

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line--_._ 027, 3
Cost of upgradng branch line to FR&

Class I: (1/10 of total upgrading
cost) 0

Cost Incurred beyond the branch line-- 321,146

Total varIable (avoidable) cost-- --- 948,781

Net contribution (1om) : total (231,651)
Average per carload ........... (106)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's

* minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Kane
Hardwood is building a new plant and estimates 690
carloads. An evaluation of coal reserves by USRA staff
indicates no significant reserves or potential loading
points along this line.

Although service to the entire line generates a loss,
service to the line from milepost. 93.8 to milepost 119.0
(serving shippers at Ridgway, Johnsonburg, Sergeant
and Kane who generated 1,900 carloads in 1973) would
generate $640,436 in revenue and $659,417 in costs with
a resulting loss of $18,981 or $10 per carload. A 10 per-
cent growth in traffic or a 3 percent rate increase would
make this portion of the line financially self-sufficient.

Recommendation

It is recommended that the portion of the Emp~riu
Secondary Track from Milepoit 93.8 to Milepost 119.0
be included in the ConRail System.

Preliminary Recommendation,

It is mt recommended that the portion of the Em-
poriumn Secondary Track from Milepost 93.8 to Mile-
post 60.5 be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-
den amounting to $231,651 or $106 per carload. Recovr-
ery of costs would require approximately a 50 percent
increase in traffic or a 30 percent rate increase over the
1973 levels.
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PORTION OF EMPORIUM SECONDARY TRACK

USRA Line No. 253

Penn Central

PC Harrisburg-
Buffalo line

PC to I
to Ridgway niles A I

" "-,,.OOW- EMPORIUM \
ST. MARYS A X

PORTION OF EMPORIUM \
SECONDARY TRACK, PC

This portion of the Emporium Secondary Track, for-
merly part of the Pennsylvania RR, extends from St.
Malary's (Milepost 130.0) to Emporium, Pa. (Milepost
149.8), a distance of 19.8 miles, in Elk and Cameron
Counties, Pa. A continuation of this line extends west-
ward to Ridgway from St. Mary's (also under study in
this Report). At Emporium, the line meets the PC
Harrisburg-Buffalo line. This line was described as
potentially excess in the U.S. DOT Report (see Zone
74).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Howard ------------------------------------------ 58
St. Mary's ----------------------------------- 3,284
Rolfe ------------------------------------------ 4

Total carloads generated by the line ------------- 3,346
Average carloads per week ------------------------ 64. 3
Average carloads per mile ---------------------------- 169.0
Average carloads per train ------------------------- 11.2
1973 Operating Information:

Number of round trips per year ------------------- 300
Estimated time per round trip (hours) --------------- 10
Locomotive horsepower ------------------------- 5,000
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided by the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled "The
Public Response to the Secretary of Transportations
Rail Service Report." Correspondeice from Stackpole
Carbon Coipany states that annual volume for! St.
Mary's exceeds 3,000 carloads.

Information for Line Retention Decision

Revenue received by PC ----------------------- $1, 508,163
Average revenue per carload ------------- $451

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 394,971

Cost of upgrading branch line to PRA
Class I (1/10 of total upgrading cost)-__ 0

Cost incurred beyond the branch line .... 970, 071

Total variable (avoidable) cost ----------- 1, 371,0421

Net contribution (loss) : total -------------------- 137,121
Average per carload --------------------- 41

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Pennsyl-
vania's Response to the Department of Transportation's
Report stated that adandonment of this line would
affect the development of a 15-acre industrial site. An
evaluation of coal reserves by USRA staff indicates
there are no significant reserves or loading points on
this line.

Recommendation

It is recommended that this portion of the Emporium
Secondary Track be included in the ConRail System.

PORTION OF EMPORIUM SECONDARY TRACK

USRA Line No. 253a

Penn Central
B&O to Bradford (EL
has Trackage Rights)

.\-X :

PC to Warren ohnsonburg

11 I.0 miles

/R I DGWAY I PC to Emporium

.." ' ST. MARYS

PORTION OF EMPORIUM
SECONDARY TRACK, PC

B&O to Dubois (EL has
Trackage Rights to Brockway)

This portion of the Emporium Secondary Track,
formerly part of the Pennsylvania RRI extends from
Ridgway (Milepost 119.0) to St. A! a'y's, Pa. (Milepost
130.0), a distance of 11.0 miles, in Elk County, Pa. A
continuation of this line extends eastward to Empo-
rium from St. Mary's and northwestward to Warren
from Ridgway (both of which are also under study in
this Report). This line also connects with the Balti-
more and Ohio RR, over which the Erie Lackawanna
Ry. has trackage rights, at Ridgway.
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Information- Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the :Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the)Secretary" of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any shippers but is.
used to serv- 1USRA Segments 253 and 252a. The rec-
ommendation for these lines is that they be included in
the ConRail System.

Recommendation

It is recommended that this portion of the Emporium
Secondary Track be included in the ConRail System.

SALAMANCA BRANCH

USRA Line No. 254

Penn Central

The Salamanca Branch, formerly part of the Penn-
sylvania RR, extends from Oil City (Milepost 1.9),
to Tidiaute, Pa, (Mlepokt 35.6), a distance of 93.7 miles,
inVenango, Forest and Warren Counties, Pennsylvania.
This line is a branch off the Penn Central's old Buffalo
to Pittsburgh route via Corry,-Titusville and Kisldmi-
netas Junction. At Oil City this line connects with the
Oil City and Titus Secondary Tracks, both of which
are also under study in this Report. At Oil City, the
line also connects with the Franklin Branch of -the
Erie Lackawanna Ry. The use of EL Tracks allows ac-
cess to the PC Reno Industrial Track at Polk Junction.
This line was approved for abandonment several years
ago (IOG Docket Number 26571) but -the. ICC subse-
quently stayed its order. The -PC also applied to the
USRA for permission to abandon this line (USRA
Docket No. 75-48). No final action has been taken on
this request. This line was not studied in the U.S. DOT
Report (see Zone 75). -

- Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Tidioute - 29
W. Hickory. 102
Tionesta 0

Total carloads generated by the line........... 131
Average carloads per week- - ----- _ 2.5
Average carloads per ie ..... .. 3.9
Average carloads per train--- .. 2.9

.4F1973 operating information:
Number of round trips per year ----- - ------.... 45

- Estimated time per round trip (hours) 5.0
Locomotive horsepower ....... 2, 000
Train crew size ....... 5

..PC Buffalo (o Pittsburgh

Franklin 33.7 miles TIDIOUTE
Branklin LB h EL \ PC OIL CITY

4, I INDUSTRIAL
T RACK

OIL CITY

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." In response to one of the
abandonment petitions, USIRA received one comment
from a shipper on the branch. The Hammermill Paper
Co., located at West Hickory, Pa., opposed the abandon-
ment saying that production at their plant was cur-
tailed during 1974 due to fire damage; but that they
expect normal shipments to resume in 1975 to the 1972
level of 110 cars a year. West ickory is 25.6 miles from
Oil City. King Lumber Co. in Tiioute is the only other
shipper of record.

Information for Line Retention Decision

levenue received by 0_
Average revenue per carload29

$43, 171

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch llne-...-. 224, 648
Cost of upgradlng branch line to MIIA.

Clas 1: (1/10 of total upgrading cost)_. 0
Cost Incurred beyond the branch line-- 38,461

Total variable (avoidable) 2oL--...... 263,112

Net contribution (loss): Total----- (219,941)
Average per carload-__ (1, 78)

This line -would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.ph.).

An evaluation of coal reserves by USRA and Penn
Central staff indicates that there are no significant re-
serves or potential loading points along this line.

Preliminary Recommendation

It is not recommended that the Oil City Industrial
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $219,941 or $1,678 per carload.



10082

Recovery of costs would require approximately a 46-
fold increase in traffic or a 500 percent rate increase
over the 1973 levels.

RENO INDUSTRIAL TRACK

USRA Line No. 256

Penn Central

PC to Corry
EL to.Oil City,

RENO Oil City Tidioute

' _J* l'---PC to Red Ba

EL to Meadville Franklin RENO/R I+P to Re

13.6 miles-.A INDUSTRIAL
.6 me.'h TRACK, PC

.PC to Brookville
PC to Stoneboro
and Ashtabula" '.

POLK JUNCTION

nk

The Reno Industrial Track, formerly''part of the
New York Central RR, extends from Polk Jwwntion
(Milepost 68.3), to Reno, Pa. (Milepost 81.9), a dis-
tance of 13.6 miles, in Venango County, Pennsylvania.
This line extends from the J-F&C Branch at Polk Junc-
tion to Franklin, where Erie Lackawanna trackage
right are used for 1.1 miles and then continues to Reno.
The connecting EL line is the Franklin Branch from Oil
City to the EL Chicago-Jersey City line at Meadville.
The Penn Central has filed a petition to abandon this
line, including 1.1 miles of Erie Lackawanna trackage
rights; ICC Docket No. AB-5, Sub. 173. This line was
not studied in the U.S. DOT Report (see Zone 75)..

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:,
Franklin ....... - --------------------------- 719
Polk Junction ----------------------------------- 0
Reno --------------------------------------------- 181

Total carloads generated by the line -------------- 900
Average carloads per week ------------------------- 17.3
Average carloads per mile -------------------------- 72.0
Average carloads per train -------------------------- 9.0
1973 operating information:

Number of round trips per year ----- --------------- 100
Estimated time per round trip (hours) --------------- 4
Locomotive horsepower --------------------------- 2,000
Train crew size ----------------- - --

Information Provided by RSPO, Shippers,' Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

"The Public Response to the Secretary of Transporta.
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC --------------------------- $381,430
Average revenue per carload --------------- $423

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 124,820
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 30,173
Cost incurred beyond the branch line -- 193, 083

Total variable (avoidable) cost ------------- 3 54,670

Net contribution (loss) : total --------------------- 2, 754
Average per carload .--------- ------------- 30

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety.standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
"availableinformation, this.upgrading would include the
replacement of a total of 3,000 crossties (an average of
240 crossties per mile).

An evaluation of coal reserves.by USRA staff indi-
cates no reserves or potential loading points along this
line.

That portion of the line from Milepost 77.6 to Mile-
post 88.9, serving shippers at Reno, generates a loss
amounting to $28,080 or $155 per car.

Recommendation

It is recommended that the portion of the Reno In-
dustrial'Track from Milepost 68.3 to Milepost G7.6 be
included in the ConRail system.

Preliminary Recommendation

It is vot recommended that the portion of the Reno
Industrial Track from Milepost 77.6 to Milepost 88.9
be included in the ConRail System. Continued opera-

'tion of this line would require a rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $28,080 or $155 per carload. Recovery of
costs would require approximately a 120 percent in-
crease in traffic or a 40 percent rate increase over the
1973 levels.

BROOKVILLE TRACK

USRA Line No. 257

Penn Central

The Brookville Track, formerly part, of the Pennsyl-
vania RR; extends from Mfilepost 0.0 to Milepost 1.4,
at Brook wille, Pa. u distance of 1.4 miles, in Jefferson
County, Pennsylvania. This line connects with the PC,

- --------------- v
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BROOKVILLE Pittsburg & Shawmut RR

TRACK, PC to Brockway
° ., 1A miles.. "W1

PC to Stoneboro \AIL ;PC to Driftwood

- ~ ' -t a Ville
- " BROOKVILLE:

PC to Red Bank (ROSE) .-Jr

Pittsburg & Shawmut RR
to Kittanning

Low Grade Secondary Track at Brookville and with
the -Pittsburg & Shawmut RR Brockway-Freeport
Junction line at Brookville. A petition for abandonment
bf this line was fied with the I.C.C. (Finance Docket
Number 26569-Sub. 4), but the order was stayed due to
protests: This line was not described as potentially
excess in the U.S. DOT Report (see Zone 74).

Traffic and Operating Information
.Stations (with their 1973 carloads) served by this line:
- Brookville- --------- 42

Total carloads generated by the line 42
Average carloads per week ........... ------------- 0.8
Average carloads per mile --------------------------- 30
Average carloads per train .------------------------ .7
1973 operating infornmtion:

Number of round trips per year ------- ......-------- 25
Estimated time per round trip (hours) -------------- 1. 0
Locomotive horsepower ............. 2,000
Train crew size ---------------------------------- 4
'Includes only tra,.lc on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided- at the hearings conducted by the Rail Services
Planning Office as refleced in their reports entitled
"The Pubic Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Rtevenue received by PC ----------------------- $14, 017
Average revenue per carload $333

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ....... 13,958
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost.._ 9,166
Cost incurred beyond the branch line ---- 9,210

Total variable (avoidable) cost- 32,334

Net contribution (loss) : total ..... --------------- (18,317)
Average per carload ..-...- (436)

This line would require -upgrading to meet the re-
quirements of the Federal Railroad Administration's
minIum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include

the replacement of a total of 1.200 crossties (an average
of 857 crossties per mile).

An evaluation of coal reserves by USRA staff indi-
cates there are no significant coal reserves or potential
loading points along this line.

Preliminary Recommendation
It is vot recommended that the Brookville Track be

included in the ConRail System. Continued operation
of this line would require a rail service continuation
subsidy. Under 1973 traffic, revenue and cost levels, this
line generates an annual excess financial burden amount-
ing to $18,317 or $436 per carload. Recovery of costs
would require approximately a four-fold increase in
traffic or a 130 percent rate increase over the 1973 levels.

PORTION OF VALLEY BRANCH

USRA Line No. 260a

Penn Central

PC to Falconer-+/
I

I
NORTH WARREN PORTION,

Emporium VALLEY
Secodar BRANCH, PCTrack, PC I 2.8 miles

To Efdcf P- I,

ToEriWARREN

Struthers

This portion of the Valley Branch, formerly part of
the New York Central RR, extends from N. Warre%
(Milepost 51.3) to Warren, Pa (Milepost 54.1), a dis-
tance of .8 miel8, in Warren County, Pa. A continua-
tion of this line extends northward from North Warren
(also under study in this Report). At Warren, this line
connects with the Emporium Secondary Track, PC, ex-
tending northwest to Carry and southeast to Ridgway,
with the Struthers Running Traci- PC, (all of which
are also under study in this Report). This line was not
studied in the U.S. DOT Report (see Zone 75).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

North Warren__-........ 125
Warren' - 20

Total carloads generated by the line. - M 4
Average carloads per week __ ... 2.8
Average carloads per mile........ 51.8
Average carloads per train- , 2.9
1973 Operating Information:

Number of round trips per year.. 50
Estimated time per round trip 2

I, O
4

.LOcon10 u1 n 01T:power ....

Train crew si-
I Includes only tranle on segment.
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Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporti-
tion's Rail Service Report." Ernest C. Miller, West
Penn Oil Co., writes that their 14-car railroad siding
was in constant use and in 1973 over 50 percent of their
product arrives in 20,000- to 24,000-gallon tank cars.
He stated they shipped 160 cars in 1973.

Information for Line Retention Decision
Revenue received by PC ...........................
Average revenue per carload --------------- $419

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 28, 161
Cost of upgrading branch line to F RA Class

I (1/10 of total upgrading cost) -------- 17,868
Cost incurred beyond the branch line.... 41,088

$60, 764

Total variable (avoidable) cost ..... 87,117

Net contribution (loss) : total ------------------- (26, 353)
A.verage per carload ---------------------- (182)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,400 crossties (an average
of 500 crossties per mile).

Preliminary Recommendation
It is vot recommended that this portion of the Valley

Branch be incluaed in the ConRail System. Continued
operation of this line would require a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess finahcial bur-
den amounting to $26,353 or $182 per carload. Recovery
of costs would require approximately a 135 percent in-
crease in traffic or a 40 percent rate increase over the
1973 levels.

McGEES SECONDARY TRACK

USRA Line No. 295

Penn Central

The McGees Secondary Track, formerly part of the
Pennsylvania RR, extends from near icCees (Milepost
44.0) to end of track (Milepost 48.8), a distance of 4.8
iniles, in Chearfield and Indiana Counties, Pa. This line
connects with the Cresson Secondary Track und the
Cherry Tree Branch at McGees. This line was not de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 74).

PC to Clearflold
PC to Punxsutawney /4.,!

A Mahaffey

'- MCGEES
'MCGEES SECONDARY - \
TRACK, PC -+I 1 INi

4.8mi Ies -4li
PC to Bradley Junction

END OF TRACK C'iPC to Cherry'Tree

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line
M cGees -------------------------------------------

Total carloads generated by the line --------------
Av6rage carloads per week ----------------------------
Average carloads per mile ----------------------------
Average carloads-per train -------------- ...........
1973 operating information:

Number of round trips per year ----------............
Estimated time per round trip (hours) ---------------
Locomotive horsepower -----------------------------
Train crew size -------------------------------------

4
0.1
0.8
0.5

8
1.5

4, 000
4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at. the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to .the Secretary of Transporta-
tion's Rail Service Report"

Information for Line Retention Decision

Revenue received by PC ---------------------------
Average revenue per carload --------------- $467

$1, 809

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 31, 502
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading costs.1 11, 820
Cost incurred beyond the branch line ------ 891

Total variable (avoidable) cost ------------- 4 ,4, 273

Net contribution (loss) : total -------------------- (42, 41)
Average per carload ------------------- (10, 601)

This line would require upgrading-to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has it
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 3,000 crossties (an average
of 625 crossties per mile). An evaluation of coal re-,
serves by USRA and PC staff indicates there are sub-
stantial proven coal reserves adjacent to this line. The
line should be held for future coal prospects.

- 742
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Recommendation

It is recommended that the M]cGees Secondary Track
be included in the ConRail System for service to future
coal traffic.

FORT WAYNE BRIDGE

USRA Line No. 312

Penn Central,

PC to Conway PC Conemaugh Line
and Chicago PITTSBURGH to Kiskminetas Junction

% ~ FEDERAL STREET

PC FORT WAYNE' G PC Allegheny Branch
BRIDGE AT. PITTSBURGH to Kiskiminetas Jbinction

!.2 miles- - - - k

PITTSBURGH I ITH ST.
F

PC-to St. Louis CPc to Philadelphia
PITTSBURGH

The Fort Wayne Bridge, formerly part of the Penn-
sylvania RR, at Pittsburgh extends a distance of 12
miles, in Allegheny County, Pennsylvania. This bridge
connects with the followinfg PC lines at Pittsburgh: the
Conenaugh line to Kiski Junction; the Alleghenj
Branch; the Pittsburgh to Philadelphia line, and the
Pittsburgh to Chicago line. A portion of the Allegheny
Branch is also under study in this report as potentially
excess. An application to abandon this line was approved
by the ICC on June 28,1968. Thds Iine was not described
as potentially excess in the U.S. DOT Report (see
Zone 76).

Information Provided by- RSPO, Shippers, Government
Agencies

USRA staff have' discussed with thd Port Authority
of Allegheny County, the proposed Urban Renewal
Projects affecting this line.

Information for Line Retention Decision

This-line is used as a route for connecting segments
314 and 315. Both of those links are not necessary for
ConRail. An 'Lbandonment was previously approved
as part of a locbl renewal project. No local shipper§
are dependent upon this line.

Preliminay Recommendation

It is o recommended that the Fort Wayne B.ridge at
Pittsburgh be included in the ConRail System.

PORTION OF PITTSBURGH-CHICAGO
MAIN LINE

VJSRA Line No. 313

Penn Central

PC t ConWaY and Ch O PC Ccna=i Line toJ Pittsbsr,, PC kI.etas Lncte o
er- , ,.Street)

N ,.0 Pitstgrg(I Ith Street)

PORTION OF PITTSBURGH. hBranto
CHICAGO UHE!Tr P(AT A*~ PITTSBURGH Ks~intsJmto
PITTSBURGH'

/ PC to Philadelphia

PC to S" Louis

This portion of the Pittsburgh-Chicago Line, for-
merly part of the Pennsylvania RE, extends from Mtie-
post 0.0 to Milepost 02, at Pittsburgh, Pa., a distance
of 02 miles, in Allegheny County, Pa. A continuation
of this line extends westward to Chicago. This line
connects with the PC line to St. Louis at Pittsburgh,
also under study in this Report. This line -lso connects
with the B&O Main Line New York-Chicago and the
B&O to St. Louis, at Pittsburgh. A petition for aban-
donment of this line was filed with the ICC (Docket
Number AB5Sub. 2). This petition is still pending
final decision. This line was not described as potentially
excess in the U.S. DOT Report (see Zone T6).

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report indicates that
the State of Pennsylvania and the Port Authority of

'Allegheny County have UTMTA approval to use this
segment as part of the area's new rapid transit system.
PC staff reports that this line is now used only for
passenger service by Amtrak.

USRA staff has confirmed this testimony through
meetings and correspondence with the Port Authority
of Allegheny County.

Information for Line Retention Decision

This segment of right-of-way has been sold to the
State of Pennsylvania for use in constructing a rapid
transit-system.

Preliminary Recommendation

It is vot recommendedthaft this portion of the Pitts-
burgh to Chicago line be included in the ConRail
System.
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PORTION OF PITTSBURGH-ST. LOUIS LINE

USRA Line No. 314

Penn Central

PC Conemaugh Line

Pittsburgh Federal Street /to Kiskiminetas Junction

PC to Conway. -S " Pittsburgh I1th Street
and Chicago 1-'c-- -- PC Allegheny Branch

PITTSBURGH to Kiskiminetas Jhnction
".4-PCto Philadelphia

PORTION OF PITTSBURGH-
ST. LOUIS LINE AT
PITTSBURGH, PC

This portion of the Pittsburgh-St. Louis Line,
formerly part of the Pennsylvania RR, extends from
Milepost 0.0 to Milepost 0.2 at Pittsburgh Pennsyl-
vania, a distance of 0.2 miles, in Allegheny County, Pa.
A continuation of this line extends westward to St.
Louis from Pittsburgh. This line connects with the
B&O lines from New York-Chicago and St. Louis. This
line also connects with the PC line to Chicago, also
under study in this Report. A petition for the abandon-
ment of this line was filed with the ICC (Docket Nuni-
ber AB-5, Sub. 3). This line was not described as
potentially excess in* the U.S. DOT Report (see Zone
76).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportatioh's Rail Service Report" indicates that
the State of Pennsylvania and the Port of Authority of
Allegheny County have UJMTA approval to use this seg-
ment as part of the area's new rapid transit system. This
line is presently used only for Amtrak service. USRA
Staff has confirmed this testimony through meetings
and correspondence with the Port of Authority of Al-
legheny Counties. NO shippers are dependent upon this
line for freight service.

Information for Line Retention Decision

This segment of right-of-way has been sold to the
State of Pennsylvania for use in constructing a
highway.

Recommendation

It is not recommended that this portion of the Pitts-
burgh to St. Louis line be included in the ConRail
System.

ALLEGHENY BRANCH

USRA Line No. 315

Penn Central
PC Conernaugh Lino

Pittsburgh Federal Street to Klskiminetas Jhnction

PC to Conway _
and Chicago PITTSBURGH I Ith ST.

;% 1-PC Allegheny Brand
Pittsburgh ), 0 !2 miles to Kiskimlnetas Jfnctlon

PC t6 St. Louis--,/ ) 1 N PORTION. ALLEGHENY BRANCH, PC

PC to Philadelphia

This portion of the Allegheny Branch, formerly part
of the Pennsylvania RR, at Pittsburgh, extends a dis-
tance of 0.2 miles, in Allegheny County, Pa. A continu-
ation of this line extends northeastward from Pitts-
burgh. This line connects with the following PC lines
at Fort Wayne Bridge: the Pittsburgh to Philadelphia
line and the Pittsburgh to Chicago line. An abandon-
ment application for this line was approved by the ICC
on April 18, 1972, Finance Docket 26942. This line was
not described as potentially excess in the 'U.S. DOT
Report (see Zone 76).

Information Provided by RSPO, Shippers, Government
Agencies

USRA staff have discussed with the Port Authority
of Allegheny County, the proposed Urban Renewal
projects affecting this line.

Information for Line Retention Decision

This line is alrdady authorized for abandonment as
part of a local Urban Renewal project. No local ship-.
pers are directly served by this line.

Preliminary Recommendation

It is vot recommended that this 0.2-mile portion of
the Allegheny Branch be inchided in the ConRail Sys-
tem.

PORTION OF THE INDIANA SECONDARY

TRACK

USRA Line No. 326

Penn Central

This portion of the Indiana Secondary Track, form-
erly part of the Pennsylvania RR, extends from Black
-Lick Junction (Milepost 8.5) to Indiana, Pa. (Milepost
17.3), a distance of 8.8 miles, in Indiana County, Penn-
sylvania. This line connects with the Baltimore & Ohio
to Creekside at Indiana, and PC's Black Lick Second-
ary at Black Lick Junction. This line was not described
as potentially excess in the U.S. DOT Report (see Zone
'14).
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B&O to Punxsutawney

-J .. " IN DIANA

4-PORTION OF.THE INDIANA
SECONDARY TRACK, PC

- -8.8miles
* -' *'PC to Cresson
Josephine

/ BLACK LICK
/ %JUNCTION

PC to Blairsville

Traffic and Operating information

Stations (with their 1973 carloads) served by this line:
Graceton -----------.-.-----.-.......------------- 0
Homer City - 18
Indana, pa__287

Total carloads generatd by the line ...........-- - 05
Average carloads per week ------------ 5.9
Average carloads per mile .------ 34. 7
Average carloads per train ---------------- 7.0
1973 operating information:

Number of round trips per year--- .-........ 40
Estimated time per round trip (hours) 3.0

"Locomotive horsepower ........ 2, 000
Train crew s-. .4

Information Provided b)i RSPO, Shippers, Government
. Agencies "

No specific information concerning this line -was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." PC-staff reports the Blairs-
vile & Indiana Railroad is leasing this line (agreement
signed 5/7/74). Awaiting ICC approval of operating
authority.

Information for- Line Retention Decision

Revenue received by PC ------------------------ 3, 045
Average revenue per carload -------------- $403

Variable, (avoidable) cost of continued
service:

Cost incurred on the branch line ..-------- 73, 993
Cost of upgrading branch line to FRA

Class I: (I/10 of total upgrading cost) - 23,184
Cost incurred beyond the branch line --- 67,258

Total variable_(avoidable) cost .... 164,435

Net contribution (loss) : total --------.......---- (41,390)
Average per carload -------------------- (136)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track, -which has'a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading Would include

the replacement of a total of 3,564 crossties (an average
of 405 crossties per mile). An evaluation of coal re-
serves by USRA staff indicates there are no significant
reserves or potential loading points on this line. Re-
serves in adjacent areas can be served from adjacent
line (No. 321 Homer City-Terminus).

Preliminary Recommendation
It is not recommended that this portion of the Indi-

ana Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $41,390 or $136
per carload. Recovery of costs would require approxi-
mately a 75 percent increase in traffic or a 34 percent
rate increase over the 1973 levels.

HEMPFIELD INDUSTRIAL TRACK

USRA Lane No. 331

Penn Central

% HENPFIELD
PC HEMPFIELD > JUNCTION
INDUSTRIAL ---)ot e
TRACK %'%,c-Southwest

Kr, %. Secondary
8.9 miles Track. PC

HERMIHIE

The Hempfield Industrial Track formerly part of
the Pennsylvania RR, extends from Hempfleld Jwne-
tion (Milepost 0.0), to Herminie, Pa. (Milepost 8.9), A
distance of 8.) mzes, in Westmoreland County, Penn-
sylvania. This 'line connects at Hempfield Junction with
the Southwest Secondary Track of the PC. This ine
was described as potentially excess in the U.S. DOT
Report (see Zone 76)

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Elsaman 74-
Madison i8
Herminle 104
Hempfleld Er_ 0
Sinclair __0
Crlbb ... . 0

Total carloads generated by the line- - - 196
Average carloads per week-- - 3.8
Average carloads per mile - 22.0
Average carloads per train_-. 3.9
1973 operating Information:

Number of round trips per year 50
Estimated time per round trip (hours)- 2.0
Locomotive horsepower --. 1,500
Train crew size- 5
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Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Shuster's Building Components and Wickes Corp. gen-
erated 122 and 78 carloads, respectively, in 1973. Both
of these companies would -be forced to shut down. The
Pennsylvania DOT reported an annual average of 31
carloads per mile on this line. Pennsylvania DOT esti-
mated unemployment would be 165. Also affected would
be the development of 5 industrial sites. One of these,
the Hempfield Industrial Park, serves industries that
provide 1,200 jobs' and has space for future industrial
expansion.

Information-for Line Retention Decision

Revenue received by PC ---------------------- $60, 612
Average revenue per carload ---------------- $309 •

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line ----------- 70,874
Cost *of upgrading branch line to FRA class

I: (1/10 of total upgrading cost) -------- 17,568
Cost Incurred beyond the branch line ----- 48,578

Total variable (avoidable) cost -------- 137, 020

Net contribution (loss) : total ----------------- (76,408)
Average per carload .--------------------- (390)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 3,484 crossties (an average of
391 crossties per mile).

Available information indicates that this line may
have some traffic growth potential although no specific
data has been provided. An evaluation of the coal re-
serves by USRA and Penn Central staff indicates that
there are no significant reserves or potential loading
points along this line. Coal reserves in adjacent areas
can be served by other rail lines.

Preliminary Recommendation

Although the preliminary recommendation is that the
Flempfield Industrial Track not be included in the Con-
Rail System, the possibility of immediately -increasing
revenue must be explored before a final recommendation
,an be made. Without immediately increasing revenue,
continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $76,408 or $390 per car-
load. Recovery of costs would require approximately a

six-fold increase in traffic or a 125 percent rate increase
over the 1973 levels.

PORTION OF COAL LICK RUN

USRA Line No. 335

Penn Central

PC to ---- +/
. Connellsville/ .PC to S.- i

West Brownsville - /N */ *sB&O to
Restnen o ConnellsvilleRedstone J, ncton-
1.9 miles

COAL LICK RUN \ kUNIONTOWN
INDUSTRIAL TRACK
AT UNIONTOWN, PC ' -/tlse.4-13 to Clarksburg

PC to Fairchance

This portion of the Coal Lick Run, formerly part of
the Pennsylvania RR, extends from Milepost 0.0 to
Milepost 1.9 at (2niontow'n Pa., a distance of 1.9 miles,
in Fayette County, Pennsylvania. This segment con-
nects with the PC line to Brownsville Junction'and the
PC line to Connellsville at Uniontown; both of which
are under study in this Report. This line also connects
with the B&O line to Dickerson Run and the Western
Maryland to Greene Junction. A petition was filed with
the ICC for abandonment of this line (Docket No.
AB-5 Sub. 70), but it was withdrawn. This line was
not shown as excess in the U.S. DOT Report (see Zone'
77).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Uniontown " --- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 8

Total carloads generated by the line-------------- 80
Average carloads per week --------------------------- 1.7
Average carloads per mile ------------------------- 45.3
Average carloads per train --------------------------- 1.7
1973 operating Information:
'Number of round trips per year ------------------- 52
Estiihated time per round trip (hours) -------------- 1
Locomotive horsepower -------------------------- 3, 000
Train crew size ----------------------------------- 5

Includes only shippers on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings coriducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."
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Information for Line Retention Decision
Revenue-xeceived by PC --------- ---------- 9
Average revenue per carload. -------- $4209

Variable (ayoidable) cost of continued
I service:

Cost incurred on the branch line ------- 17,340
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ _ 5,118
Cost incurred beyond the branch line-.... 21,980

Total variable (avoidable) cost -------------- 44,444

Net Contribution (loss) : total .........------------ (7,519)
Average per carload ------------------- (87)

This line would require upgrading to meet the re-
quirements of the Federal Railroad AdministratioWs
minimum safety standards (Class I track, which has a
maxiiaum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacemefit of a total of 360 crossties (an average
of 189 crossties per mile).

An evaluation of coal reservis by USR.A staff indi-
cates there are no significant coal reserves or potential.
loading points on this line.

Preliminary Recommendation

It is %ot reconimended that this portion of the Coal
Lick Rim Track be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue

- and cost levels, this line generates an annual excess fi-
nancial burden amounting to $7,519 or $87 per carload.

* Recovery of costs would require approximately a 50'
per cent increase in traffic or a 20 per cent rate increase
over the 1973 levels.

PORTION OF BRIDGEVILLE & McDONALD

BRANCH

USRA Line No. 344

Penn Central

N&W Ry

PORTION "
BRIDGEVILLE& 
MCDONALD
BRANCH, PC

SYGAN ..
.. / BRIDGEVILL.E

" -0"5miles"

N&W Ry 1./Washington
I Secondary

Track, PC

This portion of the Bridgeville & McDonald Branch,
formerly part of the Pennsylvania RR, extends from
Bq-ldgeville (MAilepost 0.9), to Sygan, Pa. (Milepost
1.4), a distance of 0.5 miles, in Allegheny County,
Pennsylvania. At Bridgeville, this line connects with

the Washington Secondary Track, PC. Both Sygan and
Bridgeville are also served by the Norfolk & -Western
Ry. This line was not shown in the U.S. DOT Report
(see Zone 76).

Traffic and Operating Infornation
Stations (with their 1973 carloads) served by'this line:

Bildgevillel -

Total carloads generated by the lne .
Average carloads per train-....
Average carloads per mlle- = " . ...
Average carloads per train.......
1973 operating information:

Number of round trips per year...
Estimated time per round trip (hours)
Locomotive horsepower - -
Train crew size-. =
A Includes only shippers on segment.

7
1.5

14.0
0.5

14
0.5

2,000
.5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." The Pennsylvania South-
west Association recommended this portion of the line
be abandoned; provided traffic could be transferred to
the Chessie.

Information for Line Retention Decision

Revenue received by P0 -$, 823
Average retenue per carload- $260

Variable (avoidable) cost of continued service:
Cost Incurred on the branch line------ 5,490
Cost of upgrading branch line to FRA class I

(1/10 of total upgrading cost) 1, 239

Cost incurred beyond the branch line--.... 1,130

Total variable (avoidable) cost...... . 7,859

Net contribution (loss): total_..! ". (6,036)
Average per carload . . .. (862)

This line would require upgrading to meet tha re-
quirements -of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.ph.). Based on
available information, this upgrading would include
the replacement of a total of 201 crossties (an average
of 402 crossties permile).

Preliminary Recommendation

It is iot recommended that this portion of the
Bridgeville & McDonald Branch be included in the
Con:Rail System. Continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $6,036 or
$862 per carload. Recovery of costs would require ap-
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proximately a 9-fold increase in traffic-or a 330 per-
cent rate increase over the 1973 levels.

WESTLAND INDUSTRIAL TRACK

USRA Line No. 345a

LANGELOTH 14-Burgetts

BRANCH, PC IBranch

LANGELOTH] ILAL I JL/NGELOTH

1+-OS miles 7 JUNCTION

Penn Central

WESTLAND/'... 3 0  ,-PC to Carnegie

WESTLAND INDUSTRIAL JUNCTION WITH
TRACK, PC I WASHINGTON

I SECONDARY TRACK
Washington Secondary--+
Track, PC
to Washington

The Westland Industrial Track, formerly part of the
Pennsylvania RR, extends from the Jwntion with
Was7hngtt Secondary T'ack (Milepost 6.0), to, West-
land, Pa., (Milepost 3.0), a distance of, 3.0 -miles, in
Washington County, Pa. This line is a branch off the PC
Washington Secondary Track, formerly known as the
Charters Branch. The Washington SecondaiyTrack is
also under study in this Report. This line was described
as potentially excess in the U.S. DOT Report (see
Zone 76).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report.."

Information for Line Retention Decision

Available information indicates that there are no
shippers served by this line.

Preliminary Recommendation
It is not recommended that the Westland Industiial

Track be included in the ConRail System.

LANGELOTH BRANCH

USRA Line No. 348b

Penn Central

The Langeloth Branch, formerly part of the Penn-
3ylvania RR, extends from Langeloth Junction (Mile-
post 0.0) to Zangeloth.,Pa., (Milepost 0.5), a distance.
af 0.5 miles, in Washington County, Pa. At Langeloth
Yunction this line connects with the Burgetts Branch,
PC, also under study in this Report. This line whs de-

scribed as potentially excess in the U.S. DOT Report
(see Zone 76).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Burgettstown 1 ---- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 408

Total carloads'generated by the line ------------- 498
Average earloads per week --------------------------- 9.6
Average carloads per mile ----------------------.. .. .. -- 9 00.0
Average carloads per train --------------------------- 2.5
1973 operating information:

Number of round trips per year -------------------- 200
Estimated time per round trip (hours) -------------- 1.0
Locomotive horsepower .... . .---------------------I, 500
Train crew size -----------------------------------
lIncludes only traffic on segment

Information Provided by RSPO, Shippers, Government
Agencies

Thformation provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
two patrons are on this line. American Metal Climax
(AMAX) Company is the world's largest molybdenum
processing plant and received molybdenum from Colo-
rado in 100-ton hopper cars. They generated 504 car-
loads in 1973. Mr. John Ollweiler, (Asst. Gen., Mg.
AMAX), wrote to RSPO that his plant employed
229 full-time people, and replacement cost of plant
property and equipment is $19,000,000. He states they
plan to invest well over half again that much in mod-
ernization and expansion over the next 3 years. Accord-
ing to Penn's response the Bologna Mining Co. expects
to ship 20,000 tons per month. This Company has leased
the line beyond Milepost 0.5 and are rehabilitating same.

Information for Line Retention Decision
Revenue received by PC--------------------------- $420, 588
Average revenue per carload ---------------- $857

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ---------- 25, 098
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 1,670
Cost incurred beyond the branch line ---- 124,231

Total variable (avoidable) cost -------------- 150, 009

Net contribution (loss) : total --------------------- 27, 80
Average per carload ----------------------- 553
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This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would inblude
te replacement of a total of 500 crossties (an average
of 1000 crossties per mile). An evaluation of coal re-
serves by USRA staff confirms an active loading fa-
cility upon wtiich traffic may increase.

Recommendation

It is recommended that the Langeloth Branch be in-
eluded inthe ConRail System.

BURGETTS BRANCH

USRA Line No. 348c

Penn Central

Pittsburgh-St. Louis
line, PC-1 BURGETTSTOWN

$--BURGETTS
Lgeloth JUnction 'A BRANCH, PC

Branch, PC

ATLASBURG

The Burgetts Branch, formerly part of the Pennsyl-
vania RR extends from Burgettstourwn (Milepost 0.0)
to Atlasburg, Pa. (Milepost 4.2), a distance of 4.2 mile8,
in Washington County, Pennsylvania. This line con-
nects with the Pittsburgh-St. Louis line, PC, at Bur-
gettstown and with the Langeloth Branch at Langeloth
Junction (also under study in this Report). This line
was described as potentially excess in the U.S. DOT
Report (seeZone7'6).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Atlasburg ------------------------------ ------ 10
Burgettstown - - - - - - - - - - - - - - - - - - - - - -

--- ---- 7

Total carloads generated by the line -------------- 157
Average carloads per week------------------------ 3.0
Average carloads per mile -----------........------ 3T. 4
Average carloads per train ------------ - .....--- 3.0
1973 operating information:

Number of round trips per year .-- --------- 52
Estimated time per round trip (hours) --------------- 2.0
Locomotive horsepower ------------------------- 1, 500
Train crew size -- ----- ------- 5
Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

.Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to tha Secretary
of Tmnsportation's Rail Service Report" indicated that
Z and L Lumber generated 164 carloads in 1972, and if
service terminated, 200 people would lose their jobs.
The Pennsylvania Public Utilities Commission stated
that Burgettstown generated 760 carloads.at the main
line junction, and Atlasburg generated 105 carloads.
By combining the main line traffic with Atlasburg's
traffic, the PUC derived a 201 carloads-per-mile traffic
index for the branch.

Information for Line Retention Decision

Revenue received by PC. 4T, 816
Average revenue per carload-----

Variable (avoidable) cost of continued service:
Cost incurred on the branch line .....- ------ 39134
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 9,150
Cost incurred beyond the branch llne.... 37,187

Total variable (avoidable) cosL------ 85,471

Net contribution (loss) : total ----- ------- (37,655)
Average per carload .----------- (239)

This line would require upgrading to meetthe require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a max-
imum safe operating speed of 10 mp.h.). Based on
available information, this upgrading would include the
replacement of a total of 1,200 crossties (an average of
285 crossties per mile). An evaluation of coal reserves
by USRA and Penn Central staff indicates there may be
reserves adjacent to this line. Bologna Mining Co. is
located at Langeloth on the Langeloth Branch which
connects to this branch.

Although this line generates a loss, it is required to
serve USRA segment 348b which generated a net con-
tribution amounting to $275,589.

Preliminary Recommendation

It is recommended that the Burgetts Branch be in-
cluded in the ConRail System.

KOBUTA INDUSTRIAL TRACK

USRA Line No. 352

Penn Central

The Kobuta Industrial Track, formerly part of the
Pennsylvania RR, extends from Sippngpat (Mile-
post 28.7), to Kobzlta, Pa. (Milepost 34.4), a distance of
5.1 niles, in Beaver County, Pennsylyania. This line
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PC to Youngstown
*. \.'and Chicago

P&LE to Youngstown" . \

PC to Yellow Creek - ochester
\ . M " onaca' 1

-0 0 KOBUTA Q QConway

SHIPPINGPORT S.7 miles '.. Peto
KOBUTA INDUSTRIAL 7" \ Pittsburgh

TRACK, PC

P&LE to Pittsburgh

was not described as potentially excess in the U.S. DOT
Report'(see Zone 76).

Information Provided by RSPO, Shippers, Government

Agencies

Information provided by the Pennsylvania PUG at
the hearings conducted by the Rail Services Planning
Office as reflected in their' reports entitled "The Public
Response to the Secretary of Transportation's Rail
Service Report stressed the need for this line because
of the valuable coal reserves in the area, and the line
serves a nuclear power plant, one under construction,
one planned for development, and three coal fired util-
ity plants. All are operated by the Duquesne Power and
Light Co.

Information for Line Retention Decision

The PC does not serve this line. The Duquesne Light-
Co. has leased 4.75 miles of this line and rail service
is being provided by the P&LE via its own lines and
trackage rights over 0.95 miles of the PC.-Service can
be continued under the current arrangement or by the
assumption of less than one mile of track by the Du-
quesne Light Co. or by the P&LE. An evaluation of coal
reserves by USRA staff indicated that there are no sig-
nificant reserves adjacent to this line.

Preliminary Recommendation

it i5 not recommended 'that the Kobuta Industrial
Track be included in the ConRail System.

SCOTTDALE INDUSTRIAL TRACK

USRA Line No. 355

Penn Central

The Scottdale Industrial Track, formerly part of
the Pennsylvania RR, extends from Scottdaie (Mile-
post 0.0), to Mount Pleasant, Pa. (Milepost 5.5), a dis-
tance of 5.5 miles, in Westmoreland County, Pennsyl-
vania. At Scottdale, this line connects with the South-

PC to Radebaugh

/ SCOTTDALE MOUNT
INDUSTRIAL PLEASANT
TRACK, PC

SCOTTDALE"

, Everson

PC to Connellsville

B&Oto
Broad- Ford

west Secondary Track, PC. The Baltimore & Ohio rail-
road also serves Scottdale and Mount Pleasant. This line
was not shown in the U.S. DOT Report (see Zone 76).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Mbunt Pleasant ....................--- - ..........

Total carloads generated by the line ............
Average carloads per week ..........................
Average carloads per mile ..........................
Average carloads per train_ ..........................
1973 operating information:

Number of rofmd trips per year .... ----------------
Estimated time per round trip (hours) ---------------
Tr. tinU e os o r -------------- - ---..----..------Train crew size ------------------------------------

193
193
8.7

35.1
2.6

75

2.5
1, 500

5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Responso to the Secretary
of Transportation's Rail Servic6 Report" indicated that
Pittsburgh Screw and Bolt Co. (Modula Corp.) pro-
jects 250 to 300 carloads annually. Pennsylvania DOT
reported that this line generates 36 carloads per mile.

Information for Line Retention Decision

Revenue received by PC! -------------------------- $01, 921
Average revenue per carload -------------- $336

Variable (avoidable) cost o2 continued serv-
ice:

Cost incurred on the branch line --------- 55,357
Cost of upgrading branch line to FRA Class

1: (1/10 of total upgrading cost) ------ 10,403
Cost incurred beyond the branch line-. --- 37, 662

Total variable (avoidable) cost ------------- 103, 482

Net contribution (loss) : total -------------------- (38, 501)
Average per carload --------------------- (19)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based On



available information, this upgrading would include
the replacement of a total of 2,227 crossties (an average
of 405 crossties per mile). /

An evaluation of coal reserves by USRA and Penn
Central staff indicates there is one active coal loading
-facility on this line (Senter Fuel) and that traffic may
increase.

Preliminary Recommendation

Although the preliminary recommendation is that
the Scottdale Industrial Track not be included in the
ConRail System, the possibility of immediately increas-
ing revenue must be explored before a final recommen-
dation can be made. Without immediately increasing
revenue, continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to* $38,561 or $199
per carload. Recovery of costs would require approxi-
mately a 140 percent increase in traffic or a 60 percent
rate increase over the 1973 levels.

HOUSTON SECONDARY TRACK

USRA Line No. 356

Penn Central

M ERCER

PC to New Wilmington ,

W Wilmington Junction

EL to Ferrona 4-216 miles
I k-HOUSTON SECONDARY

PC ~ TRACK. PCPC to Sharon-
B&O to Youngstown N NEW CASTLE

Oakland i New Castle Junction
.- B&O to Pittsburgh

P&LE-B&O
P&LEto /" -J..t Jbint to Pittsburgh
Youngstown ' Cas-e -

PC to Youngstown PC to Conway

The Houston Secondary Track, formerly part of the
Pennsylvania RR, extends from New Castle (Milepost
49.9) to Mercer, Pa. (Milepost 72:5), a distance of 23.6
miles, in Lawrence and Mercer Counties, Pennsylvania.
The Wilmington Branch, PC, connects with this line at
Wilmington Junction (also under study in this report).
The following lines also serve New Castle: P.C. Erie

'and Pittsburgh Branch, Erie Lackawanna Railway
New Castle Branch; Pittsburgh & Lake Erie Railroad,
and.the Baltimore & Ohio Railroad. Petition for per-
mission. to abandon was filed before the I.C.C. on
June 26,1972, (Docket No. AB-5, Sub. 47). On Septem-
ber 25, 1974, the PC applied to the U.S. Railway Asso-
ciation for the same permission (USRA Docket No. 75-
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27). No action has been taken on either application.
This line was not studied in the U.S. DOT Report (see
Zone 75).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:MIercer 2?A

Volant 0
Houston Tct. ......... 0

Total carloads generated by the line--- 22-
Average carloads per week_ 4.... .. 43
Average carloads per mll__ .. .. 9.9
Average carloads per train- 4.3
1973 operating information:

Number of round trips per year....- 52
Estimated time per round trip (hours) 8&0
Locomotive horsepower .. 1,200
Train crew size --------..... 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
repoits entitled "The Public Response to the Secretaxy
of Transportation's Rail Service Report" indicated that
I.T.T. Reznor at Mercer accounts for 25% of the area's
wage tax revenues. Loss of rail service would cost 90-
100 jobs at the Reznor Plant. Correspondence from the
Lawrence County Planning Commission indicates
actual carloads originating and terminating on this line
and its connections at Wilmington Junction totaled 263
cars in 1973.

Information for Line Retention Decision
IRevenue received by PC _ _ $69,1
Average revenue per carload------- $309

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line -..... 176,479
Cost of upgrading branch line to PRA

Class I: (1/10 of total upgrading cost).. 26,115
Cost incurred beyond the 4ranch line--- 52, 017

Total variable (avoidable) cost..... 25L 611

Net contribution (loss): total (185,0)
Average per carload (828)

This line would.require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which hag a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 3 j2 00 crossties (an average
of, 141 crossties per mile).

Preliminary Recommendation

It is not recommended that the Houston Secondary
Track be included in the ConRail System. Continued
operation of this line would require a. rail service con-
tinuation subsidy. Under 1973 traffic, revenue an4 cos
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levels, this line generates an annual excess financial
burden amounting to $185,505 or $828 per carload. Re-
covery of costs would require approximately an eleven-
fold increase in traffic or a 270 percent rate increase
over the 1973 levels.

PORTION OF THE JAMESTOWN SECONDARY
TRACK

USRA Line No. 360

Penn Central

PC tox Thornton Junction

V

PRTION[.IN ESVILE JAESTOWN SECONDARY--. 4-TRACK PC

- JAMdESTOWN

Stoneboro- \4--PC to New Castle
Branch, PC

This portion of the Jamestown Secondary Track, for-
merly part of the Pennsylvania RR, extends, from
Jamestown (Milepost 90.6) to Linesville, Pa. (Mile-
post 103.6), a distance of 13.0 miles, in Mercer and
Crawford Counties, Pennsylvania. A continuation of
this line extends northward from Linesville, which is"
also under study in this report. The Stoneboro Branch
and the Erie & Pittsburgh Branch, connect with this
line at Jamestown, Pa.; the Erie & Pittsburgh Branch
is also under study in this Report. Petition for permis-
sion to abandon was filed with the ICC on August 13,
1972, Docket No. AB-5 (Sub No. 22). On September
25, 1974, the PC petitioned the U.S. Railway Associa-
tion for the same permission (Docket 75-44). No action
has been taken on either application. This line'was not
studied in the U.S. DOT Report (see Zone 75).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Westford
Lincaville
Eflpyvllle

Total carloads generated by the line --------------- 37
Avvrage carloads per week.. ---- -------------------- 0.7
Average carloads per mile ----- --------------------- 2.8
Average carloads per train ...........-. --.....-- Q.8
1973 operating Information:

Number of round trips per year --------------------- 45
E3timated time per round trip_ (hours) --------------- 3.0
Locomotive horsepower ------------------------- 1,700
Train crew size ------------------------- - ..... 5

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided in the hearings con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Report".
Direct correspondence indicates that Rockwell Inter-
national is contemplating a plant expansion at Lines-
ville. Also, the Pymatuning Southern Railroad has ex-
-pressed an interest in purchasing this line and operating
it as a short-line railroad.

Information for Line Retention Decison

Revenue received by PC ------------------------ $10, 210
Average revenue per carload ---------------- $270

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line --------- 0 41,913
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) ---- 0
Cost incurred beyond the branch line --- 7,709

Total variable (avoidable) cost -------------- 102, 622

Net contribution (loss) : total -------------------- (92,400)
Average per carload -------------------- (2, 497)

This line would require no upgrading to meet, the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has u
maximum safe operating speed of 10 mph). -

Preliminary Recommendation

It is not recommended that this portion of the James-
town Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $92,406 or $2,497
per carload. Recovery of costs would require approxi-
mately a thirty-six fold increase in traffic or a 900
percent rate increase over the 1973 levels.

WALFORD SECONDARY TRACK

USRA Line No. 361

Penn Central

The Walford Secondary Track, formerly part of the
Pennsylvania RR, extends from Cot'erts (Milepost 0.0),
to Walford, Pa. (Milepost 4.9), a distance of 4.9 mile&,
in Lawrence County, Pennsylvania. The E & A Branch,
PC, to Youngstown and Rochester, connects with-this
branch at Coverts. The Walford Branch, Pittsburgh &
Lake Erie Railroad, connects with this line at Walford.
This line was not studied in the U.S. DOT Report (see
Zone 75).

------------------------------------------
------------------------------------------
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P&LE to Youngstown

PC to Youngstown B&O to Youngstown

N N C OVERTS

Wairord Branch.,-*.:.
P&LE RR -lf -
To East *.

Youngstown'. B&OtoI* WALFORD -.

. SECONDARY \ NwCastle

WALFORD TRACK;PC-- / " P&LE to

PC to Rochester New Castle

Traffic and Opera.ting Information

Stations (with their 1973 carloads) served by this line:

Walford ----------- --- ----- 2,497

Total carloads generated by the line---.----- 2,497
.Average carloads per week. ---- 48.0

Average carloads per miil ------------ 8
Average carloads per train----------------------- 10.0

1973 operating information:
Number of round trips per year -250
Estimated time per round trip (hours)---------- 7.0
Locomotive horsepower---------------------- 1, 750
Train crew size -- -- -- ------- 5

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings con-
duted. by the Rail Services Planning Office as reflected

in their reports entitled "The Public Response to the

Secretary of Transportation's Rail Service Report".
The Lawrence County Planning Commission estimated
2,367 carloads were generated on this line in 1973.

Information for Line'Retention Decision

Revenue-received by PC ----------------------- $704, 262
-Average revenue per carload- ---------- 282

Variable (avoidable) cost of continued: serv-
ice:

Cost incurred on the branch line- ..-.. 213,460

Cost of upgrading- branch line to FRA"
class I (1/10 of total upgrading cost)-- 11,276 -

Cost incurred beyond the branch line-.... 382,708

Total variable (avoidable) costL-- ---- 607,444

Net contribution (loss): total_ - -------------- 90,818
Average per carload_ ------------ 38

Xhis line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 mph). Based on

available information, this upgrading would include the

rel]acement of -a total of 2,000 crossties (an average of
408 crossties per mile). -__

Recommendation
It is recommended that if the P&LE Railroad will

not serve Walford, the Walford Secondary Track be
included in the ConRail System. Transfer to.the P&ME
is preferable to avoid rehabilitation work and would

not materially impair the profitability of ConRail or
other carriers, in the Region.

ERIE SECONDARY TRACK

USRA Line No. 646

Penn Central

The E rie Secondary Track, formerly part of the

Pennsylvania RR, extends from Eie (Milepost 2.9) to

Corry, Pa. (Milepost 37.0), a distance of 34.1 m a7es, in
Erie County, Pa. This line connects at Corry with the

Emporium Secondary Track, PC (also under study in

this Report). At Corry, this line also connects with the

Chicago-Jersey City line, EL; and the Titus and Chau-
tauqua Secondary Tracks, PC (both also under study in

this Report). At Erie, this line connects with the Buf-

falo-Chicago Main Line, N&W, the Bessemer & Lake

Erie RR, which operates from Wallace Junction via
trackage rights over the N&W Ry. and the Buffalo-Chi-

cago Line, PC. This line, except for the portion between

Union City and Corry, was described as potentially ex-

cess in the U.S. DOT Report (see Zone 51).

Traffic and Operating Information

Stations (owith their 1973 carloads) served by this line:

Union City --- - - ---- 715
Waterford ----- 67
Belle Valley_ - - 4
Corxy - 22
Erie ---------------- 734

Total carloads generated by the line-.- -- 1, 747

Average carloads per week-- -33.6
Average carloads per mile- ------- 51.2
Average carloads per -train_-...- _- 5.8

3973 Operating Information:
Number of round trips per year-.... 300
Estimated time per round trip (hours) 10.5
Locomotive horsepower-_- 3,000
Train crew s5ze_•- -
"Includes only traflic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicates that

.753
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PC to Buffalo -*

Erie -- &W to Buffalo
PC ClevelanERIE (Milepost 2.9)

PC Chautauqua
S- ,- l Secondary Track
• "°."?Wallace iunetion 34.1 miles EL to Hornell

N&W to Cleveland :... and Ho
4 ERIE SECONDARY Union City

Bessemer & Lake TRACK, PC. A ORRY
Erie RR to Albion .......

EL to Chicago AI t

PC to Oil City
PC to Warren and
Emporium

according to Pennsylvania DOT, this is part of the only
diagonal route across the State's coal reserves that serves
both Erie -and Philadelphia. Pennsylvania DOT esti-,
mated this line segment from Erie to Union City gen-
erates 1,383 carloads per year and that the average car-
loads per route-mile is 58. Union City Chair Company
completed a $250,000 plant investment in 1973 and an-
ticipatedIInestinganother $100,000 in 1974. The Erie-
CraNord Dairy Coop. recently built a $340,000 mill.

In a statement to Pennsylvania DOT, Hammermill
Paper stated that they are expanding their Erie 'pulp
mill to 740 tons per day in 1974. Hammermill ships from
Erie to Lock Haven (a distance of 283 miles) through
Corry, Warren and Ridgway.

Information for Line Retention Decision

Revenue received by PC ------------------- $907, 803

Average revenue per carload --------------- $520

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 513,343
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading cost)-_ 0
Cost incurred beyond the branch line!---- 410,335

Total variable (avoidable) cost ------

Net contribution (loss) : total --------------
Average per carload ...........

923, 678

(15,875)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). Al-
though this line produced a small loss in 1973, the near-
term traffic potential likely will enable financial self-
sufficiency.

Recommendation

It is recommended that the Erie Secondary Track be
included in the ConRail System.

PORTION OF THE EMPORIUM SECONDARY
TRACK

USRA Line No. 646a
Penn Central

Chautauqua
Erie Secondary |a Secondary Track, PC, to Brocton
Track, PC - I | EL'Hoboken-Chicago line
to Erie % 7 |

% ;./ /--Valloy Branch,
CORRY 2 9.7; ,. PC

;/q f /STRU Warren

Titus PORTION OF -PC to
Secondary EMPORIUM I Williamsport
Track, PC, SECONDARY
To Oil City TRACK, PC Struthers Running

Track, PC

This portion of the Emporium Secondary Track,
formerly part of the Pennsylvania RR, extends from
Corry (Milepost 37.0) to Varren, Pa. (Milepost 66.7),
a distance of 29.7 miles, in Erie and Warren Counties,
Pa. A continuation of this line extends southward from
Warren to Ridgeway. Connections include the Erie
Secondary Track from Corry to Erie, the Titus Second-
ary Track from Corry to Oil City, the Chautauqua Sec-
ondary Track from Corry to Brockton, N.Y., the Valley
Branch from Warren to Falconer, all PC. All of these
connecting lines are under study in this report. The
Erie Lackawanna's Jersey City-Chicago line also
crosses at Corry. This line was not studied in the U.S.
DOT Report (see Zones 51 and 75).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
W arren I ------------------------------------------
Struthers' ----------------------------------------
Star B rick ............... r -------------------------

270
3,185

08
Irvineton ----------------------------------------- 0
Youngsville --------------------------------------- 0
Colza -------------------------------------------- 4
Corry1 -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  2, 211

Total carloads generated by the line ------------- , 755
Average carloads per week --------------------------- 110.7
Average carloads per mile --------------------------- 201.0
Average carloads per train -------------------------- !.. 20. 0
1973 operating information:

Number of round trips per year ---------------------- 275
Estimated time per round trip (hours) ------------- 10.5
Locomotive horsepower ---------------------------- 2,000
Train crew size ------------------------------------ 5
I Includes only traffic on segment.

Information Provided by RSPO, Shipping, Government

Agencies

Information provided at the harings conducted by
the Rail Services Planning Office as reflected in their
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reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Siruthers Wells Corps., which manufactures higlly
specialized equipment, is under contract with the Dept.
of Defense and the Atomic Energy Comm., and stated
there is no feasible alternative to rail transportation for
80% of its shipments. In a statement to Penn. DOT,
Hammermili Paper stated they are expanding their
Erie pulpmill to 740 tons per day in 1974. Large quan-
tities of pulpwood and woodehips are shipped by rail
from Lock Haven and other eastern points to Erie. In
1974 they expect to shipL 1,521 cars (each loaded with 80
tons) to Erie over the PC track sections which have
been termed potentially excess.

PC staff indicate Warren Car Co. is a railway equip-.
ment repair company and that rail equipment is dead-
headed in and out for repair.

A statement by Perry A. Davidson-, United Refining
Co. to Penn. DOT, indicated -this company is the only
independent refiner-marketer of petroleum products in
the Eastern-United States. Completion of new facilities
at their refinery, Warren, Pa., in May 1974, increased
the capacity to approx. 42,000 barrels per day. He stated
this increase must be distributed to their numerous
marketing areas. In 1973, United shipped from Warren,
458 jumbo-sizo tank cars (30,000 gal. capacity). He
urges continuation of rail service from Erie through
Corry, Warren and Williamsport, Pa. John P. Wendell
of United Refining stated that there is no alternative to
rail movements for the quantity of petroleum products
shipped by rail from Warren.

.Information for Line Retention Decision

Revenue received by PC ......
Average revenue per carload ------------- $262

$1,510,411

Variable (avoidable) cost of continued Serv-
ice:

Cost incurred on -the branch line.... 454,779
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ------------------------------ 0

Cost incurred beyond the branch line .... 944,924

Total variable (avoidable) cost ----------- - 1, 399, 703

Net contribution (loss): total 110,708
Average per carload --------------------- 19

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I tfiack, which has a
maximum safe operatig speed of 10 mph).

Recommendation

It is recommended that this portion of the Emporium
Secondary Track be included in the ConRail System.

PORTION OF THE OIL CITY SECONDARY
TRACK

USRA Line No. 647

Penn Central

\4-.PC to
\ Oil cityX

PORTION OF
-OIL CITY -

SECONDARY
TRACK, PC

B&O RR

Allegheny
Secondary
Track, PC--uI

I

Low Grade
Secondary

!-Track, PC

This portion of the Oil City Secondary Track, for-
merly part of the Pennsylvania RR, extends from Red
Bank (Milepost 03.5) to Emlenton, Pa. (Milepost 90.3)
a distance of 214 miles, in Venangoand Clarion Counz-
ties, Pennsylvania. This line connects-with the Alle-
gheny Secondary Tra.ck also under study in this Report,
and the PC Low Grade Secondary Track, at Red Bank-
Parkers Landing is also served by the Baltimore &
Ohio RR (opposite side of the Allegheny River). At
Emlenton this line continues on to Oil City-which sec-
tor is also under study in this Report. This line was not
studied in the U.S. DOT Report (see Zone 75).

Traffic and Operating Information
Stations (with thelr1I73 carloads) served by this line:

E. Brady 321
Parkers Landing 1
Foxburg 35
Emlenton - - 2,274

Total carloads enerated by the Line . 2, 631
Average carloads per we50.6
Average carloads per mile.- 129
Average carloads per train. 10.5
1973 operating Information:

Number of round trips per year----- 250
Estimate time per round trip (hours) 11.0
Locomotive horsepower -2,000
Train crew size 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
-- ided at, the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."
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Information for Line Retention Decision
Revenue received by PC -------------------- $784,249
Average revenue per carload. ------------- $298

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 829,445
Cost of upgrading branch line to FRA

FRA Class I: (1/10 of total upgrading
cost) ------------------------------ 0

Cost Incurred beyond the branch line... 24, 284
Total variable (avoidable) cost- ..--------- 853,729

Net contribution (loss) : total ---------------- (9,480)

Average per carload -------------------- (26)

This line would require no upgrading to meet the
,requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

This line currently is-served from the south. The pro-
posed operating plan proposes services to Emlenton
from the north. Without -the Emlenton traffic this line
is a deficit operation.

Recommendatjon

It is not recommended that this portion of the Oil
City Secondary Track be included in the ConRail Sys-
tem, rxcept for the traffic at Emlenton, Pa.

PORTION OF OIL CITY SECONDARY TRACK

USRA Line No. 647a

Penn Central

Franklin
Branch,
EL RR-,

Titus Secondary
Track, PC to Titusville

EMLENTONJ/

/4-PC to
/ Red Bank

/

This portion of the Oil City Secondary Track, form-
erly part of the Pennsylvania RR, extends from Emlen-
ton (Milepost 90.3) to OiZ City, Pa. (Milepost 133.2),
an actual distance of 36.0 miles,, in Venango County, Pa.

Continuation of this line runs from Emlenton to Red
Bank (also under study in this report as potentially
excess). At Oil City this line continues on to Titusvillo
as the Titus Secondary Track, and PC connects with the
Oil City Industrial Track, PC, to Tidioute. Both of
these segments are also under study in this Report. Also
at Oil City this line connects with the Franklin Branch.
EL Railroad. This line was not studied in the U.S. DOT
Report (see Zone 75).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
S. Oil City -------------------------------------- 0
Oil City '----------------------------------- 2,083

* Total carloads generated by the line ------------ 2, 083
Average carloads per week ------------------------ 40.1
Average carloads per mile ---------------------------- 57.9
Average carloads per train --------------------------- 1 0.4
1973 operating information:

Number of round trips per year --------------------- 200
Estimated time per round trip (hours) -------------- 12
Locomotive horsepower ----------------------------- , 000
Train crew size ------------------------------------ 8
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information 'for Line Retention Decision

Revenue received by PC-------------------------- $437, 783
Average -revenue per carload ------------- $210

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 398,121
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)-_ 0
Cost incurred beyond the branch line .... 262,188

Total variable (avoidable) cost ..----------- 660, 259

Net contribution (loss) : total --------------------- (222, 520)
Average per carload ------------------------------ (107)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Tis line is required to serve Fmlenton on USRA
segment no. 64:1.

Preliminary Recommendation

It is recommended that this portion of the Oil City
Secondary Track be included in the ConRail System.
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PORTION OF ALLEGHENY SECONDARY TRACK

USRA Line No. 648

Penn Central

PORTION OF
ALLEGHENY
.SECONDARY

TRACK, PC -

---P Cto Oil CityI
RED BANK

Pittsburg &
-Shawmut RR

m'anonrng .....,4 r-B&O Pittsburgh-
4. Buffalo line

34.3 miles Mosgrove

SCHIENLEY

*+ -PC to
I Kiskiminetas JEL

This portion of the Alegheny Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Schenley (Milepose'29.2) to Red Bank, Pa. (Milepost
63.5), u distance of 3.3miles, in Clarion and Armstrong
Counties, Pa. This line continues south to Kis-
kiminetas Junction and north to.Oil City; the northern
extension is also under study in this Report. The B&O
crosses at Mosgrove and the Pittsburg-Shawmut Rail-
road runs parallel from Schenley to Mahoning and then
runs east. This line was not studied in the U.S. DOT
Report (see Zone 75).

Traffic and Operating Information

Stations (with their 1973 carloads) served'by this line:.
Godfrey-- ------ ----------
Kelly -----

Logansport - -
7ord City-

Templeton-------------- ------
Rimerton----------

Total-carloads generated by the line ----------- 2,881

Average carloads per week ----------- ----- 45.8
Average carloads per mile. - ---------------- 69.4
Average carloads per train ..------ ....----------- 7.0
1973 operating information:

WNumber of round trips per year 340
Estimated -time per rdund trip (hours) ------------ 12.0
'Locomotive horsepower .......... 4,000
Train crew size--------------------------------------5

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Congressman J. Murtha in
testimony on unother segmeht said the Eljer Plumbing

Ware Co. at Ford City would be hard hit by
abandonment.

Information for Line Retention Decision
Revenue received by P0_. .__
Average revenue per carload__...... $371

*8, 333

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line--.... 589,278
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line._ f36, 20T

Total variable (avoidable) cos 1,125, 485

Net contribution (loss) : total -----..... (242,152)
Average per carload_ _ ... (102)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimmn safety standards (Class I track, which has a
maximum safe operating speed of 10 m.pi.h).

Preliminary Recommendation

It is not recommended that this portion of the ARe-
gheny Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue -nd cost levels, this -line generates en annual
excess financial burden amounting to $242,152 br $102
per carload. Recovery of costs would require approxi-
mately a 70 percent increase in traffic or a 25 percent
rate increase over the 1973 levels.

0 PORTION OF THE TITUS SECONDARY TRACK

USRA Line No. 649

Penn Central

I--PC to Cony

TITUSVILLE

PORTION -
OF TITUS
SECONDARY 17.1 miles
TRACK. PC /,_Oil City
F R CkKn PC . K~Industrial

Franklin/ Track, PC
Brc - -OIL CITY
EL RR 44-0il City

Secondary
Track. PC

This portion of the Titus Secondary Track, formerly
part of the Pemisylvania RE, extends from Tiusn7le
(Milepost 119.9) to Oil City, Pa. (Milepost 137.0), a
distance of 17.1 miles, in Crawford and Venango Coun-
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ties, Pa. A continuation of this line runs north to Corry,
which is also'under study in this Report. At Oil City
this line connects with the Oil City Secondary Track,
PC to Emlenton and the PC Salamanca Branch
to Tidioute, both of which are *lso under study in this
Report. Also at Oil City, this line connects with the
Franklin Branch, EL Railroad. This line was not
studied in the U.S. DOT Report (see Zone 75).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
M Clintock --------------------------------------- 465
Rouseville ----------------------------------------- 2, 858
Titusville ----------------------------------------- 579
Oil City I -------------------------------------------- -445

Total carloads generated by the line ------------ 4,347
Average carloads per week ------------------------ 83.6
Average carloads per mile ----------------------- 254.2
Average carloads per train ------------------------ _ 14.5
1973 operating information:

Number of round trips per year ------------------- 300
Estimated time per round trip (hours) -------------- 9.0
Locomotive horsepower -- ----------- 2,000
Train crew size ------------------------------------ 4
1 Includes only traffic on this segment.

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Titusville Area Chamber of Commerce estimated
that Titusville ships 550 rail cars a year and expects to
ship 1,000 in 1975. They would like to see service re-
tained south through Oil City, East Brady, Templeton
and Ford City. There are 25 shippers on the patron list.

Information for Line Retention Decision

Revenue received by PC
Average revenue per carload ----------- $438

Variable (avoidable) cost of continued
service:

Cost incurred On the branch line ------ 310,728
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading
cost) ------------..........------ 0

Cost incurred beyond the branch line-- 1, 375,563

Total variable (avoidable) cost . ------

$1, 905, 155

1,0680,291

Net contribution (loss) :"total --............ 218, 864
Average per carload ................. 43

This line would require no upgrading t6 meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.).

Recommendation

It is recommended that this portion of the Titus Sec-
ondary Track be included in the ConRail System.

PORTION- OF ALLEGHENY SECONDARY TRACK

USRA Line No. 650

Penn Central

Portion To Oil City
Allegheny
Secondary
Track, PC -41 KISKItINETAS

JUNCTION
PC to Pittsburgh/ -.

Conemaugh line,
PORTION OF-I PC,to Jolnstown
ALLEGHENY
SECONDARY V'-12.6 miles
TRACK,PC LOGANS FERRY

14--PC to PittsburghI

This portion of the Allegheny Secondary Track,
formerly part of the Pennsylvania RR, extends from
Lbgans Ferry (Milepost 16.1) to Kiskimintas Ju2w.
tion, Pa. (Mfilepost 28.7), a distance of 123.6 inies, in
Westmoreland and Allegheny Counties, Pennsylvania.
A continuation of this line runs north to Schenley and
south to Pittsburgh, both of which are under study in
this Report as potentially excess;. This line also con-
nects.with the Conemaugh line, PC, at Kiskiminetas
Junction. This line was not described as potentially ex-
cess in the U.S. DOT Report.

Traffic and Operating Information
Stations (with their 1973 carloads) served by thIs line:

Logan's Ferry " ------------------------------------ 484
Parnassus ---------------------------------------- 0
New Kensington ----------------------------------- 2, 643
Braeburn ------- --------------------------------- 7

Total carloads generated by the line ------------- 3, 031
Average carloads per week ------------------------- 6. '1
Average carloads per mile ---------------------------- 210. 8
Average carloads per train ----------------------.. 12. 1
1973 operating information:

Number of round trips per year ---------------------- 260
Estimated time per round trip (hours) --------------- 11
Locomotive horsepower ------------------------- 1, 000
Train crew size ----------------------------------- 4
"Includes only traffic on segment.

Information Provided by RSPO, Shippers, Governmont

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as. reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
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concern exists regarding the effect of rail reorganization
on mass transit plans. One of the Afve proposed lines
for this mass transit systea was from Pittsburgh to New
Kensington.

Information for Line Retention Decision
Revenue received by PC ---------- ---- $1,316,8
Average revenue per carload .------------- $434

Variable (avoidable) cost of
continued services:

Cost incurred on the branch line ------- 288, 220
Cost of upgrading branch line to

FRA Class I (1/10 of total
upgrading cost) ----------------- 26,425

Cost incurred beyond the branch line ___ 674,853

Total variable (avoidable) cost ------------- 989,507

Net contribution (loss) total -------------------- 327,357
Average per carload --------------- 108

This line would require upgrading to meet the re-
t quirements of the Federal Railroad Administration's

minimum'safety standards (Class I track, which has
- a maximum safe operating speed of 10 mph). Based on

available information, this upgrading would include
the replacement of a total of 3,740 crossties (an average
of 296 crossties per mile).

Although service to this line generates a net con-
tribiition, service to that portion of the line from Mile-
post 18.6 to Milepost 28.7 generates a loss amounting
to $97,768 or $13,967 per carload.

Recommendation
It is recommended that the portion of the Allegheny

Secondary Track from Milepost 16.1 to Milepost 18.6
be included in the ConRail System.

Preliminary Recommendation
It is iWt recommended-that the portion of the Alle-.

gheny Secondary Trck from Milepost 18.6 to Milepost
28.7 be included in the ConRail System. Continued op-
eration of this line would require a rail service continua-
tion subsidy. Under 1973 traffic, revenue and cost levels,
this line generates an annual excess financial burden
amounting to $97,768 or $13,967 per carload. Recovery
of costs would require approximately a one hundred
fold increase in traffic or a 5,655 liercent rate increase
over the 1973 levels.

PORTION OF ALLEGHENY SECONDARY TRACK

USRA Line No. 650a

Penn Central

This portion of the Allegheny Secondary TraCk, for-
merly part of the Pennsylvania RR, extends from Pitts-
burgh (Milepost 4.6) to Logams Ferry, Pa. (Milepost
16.1), bL distance of 11.5 miles, in Allegheny County, Pa.

PITMUnGH (I TH ST.)

1I.Sf ls . . .. c _ PC . . . .. h Lin

P r 3 , LOGNS FERY

PC tSL Le.I.-4/ % %. j% Tr& o ikP-rietJ~

PC t3 t A
PORTION. ALLEQ4EKY
SECORDAY TACK. PC

A continuation of this line runs north to Kisminetas
Jct. (which is also under study in this Report). At
Pittsburgh, connections are made with lines diverging.
This line was not described as potentially excess in the
U.S. DOTReport (see Zone 76).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Verona

Oakmont-
Barking

2,564
2,198

3

Total carloads generated by the line.-....... 4, 765
Average carloads per week.. ....... 91.6
Average carloads per mile--.... ...... 414.4
Average carloads per train- 19.1
1973 operating Information:

Number of round trips per year ........... 250
Estimated time per round trip (hours) 5
Locomotive horsepower ........ ... 800
Train crew s .- 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report' indicated that.
future plans for mass transit would be greatly affected,
by the abandonment of this line. One of the five pro-
posed routes for the mass transit system runs from
Pittsburgh to New Kensington, which is just north of
Logan's Ferry.

Information for Line Retention Decision

Revenue received by PC ------------------ $1,544,602
Average revenue per carload-..------- $324

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line----- 262-347
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost) - 23,118
Cost incurred beyond the branch line- 847,944

Total variable (avoidable) cost ----- _ 1,133,409

Net contribution (loss): Total-- - 411,193
Average per carload_ 86

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
mximium safe operating speed of 10 mph). Based on
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available information, this upgrading would include
the replacement of a total of 3,460 crossties (an average
of 301 crossties per mile).

Recommendation
It is recommended that this portion of the Allegheny

Secondary Track be included in the ConRail System.

PORTION OF RIDGWAY SECONDARY TRACK

USRA Line No. 651

Penn Central

B&O to Bradford
EL has trackage :

rights -.

Pittsburg &
Shawmut RR - EL Toby Branch
To Kittanning

.....*"* BROCKWAY

PORTION OF
RIDGWAY _ _ 8.3 miles
SECONDARY : +- Low Grade
TRACK, PC Secondary Track,..-- C - PC, to Driftwood
Low Grade -- s,/ DuBois
Secondary CoIN PC to ClearfieldTrack, PC, : \%
Torak C, 0 (PC Trackage
to Red Bank t Rights over B&O RR)B&O RR

to Pittsburgh

This portion of the Ridgway Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Brockway (Milepost 19.0) to Falls Creek, Pa. (Mfile-
post 27.3), a distance of 8.3 miles, in Jefferson County,
Pa. The Pittsburgh & Shawmut RR and the Erie Lack-
awanna Ry connect with this line at Brockway. This
line continues south to Curwensville (via trackage
rights over the B&O, -which is also under study in this
Report). The Low Grade Secondary Traclk PC, con-
nects at Falls Creek and runs west to Red Bank and
east to Driftwood. The Baltimore & Ohio RR rims
parallel to this line and continues north to Ridgway and
south to Curwensville or Pittsburgh, forking near Du-
Bois. This line was not described as potentially excess-
in the U.S. DOT Report (see Zone 74).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Brockway ---------------------- ----- 2
Mlinns ---------------------------------------- 627

Total carloads generated by the line -------------- 629
Average carloads per week ------------------------ 12.1
Average carloads per mile ------------------------- 75.8
Average carloads per train -------------------------- 5.2
1973 operating information:

Number of round trips per year -------------------- 120
Estimated time per round trip (hours) --------------- 9. 0

Locomotive horsepower ---------------------------- 2000
Train crew size -----------------------------------

Jnformation Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tionl's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC --------------.. . .---------- $101,597
Average revenue per carload ---------------- $257

Variable (avoidable) cost of continued service:
Cost incurred on the branch line -------- 131,575
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 8,120
Cost incurred beyond the branch line ---- 128,089

Total variable (avoidable) cost --------------- S, 0690

Net contribution (loss) : total --------------------- (107, 093)
Average per carload --------------------- (170)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 1,250 crossties (an average
of 151 crossties per mile). An evaluation of coal reserves
by USRA staff confirms there is an active coal loading
facility (Minns Coal) on this line and traffic may in-
crease.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Ridgway Secondary Track not be
included in the ConRail System, the possibility of min-
able coal must be explored before a final recommenda-
tion can be made. Without immediately increasing reve-
nue, continued operation of. this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to-$107,093 or $170
per carload. Recovery 6f costs would require approxi-
mately a three-fold increase in traffic or a 65 percent
rate increase over the 1973 levels.

IRVONA BRANCH

USRA Line No. 653

Penn Central

The Irvona Branch, formerly part of the Pennsyl-
vania RRextends from Cresson (Milepost 0.0) to Glas-
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IrvonaIrvona 
GLASGOWf

IRVONA BRANCH -4
PC to Blandburg

Cresson 36.7 miles
Secondary /

\ Track, PC /
Black Lick CRE SO
Secondary CRSO
Track, PC Ebensburg / PC Main Line

Junction / Philadelphia-

// Pittsburgh/,,
To Pittsburgh

gow, Pa. (Mlepost 36.7), a distance of 36.7 rdlc, in
Clearfield and Cambria Counties, Pertnsylvania. At
Cresson this line connects with the Cresson Secondary
Track and the Philadelphia-Pittsburgh Main Line, both
PC. At Irvona it connects with a PC line to Madera,
also under study in this report. This line was not de-
scribed as-potentially excess in the U.S. DOT Report
(see Zones 74 and 78).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Glasgow ------------------------- ---- 111
Coalport --------------------------------------- 0
Irvona ------------------------------ --- 95
Ashville ---------------------------------------- 4
Flinton --------------------------- --------- 2
Caskey ------------------------------------------ 0
Irvona Mine #1 ------------------------------ 1,649
Cammos Mine 1 ----------------------------- 792

Total carloads generated by the line ------------ _ 4,03
Average carloads per week .... 8 - 9.5
Average carloads per mile ------------------------ 12M.8
Average carloads per train -------------------------- 3L 0
1973 operating information:

No. of round trips per year ----------------------- 10
Estimated time per round trip (hours)___=...... 12. 0
Locomotive horsepower ---------------------- 2,000
Train crew size ------------............. 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretaryof Transporta-
tion's Rail Service Report.."

Information for Line Retention Decision

Revenue received -by PC ----------------- $1, 484, 885
Average revenue per carload-------- $319

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line..- 467, 736
Cost of upgrading branch line to FRk

Class I (1/10 of total upgrading cost) - 35, 789
Cost incurred beyond the branch line 9-3,604

Total variable (avoidable) cost- i, 427,129

Net contribution (loss) : total..... 57,756
Average per carload 12_

Tis line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 4,743 crossties (an average of
129 crossties per mile).

An evaluation of coal reserves adjacent to this line
by USRA and Pqnn Central staff indicates that there
are active coal loading facilities along this branch.

Recommendation

It is recommended that the Irvona Branch be in-
cluded in the ConRail System.

BLACK LICK SECONDARY TRACK

USRA Line No. 655

Penn Central

Cambria&
Indiana Indiana RR I
Secondary I / .\1
Track, PC-4 !  •-- Cresson

9, : : Secondary
• • .... -Track, PCn&n RR--a• BLACK •[

LICK . .Nantygio
Josephine _ Res EBENSBURG

PC to---/ -36.9 miles JUNCTON

Blairsville, BLACK LICK
SECONDARY TRACK, PC

The Black Lick Secondary Track, formerly part of
the Pennsylvania RR, extends from Ebevsnurg Junc-
tion (Milepost 0.4) ,to Black Lick, Pa. (Milepost 43.3),
a distance of 3.9 mi7es, in Cambria and Indiana Coun-
ties, Pennsylvania. At. Ebensburg Jct., the Cresson Sec-
ondary Track, PC, runs eastward to Cresson and north
to Bradley Junction. The Cambria & Indiana Railroad
connects with this line at 1antyglo and Raxis. At Black
Lick the Indiana Secondary Track, PC, runs north to
Indiana and south to Blairsville. The former section is
also under study in this Report. The Baltimore & Ohio
Railroad serves Josephine (near Black Lick) from
Pnxsutawney. This line was not described as poten-
tially excess in the U.S. DOT Report (see Zones 74 and
78).
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7raffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Ebensburg ---------------------....... ..------ 5, 343
Nantyglo ----------------.. .---- ---------------- 43, 805
Vintondale -------------------------------------- 1
Rexis ------------------------------------------- 6
Dilltown ---------------------------------------- 0
Dins ------------------------------------------- 9
Heshbon ---------------------------------------- 1
Josephine --------------------------------------- 1
Black Lick ------------------------------------ 101

Total carloads generated by the line ----------- 49,267

Average carloads per week ------------------------ 947. 4
Average carloads per mile ------------ --- 1,335.2
Average carloads per train ------------------------ 98. 5
1973 operating information:

Number of round trips per year -------------------- 500
Estimated time per round trip (hours) ------------ 8.0
Locomotive horsepower ......- .------------ 14, 000
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the -Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC -------------------- $13, 302, 974
Average revenue per carload ----------- $270

=

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -- 1, 469, 592
Cost of upgrading branch, line to FRA

Class I: (1/10 of total upgrading
cost) --------------------------- 19,-42

Cost Incurred beyond the branch line 8, 618, 019

Total variable (avoidable) cost -------- ------ 10,107, 034

Net contribution (loss) : total ------------------- 3,195, 940
Average per carload ----------------- . ' 65

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 2,500 crossties (an average of
68 crossties per mile). An evaluation of coal reserves by
USRA and Penn Central Staff indicates there are active
loading facilities on this line and traffic may increase
(Vinton Colliery No. 6; Oneida Mining Co. No 4;
North Cambria Fuel Co.; and North American Coal
Co.). Furthermore, this track is used as a route for in-
terchange with the Cambria & Indiana RR, and as a
route for moving unit coal trains, either westward or
eastward for movement beyond, on the PC Pittsburgh

to Philadelphia line. A new unit train from Oneida
Mine moves over this line.

Recommendation

It is recommended that the Black Lick Secondary
Track be included in the ConRail System.

PORTION OF INDIANA SECONDARY TRACK

USRA Line No. 655a

Penn Central

k+PC to IndianaI
PORTION OF
PC INDIANA BLACK LICK
SECONDARY
TRACK ttPCto

1 4.4 iles bensburg
PC to Kiskiminetas * 4.4miles and Cresson
Junction and Pittsburgh ".7rs

BLAIRSVLLEZcPC Conemaugh line
to Johnstown

This portion of the Indiana Secondary Track,
formerly'part of the Pennsylvania RR, extends from
Blairsville (Milepost 2.9), to Black Lick, Pa. (Milepost
7.3), a distance of 4.4 miles, in Indiana County, Pa. At
Blairsville this line connects with Penn Central,
Conemaugh line. At Black Lick PC branches from In-
diana and Ebensburg converge, both of which are also
under study in this Report. This line was not described
as potentially excess in the U.S. DOT Report (see
Zone 74).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Smith -------------------------------------------- 1

Total carloads generated by the line ..- ..... 1

Average carloads per week ----------------------- 0.02
Average carloads per mile ------------------------ 0.2
Average carloads per train ------------------------ 0.5

1973 operating information:
Number of round trips per year ----------------------.
Estimated time per round trip (hours) ------------ --

Locomotive horsepower --------- : .---------------- 2, 000
Train crew siz ------------------------------------- 5

Information Provided by RSPO, Shippers, Government
Agencies'

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Plannilig Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."
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Information for Line Retention Decision

Revenue received by-PC --------------------------
Average revenue per carload. ----------- -- $263

$263

Variable -(avoidable) cost of continued

service:
Cost incurred on tWe branch line ..------- 28,337
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) 4,544
Cost incurred beyond the branch line--- 394

Total variable (avoidable) cost -------------- 33,275

Net contribution (loss) : Total ------------------ (33,012)
Average per carload - (33,012)

This- line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum-safe operating speed of 10 mph). Based on
available inforniation, this upgrading would include
the replacement of a total of 600 crossties (an average
of 136 crossties per mile.

An evaluation of coal reserves by USRA staff indi-
cates this line is currently used as a high volume through
route for coal shipments. Therefore, this segment is
still being considered for feeder service connectivity.

Preliminary Recommendation

It is not recommended that this portion of the Indi-
ana Secondary Track be included in the ConRail Sys-
tem. Continued operation of this line would require a
rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden aniounting to $33,012 or $33,012
per carload. Recovery of costs would require both an
increase in traffic and a iate increase over the 1973
levels.

PORTION OF MORRISON COVE SECONDARY

TRACK

USRA Line No. 656

Penn Central

This portion of the Morrison 'Cove Secondary Track,
formeily part of the Pennsylvania RR, extends from
Hoqidaysburg (Milepost 8.0), to Brooke's Mills, Pa.
(Milepost 14.2), a distance of 6.2 mies, in Blair County,
Pennsylvania. A' continuation of this. line runs from
Brooke's Mills to Martinsburg (alsb under study in this
Report). The Bedford Secondary Track connects with
this line at Brooke's Mills and is also under study in this
Report. At -Hollidaysburg, the HT&P 'Secondary Track,
the H&P Branch, and the New Portage Secondary
Track, all connect with this P.C. line. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 79).

14 H&P Branch, PC

Niw Portage 1. H&P
Secondary Secondary

Track. PC7 Track.PC

HOLLIDAYSBURG

PORTION..OF-- m
MORRISON OVEes

SECONDARY
TORION PCOV BROOKE'S MILLS

Bedrord "-/ \4- Portion Morrison
Secondary / \ Cove Secondary
Track, PC / \ Track, PC

Information for Line Retention 'Decision

This line does not directly serve any shippers. It is
used to serve traffic generated on USRA line numbers
216 and 657. The Recommendation is that these seg-
ments be included in ConRail.

Recommendation

It is recommended that this portion of the Mlorrision
Cove Secondary Track be included in the ConRail
System.

PORTION OF MORRISON COVE SECONDARY

TRACK -

USRA Line No. 657

Penn Central

!+--PC to Hollidaysburg

BROOKE'S

Bedfoid MILLS 
' 8.0 mile

Secondary -
Track, PC-41)/ M

PORTION, MORRISON
COVE SECONDARY
TRACK. PC

IARTINSBURG

artinsburg

i Junction
14-PC to Curry
I

This portion of the Morrison Cove Secondary Track,
formerly part of the Pennsylvania RR, extends from
Brooke's Mills (Milepost 14.2) to Martinsburg, Pa.

- (Milepost 22.2), a distance of 8.0 miles, in Blair County,
Pa. A continuation of this line runs from Brooke's-
Mills to Hollidaysburg (also under study in this Re-
port). Also at Brooke's Mills, this line connects
with the Bedford Secohdary Track, PC (also under
study in this Report). At MAurtinsburg.Junction, -this
line continues on to Curry (which sector is alqo under
study in this Report). This line was not de&cribed as
potentially excess in the U.S. DOT Report (see Zone
79).
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Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

MIcIKee ----------------------------------------- 2
Roaring Springs ------------------------------ 1,126
Mfartinsburg ----------------------------------- 243

Total carloads generated by the line- -1, 371
Average carloads per week ------------------------ 26.4
Average carloads per mile ------------------------- 171.4
Average carloads per train ------------------------ 13. 7
1973 operating information:

Number of round trips per year
Estimated time per round trip (hours)............
Locomotive horsepower .......................
Train crew size ....

100
4.0.

1,200
4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Martinsburg Milling Co. generated 90 carloads of feed
grains in 1973; Ober's Feed Store generated 32 carloads
in 1973, Spring Cove Packers generated 81 carloads;
Young's Inc. is projecting 150 carloads, and Appleton
Paper Co. (Div. of National Cash Register) estimated
958 carloads in 1973 and is projecting 1,237 carloads.
Information submitted at the Altoona hearing from
Robert A. Halloran, Southern Alleghenies Planning &
Development Commission, indicates both the Roaring
Spring Blank Paper Co. and the Appleton Paper plant
could not survive without rail service. °

Information for Line Retention Decision
Revenue received by PC ------------------------ $663, 468
Average revenue per carload ..-------- -- _ $484

Variable (avoidable) cost of continued
service:

Cost incurredon the branch line ------- 111, 915
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ---------------------------- -9,270

Cost incurred beyond the branch line.-. 366, 056

Total variable (avoidable) cost -------------- 487,241

Net contribution (loss) : total ------------------- 176,227
Average per carload --------------------- 129

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include the
replacement of a total of 950 crossties (an average of
119 crossties per mile).

Recommendation
It is recommended that this portion of the Morrison

Cove Secondary Track be included in the ConRail
System.

1973 operating information:
Number of round trips per year ....................
Estimated time per round trip (hours) .............
Locomotive horsepower ...........................
Train crew size ................- --..................
I Includes only traffic on segment.

220
0

1, 200
4

Information Provided (by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" noted that rail
service was inadequate because shippers could not get
the cars they needed. Information received from the
State of Pennsylvania's Response to the DOT Report
indicates that annual traffic on the line totals 4,170 car-
loads.

PORTION OF MILROY SECONDARY TRACK

USRA Line No. 658

Penn Central

\4- PC to Reedsville

PORTION OF YEAGERTOWN
MILROY lBumham t aitland
SECONDARY a-4 - Industrial

TRACK, PC /Track, PC
3.9 mniles L EWSO_ "

EWISTOWN PC Philadelphia-To Pittsburgh-4/ Pittsburgh Line

This portion of the Milroy Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Lewistown (Milepost 0.0) to Yeagertnmn, Pa. (Mile-
post 3.9), a distance of 3.9 mites, in Mifflin County, Pa.
A continuation of this line runs north from Yeager-
town to Reedsville (also under study in this report).
At Lewistown this line connects with the PC Phila-
delphia-Pittsburgh line and the Maitland Industrial
Track, PC, the latter also under study. This line was
not described as potentially excess in the U.S. DOT Re-
port (see Zone 80).

Traffic and Operating Information

Stations (with their 1073 carloads) served by this line:
Burnham ---------------------------------------- 3, 260
Yeagertown --------------------------------------- I
Lewistown - --------------------------------------- 41

Total carloads generated by the line ------------ 3, 308
Average carloads per week ------------------------- 63.8
Average carloads per mile ------------------------ & . 2
Average carloads per train ------------------------ 1-. 1.0
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Information for Line Retention Decision

Revenue received by PC ------ --------------- $1, 53, 020
Average revenue per carload ------------ $500

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line_-- 195,027
Cost- of upgrading branch line to P'A

Class I (,a of total upgrading cost)-__ 6,315
Cost incurred beyond the branch line-. 852,341

Total variable (avoidable) cosL ----------- 1, 053, 656

Net contribution (loss) total -------------------- 7909,370
Average per carload --------------------- 241

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
:available information, this upgrading would include
the replacement of a total of 500 crossties (an average
of 128 crossties.per miley.

Recommendation

It is recommended that this portion of the Milroy
Secondary Track be included in the ConRail System.

PORTION OF SHAMOKIN SECONDARY TRACK

USRA Line No. 659

Penn Central

-PC to Buffalo

RDG to- I Northumberland EL to Scranton
West Milton I ilB

• ."C ..........- -PC to Wilkes Barre

.THOMPSON , to
SUNBURY T = - Mount Cnmnel

I 2.8 miles

PC to--' )'-RDG to Reading
Harrisburg I SO IN O

SECONDARY
TRACK, PC

This portion of the Sham6kin Secondary Track form-
erly part of the Pennsylvania RR, extends from Sun-
bunry (Milepost 0.0) to Thompson, Pa. (Milepost 2.8),
a distance of 2.8 mi/es, in Northumberland County, Pa.
A continuation of this line runs from Thompson to
Mount Carmel (also under study in this Report). At
Sunbury the Harrisburg-Buffalo line connects with this
line. Also at Sunbury, the Reading Railroad intersects

-the Harrisburg-Buffalo" line and runs eastvard to Sha-
mokin, parallel to this line. This line was not described
as potentially excess in the U.S. DOT Report (see Zone
82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this
Line: Sunbury' ..........------- - 113

Total carloads generated by the llne----- 113
Average carloads per-week_. 2.2
Average carloads per m 40.4
Average carloads per train-... .--- 2.2
1973 operating Information:

Number of round trips per year-- .--.- 52
Estimate time per round trip (hours) 4
Locomotive horsepower. , 000
Train crew size .......... 4
1 Includes only traffic on cegment.

Informatign Provided by RSPO, Shipping, Government
Agencies

TLformation provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
a major anthracite coal reserve runs through this zone.
The possibility of future energy shortages has increased
the likelihood that anthracite may again be extracted
in large quantities.

Information for Line Retention Decision

Revenue received by PC- $57, D11
Average revenue per carload ---------- $509

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line__ ..... 35,659
Cost of upgrading branch line to ERA

Class I: (1/10 of total upgrading cost) - 311!555
Cost incurred beyond the branch line.. 29, 366

Total variable (avoidable) cost 8, 580

Net contribution (loss) : total, - --- 69)------------
Average per carload ------ (98)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed at 10 m.ph.). Based on
available information, this upirading would include
the replacement of a total of 180 crossties (an average
of 6-1 crossties per mile).

At this time, USRA has found no evidence of eco-
nomicaUy recoverable reserves of anthracite which
would be totally dependent upon this line.

Preliminary Recommendation

It is not recommended that this portion of the Sha-
mokin Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973" traffic
revenue and cost levels, this line generates an annual
excess financial burden amounting to $11,069 or $98 per
carload. Recovery of costs would require approxi-
mately a 40 percent increase in traffic or a 19 percent
rate increase over the 1973 levels.



10108

PORTION OF SHAMOKIN SECONDARY TRACK

USRA Line No. 659a

Penn Central

THOMPSON PORTION OF
SHAMOKIN SECONDARY

PCto I RACK,PC
Sunbury

24.3 miles

R D to . u b r .\*.. X DLukShamokin MOUNT CARMEL

RDG "  -'it. Carmel JunCtion/

/ I r- RDG t!o

/° '-RDG to Dornsife . w o
- - -- Locust Gap

and Reading

This portion of the Shamokin Secondary Track, for-
merly part of the Pennsylvania RR, extends from
Thompson (Milepost 2.8) to Mount Carmel, Pa. (Mile-
post 27.1), a distance of 24.3 miles, in Northumberland
County, Pa. A continuation of this line runs from
Thompson to Sunbury (also under study in this Re-

port). The Reading Railroad runs parallel to this line
between Mount Carmel and Sunbury. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Snydertown ------------------------- ------------- 2
Paxinos ------------------------------------------- 106
Shamokin --------- = ............................. 3,081
Locust Gap Jct ------------------------------------ 9
Sagon Jet -------------------------- -------------- 0
%1t. Carmel --------------------- ----------------- 6

Total carloads generated by the line ----------- 3,204
Average carloads per week ------------------------ 61. 6
Average carfoads per mile ------------------------ 131.9
Average carloads per train ------------------------ 21.4
1973 operating information:

Number of round trips per year -------------------- 150
Estimated time per round trip (hours) -------------- 10.0
Locomotive horsepower ------------------------- 2,000
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ---------------------- $636,430
Average revenue-per carload ------------- $199

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- $318, 886
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)_- 22, 785
Cost incurred beyond the branch line-. 19 498,771

Total variable (avoidable) cost ------------- $10, 442

Net contribution (loss) : total ------------------- (204,012)
Average per carload --------------------- (0)

- This line would require upgrading to meet the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include the
replacement of a total of 1,620 crossties (an average of
67 crossties per mile). An evaluation of the coal re-
serves by USRA staff indicates this line is currently
used as a through-route for coal shipments. Coal ship-
pers on this line aret Glen Barn, Colliery, Sun Opera-
tion, Hoover Coal, and Split Vein Coal Company.

Preliminary Recommendation

It is not recommended that this portion of the Sha-
mokin Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $204,012 or $64
per carload. Recovery of costs would require approxi-
mately a 145 percent increase in traffic or a 32 percent
rate increase over the 1973 levels. Before the Final
Recommendation is prepared, the need for this line to
serve fossil fuel will be re-evaluated.

ConRail could provide- service to many of the sta-
tions and industries on this line segment from the paral-
lel RDG line. This possibility will be evaluated.

PORTION OF WATSONTOWN SECONDARY

TRACK

USRA Line No. 660

Penn Cehtral

This portion of the Watsontown Secondary Track,
formerly part of the Pennsylvania RR, extends from
Watsontown (Milepost 0.0), to Bemoiek, Pa. (Milepost
38.1), a distance of 38.1 miles, in Northumberland,
Montour and Columbia Counties, Pennsylvania. 'This
line continues eastward for a short distance at Berwick
(which is also under study in this Report). The line
connects with the Harrisburg-to-Buffalo line of the PC
at Watsontoivn. The Millville Branch, PC, connects
with this line at Eyersgrove Junction also under study
in this Report. This line was not described as poten-
tially excess in the U.S. DOT Report (see Zone 82).
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Cost incurred beyond the branch line- $4,959,458
IF - 38.1mile s

PC to Williamsport
and Buffalo PORTION. WATSONTOWH

1 I SECONDARY TRACK. PC

SII / Milville
I - Light Street EL to SC-ton

WATS04TOWN Juflct'W'n Paper~il *e BERWIC~j
" I ( ' EesrReDG n

41 Strawberry = 1 4 3.0

PC to Sunbuiry Rde Benvck)J
and Harrisburg Bloomsbrg . ."

. ... ..'/ J- ///PC 6 Wilkes Birre

fROG to West Milton 'Rupert er

PC to Sunbury j

ROG to Reading \

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Turbotville ------- ------------------ - 35
Schuyler --------- ----- --- ------ 23

Ottawa -- ---------------- 10

Strawberry Ridge ---------- ------ 28,935

Eyersgrove Junction ------------- -------- - 0
ji.ght Street ------------------------------ 11

Berwick ------------ 1,407

Total carloads generated by the line 30,421

Average carloads per week --------- --------- - 58.0

Average carloads per mile --------------- 798.5
Average carloads per train ---------------------------- 89.0

1973 Operating information:
Number of round trips per year --------------- 342
Estimated time per round trip (hours) --------------- 12

Locomotive horsepower ------------------------- 2,000

Train crew size ------...- ............------------

Information Provided by RSPO, Shippers, G
Agencies

No specific information, concerning this lin
vided at the hearings conducted by the Rai
Planning Office as reflected in their reports ent
Public Response to the Secretary of Transp
Rail Service/Report." USRA staff received c
ence from Philco Ford concerning service to it
town plant employing 1,500 people. tSRA als
a letter from the P.P.&L. Company saying t2
carloads of coal are shipped over this line to
pany's Montour Power Plant. There is a prc
crease in coal used by that plant. The plant is
Strawberry Ridge.

Information for Line Retention Decision

Revenue received by PO-
.Average revenue per carload ----------- $221

Variable (avoidable) cosf of continued
service:

Cost incurred on the branch line-.... 891,650
Cost of upgrading branch line to FRA

Class .1: (1/10 of total upgrading
cost) ----------------------- 87, 851

ovemment

e was pro-
1 Services
itled "The
lortation's
)rrespond-
s atson-

o received
hat 29,526

the comn-

Total variable (avoidable) cost- $5, 93, 959

Net contribution (loss) : totaL- __ 776,815
Average per carload 26

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 10,500 crossties (an aver-
age of 276 crossties per mile). Penn Central Industrial
Develop. Dept. has informed USRA that a bulk fer-
tilizer plant is under construction on this line and will
result in an estimated 100 carloads of new business.

Recommendation

It is recommended that this portion of the Watson-
town Secondary Track be included in the ConRail
System.

COLUMBIA BRANCH

USRA Line No. 661

Penn Central

Lancaster Junction /4-RDG Reading &

PC to Harrisburg J Columbia Branch to/-,. Sinking Spring
PC to Harrisburg ** SngSr

/. N Secopdary Track
P C to Enola \ /. . 6.m i es ANA. E

\ ,, ~LANCASTER,

COLUMBIA U PC PC to Philaelphia

PC to --- Susquehanna Quarryville"
Perryville, Md. Branch, PC To Parkesburg

and Philadelphia

jected in- The Columbia Branch, formerly part of the Penn-.
located at sylvania R.R extends from Lancaster (Milepost 68.5),

to oumbiad, Pa (Milepost 80.1), a distance of 11.6
milesin Ltncaster County, Pennsylvania. At Columbia
this line connects with the Susquehanna Branch, PC.
At Lancaster this line connects with the following lines

$6 4,714 which are also under study in this Report: Quarryville
Track, PC, to Quarryville; New Holland Secondary
Track, PC, to New Holland; Reading and Columbia
Branch, RDG, to Lancaster Junction; the Philadelphia-
Pittsburgh, PC line, running east to Parkesburg and
west to Royalton. This line was not described as poten-
tially excess in the U.S. DOT Report (see Zone 67).
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Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Rohrerstown ------------------------------- 4,115
'Mountville --- 4 367
Lancaster L 292
Columbia 1  -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -  7

Total carloads generated by the line ---------- 4,781
Average carloads per week ------------------------ 91.9
Average carloads per mile -------------------------- 412.2
Average carloads per train ............ - 15.9
1973 operating information:

Number of round trips per year ------------------- 300
Estimated time per round trip, (hours) - 12
Locomotive horsepower ----------------------- 1,750
Train crew size -------------------------------- 4
1 Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the-Rail Services
Planning Office as reflcted in their reports entitled
"The PublicResponse to the Secretary of Transporta-
tion's Rail Service Report." USRA Staff has learned
that businesses at Columbia cannot be serviced by the
Reading as the interchange between the Reading and
the Penn Central was destroyed in 1972 by Agnes.

Information for Line Retention Decision
Revenue received by PC ---------------------- $1, 953, 013
Average revenue per carload ---------- $409

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-.. 350, 849
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) --------------------------- 0

Cost incurred beyond the branch line- 1, 359, 967

Total variable (avoidable) cost --------- 1, 710,816

Net contribution (loss) : Total ------------------- 242, 197
Average per carload ----------------- 51

This line woald require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Recommendation
It is recommended that the Columbia Branch be in-

cluded in the ConRail System.

PORTION OF NEW HOLLAND SECONDARY
TRACK

USRA Line No. 662
Penn Central

This portion of -the New Holland Secondary Track,
formerly part of the Pennsylvania RR, extends from
New Holland (Milepost 28.0), to Lancxster, Pa (Mile-

PC to
Harrisburg

j--Reading & Columbia
% Branch, RDG

\ I PC to
12.0 miles Honey Brook

LANCASTER): NEW HOLLAND l

PC to-- \ PORTION NEW
Columbia HOLLAND SECONDARY

\ TRACK, PC1%\
Quarryville X4-PC to
Branch, PC Philadelphia

post 40.0) a distance of 12.0 mile8, in Lancaster County,
Pennsylvania. A continuation of this line runs from
New Holland to Honey Brook (also under study in this
Report). At Lancaster, this line connects with the PC
Line Philadelphia-Pittsburgh, running east, to Parkes-
burg and Philadelphia and west to Royalton and
Harrisburg. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 67).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

New Holland_ -- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 3, 199
Leola -...----------------------- ------------ 1,181
Lancaster 1 - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - ---- 340

Total carloads generated by the line ------------ 4, 720
Average carloads for week ----------------------- 90. 9
Average carloads for mile --- . ..---------------------- 393.8
Average carloads per train ------------------------ 18. 9

1973 operation information:
Number of round trips per year ------------------- 250
Estimated time per round trip (hours) -------------- 8.0
Locomotive horsepower -------------------------- 1750
Train crew size ------------------------------------ 4
'Includes only traffic on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line 'Retention Decision
Revenue received by PO ..---------------------- $1, 800, 087
Average revenue per carload ------------ $383

Variable (avoidable) cost -of continued
- service:
Cost incurred on the branch line ------ 284,303
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgradingcost) __-- .. .. .. .. .. ..--.. .. 0
cost)-------------------- --------

- Cost incurred beyond the branch line-- ., 333,037

Total variable (avoidable) cos ----------- 1, 617,340

Net contribution (loss) : total ------------------- 188,747
Average per carload ------------------ 40

- 768
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This line would require no upgrading to meet the
requirements of the Federal Railroad Administrationls
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation
It is recommended that this portion of the Neiv Hol-

land Secondary Track b6 included in the ConRail Sys-
tem.

PORTION OF SOUTHWEST SECONDARY TRACK

USRA Line No. 663

Penn Central

N&W to Pittsburgh
B&0 to Pittsburgh 1,PC

* /VGreensburg

/ CONNELLSVILLE
Pittsburgh & Lake .......
Erie RR to Pittsburgh .....

/ / B&O to Baltimore

19.2 miles , -"Western Maryland Ry
./ /:" to Baltimore

-PC to Brownsville to B

Junction
/-O O OF PC SOUTHWEST

/ SECONDARY TRACK

PC Coal Lick ** Redstone Junction
Run Branch

::Uniontown

!FAIRCHANCE

'4--B&0 to Clarksburg

This portion of the S~uthwest -Secondary Track,
f6rmerly part of the Pennsylvania RR, extends from
donn lv le (Milepost 25.0), to Fairchance, Pa. (Mile-
post 44.2), a distance of 19.2 -iles, in Fayette County,
Pennsylvania. At Reading Junction this line connects
with the Redstone Secondary Track of the PC, also un-
der study in this Report. It also connects with B&O
Connellsville-to-Fairmont Branch, the N&W line to
Pittsburgh,- and the Western Maryland line to Balti-
more at Connellsville. This line also.connects with the
P&LE's branch to. McKeesport at Connellsville. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 77).

-Traffic and Operating Information. -

Stations (with their 1973 carloads) served by this line:
Watts transfer .. ----------- --------------- 410
Dunbar - ----------------------------------- 8
Mount Braddock ---------- ------------ 4
Stambaugh --------------------------------- 0

Unlontown I
Hutchinson Siding-_
Fairchance

305-
2

Laughead Ovens . . . 288

Total carloads generated by the linee--- .. 1, 032
Average carloads per e .19.9
Average carloads per e. . . 53.8
Azerage carloads'per train ----------- 6.9
1973 Operating Information:

Number of round trips per yea ...... 150
Estimated time per round trip (hours).- 7
Locomotive horsepower ------ 5,000
Train crew size ......... 5
1 
Includes only traflle on segment.

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line waspro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ...........
Average revenue per carload ........ $349

$361,125

Variable (avoidable) cost of continued
service:

Cost incurred on the banch line--- 234,033
Cost of upgrading branch line to FR

Class I: (1/10 of total upgrading
cost) 50;045

Cost Incurred beyond the branch line-- 247, 731

Total variable (avoidable) cosL._'---_ 531,809

Net contribution (loss): total (170,684)
Average per carload------ ------- (165)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimmn safety standards (Class I track, which has a
maximun safe operating speed of 10 m.p h.). Based on
available information, this upgrading would include
the replacement of a total of 9,600 crossties (an average
of 500 crossties per mile).

An evaluation of coal reserves by USRA confirms
there is an active loading facility (Laughead-Ovens)
on this line and traffic may increase.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Southwest Secondary Track not be
included in the ConRail System, the possibility ofim-
mediately increasing revenue must be explored before
a final recommendation can be made. Without imme-
diately increasing revenue, continued operation of this
line w uld require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
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to $170,684: or $165 per carload. Recovery-of costs would
require approximately a 150 percent increase in traffic
or a 165 percent rate increase over the 1973 levels.

PORTION OF WASHINGTON SECONDARY
TRACK

USRA Line No. 664

Penn Central

/
4PC to Carnegie

PORTION /

WASHINGTON --
SECONDARY fHOUSTON
TRACK, PC,.. I4 8.I miles

B&O to Wheeling--;, 1 -B&O to Pittsburgh

WASHINGTON .
J Waynesburg Secondary
+J4-Track, PC

This portion of the Washington Secondary Track,
formerly part of the Pennsylvania RR, extends from
Houston (Milepost 15.5), to Washington, Pa. (Mile-
post 23.6), a distance of 8.1 miles, in Washington
County, Pennsylvania. A continuation of this line
extends north from Houston to Carnegie. At Wash-
ington, this line connects with the Waynesburg Second-
ary Track, PC, to Waynesburg (also under study in
this Report) and with the Baltimore & Ohio RR. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 76).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Meadow Lands -------------- 7 ------------------- 315
Arden --------------------------------- ----------- 121
Washington ------------------------------------- 379

Total carloads generated by the line ----------- 815
Average carloads per week ---------------------- 15.7
Average carloads per mile -------------------------- 100. 5
Average carloads per train ------------------------- 5.4

1973 operating information:
Number of round trips per year ------------------- 150
Estimated time per round trip (hours) ,-- - 6.0
Locomotive horsepower ------------------------ 1, 200
Train crew size --------------------------------.. 5

Information Provided by RSPO, Shippers, Government
Agencies

No spbcific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report".

Information for Line Retention Decision

Revenue received by PC --------- ------------- $ $280, 083
-Average revenue per carload ------------- $344

Variable (avoidable) cost of continued service:
Cost incurred on the branch line --------- 180 112
Cost of upgrading branch line to FRA

Class I: (1o of total upgrading cost)-- 24,623
Cost incurred beyond the branch line ... 101,716

Total variable (avoidable) cost --------- 322,35,

Net contribution (loss) total -------------------- (42,208)
Average per carload ----------------------- (52)

This line would require upgrading to meet, the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based
on available information, this upgrading would include'
the replacement of a total of 4,000 crossties (an average
of 494 crossties per mile). An evaluation of coal reserves
by USRA indicates there may be reserves adjacent to
this line. The exact nature of the reserves and the
probability of mines opening in the near future cannot
be assessed at this time.

Preliminary Reccmmendation

It is not recommended that this portion of the Wash-
ington Secondary Track be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual
excess financial burden amounting to $42,268 or $52
per carload. Recovery of costs would require approxi-
mately an 85 per cent increase in traffic or a 15 per cent
rate increase over the 1973 levels.

Costs may also be reduced by reduced frequency, al-
though this alone will not make the line viable.

PORTION OF PHILADELPHIA-PITTSBURGH LINE

USRA Line No. 691

Penn Central

This-portion of the -Philadelphia-Pittsburgh Line,
formerly part of the Pennsylvania RR, extends from
Parkesburg (Milepost 44.0), to Lancaster, Pa. (Mile-
post 64.5), a distance of 20.5 miles, in Chester and Lan-
caster Counties, Pennsylvania. Continuations of this
line extends eastward from Parkesburg to Philadelphia
and westward from Lancaster to Pittsburgh. The Lan-
caster-Royalton portion of the westward continuation
is also uAder study in this Report. Connections include:
the PC Susquehanna Branch at Parkesburg; the Stras-
burg RR at Leaman Place; and at Lancaster with the
PC's New Holland Secondary Track, Columbia Branch,
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New Holland Secondary Track,
PC to Honey Brook

Reading & Columbia -
Branch, RDG PORTION PC LINE

-PCrtosHarrisburg PHILADELPHIA-

PC to Harrisburg PITTSBURGH

Leamian
Place PARE, R

LANCASTER P ESBURG

jr20. milIes j.miPC to Philadelphia

Columbia Branch.'1 Strasburg RR p PC Atglen & Susquehanna
- PC to Columbia _ -* 4-Branch, to Columbia

Quarryville Track. PC

and Quarryville Track.AUl of these connections at
Lancaster are under study in this Report. The Read-

ing's Reading and Columbia, Branch also connects at
Lancaster and is under study in this Report. This line
was not described as potentially excess in the U.S. DOT
Report (see Zones,66 and 67).

Traflic aind Operating Information

Stations (with their 1973 carloads) served by this line:
Atglen 95-------- ------ 9-

Christiana ------------ - 51

Gap --------------------.-.........----------- 11

Vintage - -------------- 0
Leaman Place;- ------------ ---- 4

Bird-in-Hand-- 144
Witmer -------- 60
Gordonville ------------------------------------ 187

Total carloads gbnerated by'the line---------- 1,004

Average carloads per week -- - --- 19.3
Average carloads per mile --.. - 49.0

Average carloads per train_ 20.---------------------20.1
1973 operating information:

Number of round trips per year--, ---......-------- 50'

Estimated time per round trip (hour )-------------- 0.0
Locomotive horsepower ---------------------------- 1 ,750

Train crew size-- --------------- - ------ 4

Information Provided by RSPO, Shippers, Government
Agencies

,No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in: their reports entitled
"The Public Response to the -Secretary of Transporta-
tion's Rail Service Report." USRA staff has discussed
the possibility, with both SEPTA and Amtrak, that
these agencies may wish to purchase,*lease, or otherwise
acquire segments of track such as this, for passenger
service as provided in the Regional Rail Reorganiza-
tion Act. The subject has also been discussed by USRA
staff with the State of Pennsylvania at the technical
briefings given by USRA.

Information for Line.Retention Decision

Revenue received by PC ------ 35, 232
Average revenue per carload- -'-........ $434

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line_ $197, 908
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading
cost) _ 0

Cost incurred beyond the branch llne--- 322,663

Total variable (avoidable) cost. $520,571
Net contribution (loss) : total--- - - (85,39)
Average per carload ... .... (85)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is not recommended that freight services be pro-
vided over this portion of the Philadelphia-Pittsburgh

Line by the ConRail System. Continued operation of
this line would require a rail service continuation sub-

sidy. Under 1973 traffic, revenue an& cost levels, this
line generates an annual excess financial burden amount-
ing to $85,339 or $85 per carload. Recovery of costs
would require-approximately a 75 per cent increase ir,
traffic or a 20 per cent rate increase over the 19,73 leveli

PORTION OF PHILADELPHIA-PITTSBURGH LINE

USRA Line No. 697a

Penn Central

Lebanon Running.,,//
Track. PC t 

I
'-RDG to Lancaster

Junction
I

Lebanon - PC to Lancaster

17.5liles -b-- and Philadelphia.

f CONEWAGO T Landisville / LANCASTER
PC to Royalton / MILEPOST 73.0
and Harlsburfg PORTION OF

PHILADELPHIA
TO PITTSBURG j-RDG to Columbia
LINE. PC

This portion of the Philadelphia-Pittsburgh line,
formerly part of the Pennsylvania RR, ext~nds from
West of Lancaster (Milepost 73.0) to Conewago, Pa
(Mlepost 90.5), a distance of 175 mi7es, in Lancaster
County, Pa. This line continues east to Lancaster and
west to Royalton, Pa., with both continuations also
under study in this Report. At Lancaster this line
intersects a portion of the Reading and Columbia
branch of the Reading, and at Conewago Junction it
connects with the Lebanon Running Track of the PC.
Both of these connecting lines are under studyii this
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Report. this line iias not described as potentially excess
in the U.S. DOT Report (see Zone 67). It was studied
because of the reroute of through freight services from
this line.

Traffic and. Operating Information

Stations (with their 1973 carloads) served by this line:
Landisville --------------------------------- 50
Salunga ---------------------------------------- 0
Mt. Joy ---------------------------------------- 958
Florin ---------------------------------------- 184
Rheems - 211
Elizabethtown ---------------------------------- 99

Total carloads generated by the line ------------ 2,398
Average carloads per, week ..------------------------ 46. 1
Average carloads per mile ..----------------------- 137.0
Average carloads per train -------------------------- 9.6
1973 operating information:

Number of round trips per year ------------------ 250
Estimated time per round trip -------------------- 10. 0
Locomotive horsepower -------------------------- 1,750
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by
the Rail Servires Planning Office as reflected in their
reports entitled "The Public Response to the. Secretary
of Transportation Rail Service Report" indicated that
Agway generated 123 carloads in 1973.

Information for Line Retention Decision

Revenue received by PC --------------------- $1, 089,590
Average revenue per carload -----------

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 317,502
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)._ 0
Cost incurred beyond the branch line .... 611, 840

Total variable (avoidable) cost ------------- 929,342

Net contribution (loss) : total ------------------- 160, 248
Average per carload --------------------- 67

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class'I track, which has
a maximum safe operating speed of 10 m.p.h.). The
Conewago Industrial Park, not yet completed, is ex-
pected to generate 4,000 carloads by 1979. Also, the
Middletown Area Association has plans for a sewage
treatment facility to be built in conjunction with the
Conewago Industrial Park.

Recommendation -

It is recommended that this portion of the Phila-
delphia to Pittsburgh line be included in the ConRail
System.

PORTION OF THE PHILADELPHIA-PITTSBURGH
LINE

USRA Line No. 691b

Penn Central

Lebanon Running
N PC to Harrisburg Track, PCto Lebanon

NROYALTON 4 Miles I

PC to Columbiat ON EWAGO

PORTION OF THE PHILADELPHIA- PC to Lancaster
PITTSBURGH LINE, PC and Philadelphia

This portion of the Philadelphia-Pittsburgh Line
formerly part of the Pennsylvania RR, extends from
Conewago (Milepost 90.5) to Royalton, Pa. (Milepost
94.5), a distance of 4 miles, in Dauphin County, Penn-
sylvania. A continuation of this line runs eastward to
Lancaster which is also undei study in this Report. At
Conewago this line connects with the Lebanon Running
Track, PC, which is also under stufdy in this Report.
At Royalton, this line continues westward to Harris-
burg and connects with the Susquehanna Branch PC.
This line was not described as potentially excess in the
U.S. DOT Report (seeZones 67 anrd 81).

Information for Line Retention Decision

This line serves no shippers and is not required to
serve any line recommended for inclusion in the Con-
Rail System. -Information from USRA and Penn Cen-
tral staff indicates through service only-no local serv-
ice. Amtrak presently uses this route for intercity trains
to and from the midwest, as well as for Harrisburg-
Philadelphia service.

Preliminary Recommendation

It is not recommended that this portion of the Phila-
delphia to Pittsburgh line be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. ConRail through
freights will not be routed over this segment.

PORTION OF PHILADELPHIA-PITTSBURGH LINE

USRA Line No. 691c

Penn Central

This portion of the Philadelphia-Pittsburgh line,
formerly part of the Pennsylvania RR, Milepost 64.5
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"RDG to Lancaster Junction PC to Honey Brook

"\7 . Miles.C.t -\ - PC to PhiladelphiaPC to Harrnsburg \ V. ,-

S I . Bird-In-Hand Gordonville

LANCASTER iiLancaster MILEPOST64.5
Milepost 73.0 MIEPS 64.

e\ . PORTION OF PHILADELPHIA-

PC to Columbia -41 JPITTSBURGH LINE, PC

PC to Quarryville

to Milepost 73.0, at a'Easter, Pa. a distance of 8.5miles,
in Lancaster County, Pennsylvania. A continuation of
this line runs eastward to -Philadelphi6. and westward
to Harrisburg. These continuations are under study in
this Report, between .Parkesburg and Royalton, Pa. At
Lancaster, this line connects with the hleading and
Columbia Branch of the Reading and the Columbia
Branch and Quarryville Track of the PC, all of which
are also under study in this Report. It also connects at
Lancaster with the PC New Holland Secondary Track,
which is under study in this Report. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 67).
Information Provided by RSPO, 'Shippers, Government

Agencies

-NTo specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Re5ponse to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This segment was .studied because of the recom-
mended removal of onRail through freight services
on this line.

Recommendation ,

Thisline segment will continue to receive local freight
service from the proposed through route at Columbia,
-Pa.

ERIE & PITTSBURGH BRANCH

USRA Line No. 712

Penn Central

This portion of the Erie & Pittsburgh Branch,I for-
merly part of the Pennsylvania- RR, extends from
Sharon (Milepost 70.6) to Jamestown, Pa. (Milepost
90.5), a distance of 19.9 miles, in Mercer County, Pa.
This line continues south from Sharon to New Castle.
The PC Sharon Branch to Youngstown connects at
Wheatland and the PC Stoneboro Branch connects at
Jamestown. The EL Youngstown line runs parallel
from R ) Yard to Greenville (another PC line extends

Ashtabula

PC to Thornton Junction

J%, JAMESTOWNIt and - k'\ PC to Stoneboro

Bessemer & Lake Erie
RR to Conneaut

Greenville :. Greenville

Shenango /4"-EL to Meadville

B&LE to North
Bessemer

uning,..-I Brin

PORTION OF E&P
BRANCM. PC

PC to Youngstown | 1

EL to Youngstown I
X EL to New Castle

PC to New Castle

from Jamestown to Thornton Junction). The Sharon
Branch is also understudy in this Report. The Bessemer
& Lake Erie RR connects at Shenango. This line was
not studied in the U.S. DOT Report (see Zone 75).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:Sharpsvlle59

Shenango.
Greenville

U

37

Total carloads generated by the line--.. 1,186

Average carloads per week_ .... 22.8
Average carloads per mle.. 59.6
Average carloads per tran- .... 4.3
1973 operating information:

Number of round trips per yea--. 275
Estimated time per round trip (hours)-- 6
Locomotive horsepower - ..... 1, 7(6o
Train crew size ------- 5

Information Proyided by RSPO, Shippers, Government
Agencies

No specific information concerning this line -was pro-
yided at the hearings conducted by the Rail Services
Planning Office as reflected intheir reports entitled "The
Public Response to the Secretary of Transportation's
fRail Service Report." Information received from the
Penn Central indicates that Shenango, Inc. handled
1,200-1,500 outbound cars per year and that the EL



Railroad brings in all of their raw steel direct from

furnaces at Sharon.

Information for Line Retention Decision
Revenue received by PC -------------------------- -- 331, 438
Average revenue per carload $279

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line- --- 277,959
Cost of upgrading branch line to FRA .

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line-- 230, 821

Total variable (avoidable) cost ----

Net contribution (loss) : total
Average per carload---------------

508,780

(177, 342)
(150)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). -

Preliminary Recommendation

It is not recommended that this portion of the Erie &
Pittsburgh Branch be included in the ConRail System.
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line generates an annual excess
financial burden amounting to $177,342 or $150 per car-
load. Recovery of costs would require approximately a
180 percent increase in traffic or a 50 percent rate
increase over the 1973 levels.

CHESTNUT HILL BRANCH

USRA Line No. 903

Reading Railroad

CHESTNUT HILL RDG to Jenkintown,
Bethlehem, and Bound

Chestnut Hill Brook

5.7 miles o " _

PC Chestnut WAYNE RDG to Bound Brook
Hill Branch \ JUNCTION

RD"\ - " !%e RO G to Port
ROG to *4 Richmond

Falls and "--" '-Reading - I
Readn RDG Ninth Street

Branch to Philadelphia

The Chestnut Hill Branch, extends from Wayne
Junction (Milepost 5.1), to ChestWut Hill, Pa. (Mile-
post 10.8) a distance of 5.7 miles, in Philadelphia
County, Pennsylvania. At Wayne Junction, this line
connects with the RDG Ninth Street Branch. Chestnut
Hill is also served by the PC Chestnut Hill Branch, also

under study in this Report as potentially excess. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 66).

Traffic and Operating Information,

Stations (with their 1973 carloads) served by this line:
Germantown ----------- _ -------------------------- 1,12
Chestnut Hill -------------------------------------- 1

Total carloads generated by the line ------------ 143
Average carloads per week ---------------------------- 2.8
Average carloads per mile ---------------------------- 25, 1
Average carloads per train --------------------------- .91
1973 operating information:

Number of round trips per year --------------------- 150
Estimated time per round trip (hours) ------------- 2.0
Locomotive lorsepower ----------------------------- 1, 500
Train crew size ------- ----------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
this Reading Branch serves 6,000 daily commuters as
part of the SEPTA system. Reading operates this serv-
ice under contract with SEPTA. Local officials insisted
that the right-of-way must be preserved for SEPTA's
use in the event ConRail does not have this line within
the ConRail Final System Plan. The P.U.C. estimated
that this line generates 145 carloads per mile each year.
Pennsylvania's reponse indicated that the annual
freight traffic on this line is above the DOT carload
standard. Pennsylvania also cited a number of factors
which would inhibit firms from easily switching from
rail service to truck service. USRA staff has met sev-
eral times with SEPTA to discuss SEPTA's require-
ments for continuation of passenger service on this line,
as well as the possible acquisition of the branch by
SEPTA. SEPTA is currently preparing an inventory
of its suburban facility requirements which will be used
in future discussions about the future of this and other
Philadelphia area lines.

'Information for Line Retention becision
Revenue received by RDG -----------------
Average revenue pier carload-

Variable (avoidable) cost of continued
service:

Cost incuried on the branch line .---
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)
Cost incurred beyond the branch line_---

Total variable (avoidable) cost ....-

$11,830$83

52,341

0
11,505

03, 846

Net contribution (loss) : total ----------- (52, 010)
Average per carload ------------------ (303)

This line would require no upgrading to meet. the
requirements of the Federal Railroad Administration's

10116
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minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is izot recommended that this portion of the Chest-
nut Hill Branch be included in the ConRail System for

freight service., Passenger service will remain. Under
1973 traffic, revenue and cost levels, this line generates
an annual excess financial burden amounting to $52,016
or $363 per carload. Recovery of costs would require ap-
proximately a two hundred-fold increase in traffic-or a
430 percent rate increase over 1973 levels.

PORTION OF -NEWTOWN BRANCH

USRA Line No. 904

Reading

RDG NEWTOWN
NEWTOWN 7
BRANCH--4

Bethayres j
New York Short

New York J ,Line, RDG
Branch. RDG

CHELTENHAM JUNCTION
e - RDG to Philadelphia

The Newtown Brancli extends from Clheltenham
Jntion (Milepost 8.6) to Newtown. Pa. (Milepost
264), a distance of 17.8 " ri'es, in Philadelphia, Mlont-
gomery, and Bucks Counties, Pennsylvania. This line
connects at. Cheltenham Junction with the New York
Short Line between Newtown Junction and Neshaminy
Falls. The Reading Company operates suburban-assen-
ger service over this fine under contract to the South-
eastern Pennsylvania transportation Authority. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 66).

Traffic and Operating Information
Stations (with their 1973"carloads) served by ,this line:

Southampton ----------------------------------- 4
Newtown ------------------------------------- 7

Total carloads generited by the line ------------- 121
Average'carloads per week .---------------------------- 2.3
Average carloads per mile ----------------------- 7.9
Average carloads per train ..... -*.........--------- 2.3
1973 operating information:

Number of round trips per year ----------- --- 52
Estimated time per round trip (hours) --- 3.0
Locomotive horsepowr -------- ------- 1, 500
Train crew size ------ ---------------------- 4

Information Provided by RSPO, Shippers, Government
. Agencies

Information provided at the hearings conducted by
tht Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report?' indicated that
Lovelle Aircraft's rail usage has been infrequent in the
past, but the company recently signed a contract with
the U.S. Department of Defense which will necessitate
the use of rail service. The Frost-Watson Lumber Co.
stated trucking lumber through residential areas is im-
possible. This branch is also utilized for commuter serv-
ice between Philadelphia and Newtown with an esti-
mated 500 daily passengers. Pennsylvania's response in-
dicates this jassenger figure has increased dramatically
during the last few years due to the energy crisis.
Pennsylvani's response also iidicates the Frost-Watson
Lumber Co. has just completed an expansion of their
facilities constructed under the assumption of continued
rail service. -

Information for Line Retention Decision

Revenue received by RDG .. ....... .. $14, 962
Average revenue per carload $12-14

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line - 151,321
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)- 0
Cost incurred beyond the branch llne-- 11,756

Total variable (avoidable) ost- 63,080

Net contribution (loss): total--- - - - (48, 118)
Average per carload__.___ ___'-- (398)

'Excludes maintenance costs due to the existence of commuter
services.

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendation
It is not recommended that freight service be pro-

vided over this portion of the Newtown Branch by the
ConRail System. Continued operation of this -line
would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amount-
ing to $48,118 or $398 per carload. Recovery of costs
would require approximately a fifteen-fold increase in
traffic or a 320 percent rate increase over the 1973 levels.

DOYLESTOWN BRANCH

USRA Line No. 905

Reading Railroad

The Doylestown Branch, extends from Lanscdake
(MIilepost 0.0) to Doy7estown, Pa. (Milepost 10.0), a
distance of 10.0 miles, in Bucks and Montgomery Coun-
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Bethlehem

DOYLESTOWN

LANSDALE I DOYLESTOWN BRANCH. RDG

\-RDG to
\ Philadelphia

ties, Pennsylvania. At Lansdale, this line connects with
the Reading's Philadelphiato-Bethlehem line and
Stony Creek Branch. This line was described as po-
tentially excess in the U.S. DOT Report (see Zone 66).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Colmar --------------------------- ---------------- 56

Chalfont ----------------------- ---------------- 98

New Britain --------------------------------------- 0

Doylestown ------.- ..............--------------- 275

Total carloads generated by the line -------------- 429

Average carloads per week ---------------------------- 8. 3

Average carloads per mile ---------------------------- 42. 9

Average &drloads per train ------------ ------------- 2. 8

1973 operating information:

Number of round tripA per year -------------------- 156

Estimated time per round trip (hours)------------- 3

Locomotive horsepower ----- -------------------- 1, 500

Train crew size ------------------ ----------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by

the Rail Services Plafining Office as reflected in their
reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicated that
the local firms and government officials regard the line

as essential to the area. SEPTA indicated that lines no*

longer viable from a freight standpoint would still be
needed for commuter service.

Information for Line Retention Decision

Revenue received by Reading ------- - $61, 786.

Average revenue per carload ------------- $144

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 110, 385
Cost of upgrading branch line to FRA

Class 1: (1/10 of total upgrading
cost) ------------------------------- 0

Cost incurred beyond the branch line-- 45,584

Total variable (avoidable) cost -------------- 155, 969

Net contribution (loss) : total -------------------- (94, 183)

Average per carload -------------------- (220)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's

minimum safety standards. (Class I track, which ias a
maximum safe operating speed of 10 m.p.h.). F. D.
I-artzel's Sons Co. Inc., presently is building an indus-
trial park at Chalfont which would use rail service if it

was available. A representative of Mrs. Paul's Kitchen
indicated that plans for a 40 percent expansion in facili-
ties would be abandoned if rail service is curtailed.

Preliminary Recommendation

Although the prelimindry recommendation is that the
Doylestown Branch not be included in the ConRail Sys-
tem, the' possibility of immediately increasing revenue

must be explored before a final recommendation can

be made. Without immediately increasing revenue, con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial

burden amounting to $94,183 or $220 per carload. Re-

covery of costs would require approximately a six-fold
increase in traffic or a 150 percent increase over the 1973
levels The ultimate disposition of this smaller bankrupt
carrier (see Chapter 3) may improve carrier revenue aS

the acquiring road can "long-haul". The present car-

loads per mile, however, indicate that the line would not.
likely be viable under this circumstance.

THE PERKIOMEN BRANCH

USRA Line No. 906

Reading

EMMAUS JUNCTION

-1
ROG to Reading

RDG to Allentown

-PERKIOMEN BRANCH, RDG

PC to Reading
, 4"--38.5 miles

RDG to Reading N, Oaks

SPC to Philadelphia

PERKIOMEN JUNCTION S..

RDG to Philadelphia ,

The Perkiomen Branch, extends from Perkiomen
(Mfilepost 0.0),- to Emmaus Junction (Milepost. 38.5),
a distance of 38.,5 miles, in Lehigh', Berks, Montgomery,
and Chester Counties, Pennsylvania. At Perldomen
Junction this line connects with the Reading's Phila-
delphia-,to-Pottsville line, and at Emmaus Junction,
with the Reading East Pennsylvania Branch. Also at

Perkiomen Junction (Oaks, Pa.), the line connets
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with the PC Schuylkill Secondary Track, which is

also under study in this Report. This line was described

as potentially excess in the U.S. DOT Report( see Zones

66 and 69).

Traffic and Operating Information

Stations (with their 1973 carloads) served by. this line:

Oaks -__ ---------------- - -- 352
Yerkes ------------------ ---------------------
Collegeville --.-..---------- ............------ -----

Greaterford -------------------------------------- 3
Schwenksrille -------------- 22

Salford --------- ------- ------------------------- 2
Green Lane---------- 53

Pennsburg ------.-.-- ............--------------- 815
Palm -- 19
Dillinger ------------ --------------------------- 2

Total carloads generated by tile line--------- -... .4,592

Average carloads per week_ ----------- --------- SB.3
Average carloads per mile -------------- -..... .---- 19.3

Average carloads per train ------------------------- 14.7
1973 operating information: '

Number of round trips per year- ------------..--- 312
Estimated time per round trip (hours)-- 8.0
Locomotive -horsepower -, 500
Train crew size ...............--- .- ------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Thformatin provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
this line generates 110 rail cars per mile. Accprding to
Penn. DOT, four firms would be forced to close, and 400
jobs would be lost. Two companies plan to locate along
this line; one firm is a trucking company that expects to
generate' between 800 and 1,000 carloads a year. Penn-
sylvania's response states that the trucking company
that plans on locating on this line has, already ihvested
heavily in land and buildings and employed 75 workers.
It is necessary that this line remain intact to the PC
interchange-at Oaks to provide alternate southern rout-
ing for oversized shipments (narrow tunnel at Dill-
"roger).

Information for Line Retention Decision

Revenue received by RDG ...... ----------------- $041, 983
Average revenue per carload----------- $140

Variable (avoidable) cost of continued
service:

Cost incurried on the branch line -------- 502,390
Cost of upgrading branch line to FRA

class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line-.... 477,443

Total variable (avoidable) cost ------------- 979,833

Net contribution (loss) : total ------------------ (337, 80)
Average per carloa. -------------------- (74)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which bis-a
maximum safe operating speed of 10 mph).

Preliminary Recommendation

It is recommended that service be provided to Oaks.
For the remainder of the line, although the preliminary
recommendation is that the Perkiomen Branch not be
included in the ConRail System, the possibility of im-
mediately increasing revenue must be explored before
a final recommendation can be made. Without immed-
iately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
to $337,850 or $4 per carload. Recovery of cost would
require approximately a two-fold increase in traffic
or a 50 percent rate increase over the 1913 levels.

FRENCH CREEK INDUSTRIAL TRACK

USRA Line No. 908

Reading

\.,Wilmington & Northern Branch, RDG,
to Birdsboro

FRENCH CREEK INDUSTRIAL
\ TRACK. RDG Z7 miles

E L V E R S O A. _ " f ft t M

\'('-RDG to Esmere'uJonction
and Wilmington, Del.

The French Creek Industrial Track, extends from
Elverson (Milepost 0.0) to Warwick, Pa. (Milepost
2.1), a distance of 2.7 mz7es, in Chester County, Pa. At
Elverson this line connects with the Reading's Wil-

mington & Northern Branch, which line is also under
study in this Report. This line was described as po-
tentially excess in the U.S. DOT Report (see Zone 66).

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled

"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."
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Information for Line Retention Decision
Available information indicates that no shippers are

directly served by this line.

Preliminary Recommendation
It is nwt recommended that the French Creek Indus-

trial Track be included in the ConRail System.

COLEBROOKDALE INDUSTRIAL TRACK,
READING

USRA Line No. 909

Penn Central

ESHBACH

COLEBROOKDALE
INDUSTRIAL

.TRACK, RDG

RDG to Reading
14 -2.1Miles

RDG to Philadelphia
PTTSTOWN..

PC to Reading
PC to Philadelphia

The Colebrookdale Industrial Track extends from
Eshbach (Milepost 0.0) to Pottstown, Pa. (Milepost
12.1), a distance of 12.1 miles, in Montgomery and
Berks Counties, Pennsylvania. At Pottstown, this line
connects with the Reading's Philadelphia-to-Pottsville
Line. This line was described as potentially excess in
the U.S. DOT Report of February 1, 197A, except for
the portion from Boyertown to Pottstown (see zones
66 and 68).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Pine Forge ----------------------------- ------- 14
Colebrookdale ------------------------------------ 7
Boyertown --------------------- ------------ 03
New Berlinville --------------------------------- 12
Bechtelsville -------------------------------------- 23

Total carloads generated by the line ------------ 1, 093
Average carloads per week ------------------------ 21. 0
Average carloads per mile ------------------------ 90.3
Average carloads per train ------------------------ 7.0
1973 operating information:

Number of round trips per year ------------------- 156
Estimate time per round trip (hours) ---------------- 5. 0
Locomotive horsepower ------------------------ 1, 500
Train crew size ------------------------------------ 5

Information Provided by -RSPO, Shippers, Government
Agencies

Information provided at the hearings- conducted by
the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicates that
Boyertown Auto Body Works estimated 307 carloads
in 1973 and priojected 658. The Penn DOT reported that
the segment from Eshback to Boyertown generated 64
carloads of freight in 1973. Superior Underwear Inc.
generated 7156 tons in 1973. Pennsylvania's response in-
dicates about 200 acres of land along the railroad which
are zoned for industrial use.

Information for Line Retention Decision

Revenue received by PC ------------------------ $163,408
Average revenue per carload -------------- $150

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ----- 160, 974
Cost of upgrading branch line to PRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line .... 100,455

Total variable (avoidable) cost- ------------- 207,429

Net contribution (loss) :,total ------------------- (161, 021)
Average per carload ---------------------- (95)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

Although the preliminary recommendation is that the
Cobrookdale I7ulustiial Track not be included in the
ConRail System, the possibility of immediately in-
creasing revenue must be explored before a final recom-
mendation can be made. Without imme'diately increas-
ing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $104,021 or
$95 per carload. Recovery of costs would require ap-
proximately a 60 percent rate increase over the 1973
levels. Service to Boyertown will be carefully reviewed.

KUTZTOWN INDUSTRIAL TRACK

USRA Line No. 910

Reading Railroad

The Kutztown Industrial Track, extends from Klttz-
town (Milepost 0.0), to Topton, Pa. (Milepost 4.4), a
distance of 4.4 miles, in Berks County, Pennsylvania.
At Topton this line connects with the Reading's East
Pennsylvania Branch to Allentown and Reading. This
line was described as potentially excess in the U.S. DOT
Report (see Zone 68).



10121

-KUTZTOWN

KUTZTOWN
INDUSTRIAL.
TRACK, RDG

RDG to Allentown

e4.4 miles .,-

structure decision (see Chapter 3) is made, the traffic
could be profitable long-haul traffic for ConRail or
Ohessie.

PORTION OF THE GETTYSBURG AND
HARRISBURG BRANCH

USRA Line No. 912

Reading

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:,

Kutztown ------ 40S

Total carloads generated by the line -------------- 408
Average carloads per week .............. 7.9
Average carloads per miLe ----- --.------------------ 92.7

- Average carloads per train -----------.----- . 0
1973 Operating information:

Number of round trips per year .------------------- 156
Estimated time per round trip (hours) --------------- 3.0
T-L~~tv U.~jV~

Train crew size - - --.
.L, UU.

5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's 'Rail Service Report" indicated that
the PUG estimated 402 annual carloadings along this
-line.

Information for Line Retention Decision

Revenue received by RDG__- ---------------- 6, 893
Average revenue per carload-_. $164.

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-....... 65,512
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 0
Cost incurred beyond the branch line-- 35,388

Total variable (avoidable) cost------------ 1 00,900

Net contribution (loss): total ------------------ (34,007)
Average per carload ------ (83)

This line would require no upgrading to meet the re-
quirements of the. Federal Railroad Administration's
minimum safety standards ( Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

Continuation of freight service on this line cannot
be decided at this time. The high carloads per mile but
low revenue per car may mean that when the ultimate

-ROG to Lurgan

I ROG to Carlisle

CARLISLE JUNCTION

RDG to Harrisburg

24.8 Miles' .- PORTIOH OF
GETTYSBURG &
HARRISBUAG
BRANCH, RDG

GETTYSBURG
V0M to Hagerstown, Md.

VIM to Baltimore

This portion of the Gettysburg & Harrisburg Branch
extends from Gettysn urg (Milepost 6.3) to Carlsle
Jnctimoz, Pa (Milepost 31.1), a distance of 248 ni ,
in Adams and Cumberland Counties, Pennsylvania. At
Gettysburg this line connects with the Western Mary-
land Ry. to Hagerstown and Baltimore. At Carlisle
Junction, this line connects with the Reading's PH&P
Branch and it also continues northward, to Carlisle.
This continuation is also under study in this Report.
This line, except for the portion from Gettysburg to
Biglerville, was described as poentially excess in the
U.S. DOT Report (see Zones 81 and 82).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Peach Glen• 8G
Gardners 208
Bendersvllle 266
Blglerllle 959
Gettysburg 71

Total carloads generated by the line - 1,590
Average carloads per week s-0.6
Average carloads per mle-. . 64.1
Average carloads per train-_ _ _ 10.2
1973 operating Information:

Number of round trips per year - 156
Estimated time per round trip (hours) 6,0
Locomotive horsepower 2,500
Train crew size-5_ "

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their

to Reading
Branch
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reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated
that the portion between Carlisle Junction and Carlisle
has been out of service since Hurricane Agnes in 1972.
Knouse Foods has expanded and wishes to build a new
siding and shipped 75 carloads in 1973. Eaton Dike-
man (pulp) estimated 70 carloads in 1973, employ 92
people and indicated it could not operate without rail
service. (Knouse Foods and Eaton Dikeman not on the
USRA patron list for this line). Zeigler Brothers
(grain) estimated 60 carloads in 1973 and project 285
carloads. Zeigler has just completed a plant expansion
and anticipates further expansion if rail service is
available. Musselman Fruit estimated 75 carloads in
1973 and operates two interdependent plants at Gard-
ners and Biglerville. Pennsylvania Mineral & MNining
estimated 480 carloads and projected 720 carloads. This
company has recently installed a new milling system
which will increase its rail usage. Pfatlzgraff Company
projected 110 carloads; recently acquired new plant at
Bendersville to commence operations in December
1974. Inland Container Corporation estimated 812 car-
loads in 1973 and projected 1046 carloads. Allis-Chal-
mers, in York, uses the line-as a high-wide detour from
Western Maryland main line, which does not provide
sufficient clearance. Ralph Hallock, Allis-Chalmers,
testified at Philadelphia that they shipped 121 overdi-
mensional loads in 1973.

Information for Line Retention Decision
Revenue received by RDG --------------------- $216, 415
Average revenue per carload -------------- $136

Variable (avoidable) cost' of continued
service:

Cost-incurred on the .branch line ---- 301,977
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) 0
Cost incurred beyond the branch line .... 133,982

Total variable (avoidable) cost ------------- 435,959

Net contributions (loss) Total ----------- ------ (219, 544)
Average per carload --------------------- (138)

This line -would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Gettysburg and Harrisburg' Branch
not be included in the ConRail System, the possibility
of immediately increasing revenue must be explored
before a final recommendation can be made. Without
immediately increasing revenue, continued operation of
this -line would require a rail service continuation sub-
sidy. Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting

to $219,544 or $138 per carlodd. Recovery of costs would
require approximately a 265 percent increase in traffic
or a 100 percent rate increase over the 1973 levels.

CORNWALL BRANCH

USRA Line No. 914

Reading Railroad

Lebanon& -- \
Tremont Branch, \ LEBANON
RDG to Suedburg \ , ,.'.- RDG to Reading

Lebanon Valley -4---East Lebanon Branch
Branch, RDG-CORNWALL

-0" BRANCH. RDG
!4" 6,5 miles

RDG to Harrisburg 1 REX

I"-PC to Conewago

The Cornwall Branch, Reading Railroad, extends
from Rex (Milepost 0.0), to Lebanon, Pa. (Milepost
6.5), a distance of 6.6 miles, in Lebanon County, Penn-
sylvania. At Lebanon this line connects with the Leba-
non Valley Branch and the Lebanon & Tremont Branch,
both of the Reading, and the PC Lebanon Running
Track. The Lebanon and Tremont Branch of the Read-
ing is also under study in this Report as is the PC
Lebanon Running Track. This line was.not described as
potentially excess in the U.S. DOT Report (see Zone
82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Cornwall ----------------------------------------- 0, 301
Donaghmore -------------------------------------- 0

Total carloads generated by the line ----------- , 301
Average carloads per. week --------------------------- 122
Average carloads per mile ---------------------------- 79
Average carloads per train ----------------------------- 17
1973 operating information:

Number of round trips per year -------------------- 305
Estimated time per round trip (hours) ---------------- 8
Locomotive horsepower ---------------------------- , 500
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report," Penn Central patrons at
Cornwall have been served by the Reading since Tropi-
cal Storm Agnes in 1972.

780 ,
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Information for Line Retention Decision

Revenue received by RDG ------------------- $1, 107, 841
Average revenue per carload ------------ $168

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ...-. 351, 819
Cost of upgrading branch line to ERA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line... 580, 741

Total variable (avoidable) cost- ..----------- 932,560

Net contribution (loss): total ------------------ 135,281
Average per carload ...--------------------- 21

This line would require7 no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Recommendation
It is recommended that the Cornwall Branch be in-

eluded in the ConRail System.

USRA Line No. 915

LEBANON & TREMONT BRANCH

Reading Railroad

SUEDBURG

LEBANON & TREMONT
-- BRANCH, RDG

RDG to Harrisburg - Lebanon Valley Branch,
RDG to Reading -

Lebanon Running / LEBANON
Track, PC'to -"- \4- Cornwall Branch,
Conewigo / \ RDG, to Rex

The Lebanon & Tremont Branch extends from Sued-
burg (Milepost 0.0) to Lebanon, Pa. (:Milepost 18.5), a
,distance of 18.5 mge-s, in Schuylkill and Lebanon coun-
ties, Pennsylvania. At Lebanon, this line connects with
the Lebanon Valley Branch and the Cornwall Branch,

'both of the Readhig, and the PC Lebanon Running
Track. The RDG. Corwall Branch is also under study
in this Report as is the PG Lebanon Running Track.
Reading has filed an abandonment application with
USR.A, Docket No. 75-63, for a portion of this branch
(from Engineering Station 565+60 to Engineering Sta-
tion 965+69, 7.6 miles). This line was described as po-
tentially excess in the U.S. DOT Report (see Zone 82).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Jonestown -- 1---------------113
Indiantown Gap .. --- ------ 27
Suedburg ----...---.-.-.----- ......-------------- 0

Total carloads generated by the-Une ------------ 140

Average carloads per week--_ 2.7
Average carloads per mile--. ___ 7.6
Average carloads per train -----. 2.7

1973 Operating information:
Number of round trips per year... 52
Estimated time per round trip (hours)-- -' 0
Locomotive horsepower ....-.---------.. 900
Train crew size. ............. 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service 'Report" indicated that
Penn. DOT reported 708 carloads in 1973. E. H. Ger-
.hart estimated 513 carloads in 1973. Lebanon Packing
Corp. estimated 70 carloads, and their new plant at
West Jonestown is expected to generate 130 carloads
per year. Penn. DOT reported, that the .ndiantown
Gap Military Reservation at Lickdale has a high-pri-
ority classification with the National Mobilization Plan
and received 409 carloads of coal and military supplies
in 1973. Pennsylvania's response indicated two tracts
of land adjacent to this line; (259 acres) have recently
been purchased for development of industrial parks.
Another 47 acre tract is presently being considered by
a large foreign manufacturer for construction of their
first United States plant. In correspondence submitted
to USRA, Mr. E. L. Tennyson, Penn. DOT, opposes
abandonment of the portion of this branch from Sued-
burg south to Lickdale. He states, "Suedburg is located
within the southern anthracite field, the largest anthra-
cite field with over ! billion recoverable tons. Three
coal firms, Schneck-, Oakwood, and Franklin shipped
coal over this track in 1973." The Penn. DOT is aware
of the desire to locate a. state park in this location and
does not oppose such a plan per se. The Lebanon & Tre-
mont Branch formerly ran from Suedburg to Pine
Grove and on to Pottsville. It such a linkage were re-
stored so that Suedbukg Coal could move northward,
then we would not be in opposition to this abandon-
ment."

Information for Line Retention Decision

Revenue received by RDG--. --. ----- --- N25, 373
Average revenue per arload-----._ . $181

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 153,751
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost)- 00
Cost incurred beyond -the branch line-- 12,166

Total variable (avoidable) cosLt= - - 165,917

Net contribution (loss) : (total-4- - (140,544)
Average per carload-- (1,004)



This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating-speed of 10 m.p.h.).

An evaluation of coal reserves by USRA staff indi-
cates there is a fight over land on this line between the
State and Schuylkill County. The State has purchased
land for a State park and the County has instituted
legal proceedings to block it (the County opposes this
abandonment). The largest operator (Schneck) shipped
24,000 tons of coal in 1974 (375 cars).

Preliminary Recommendation

It is not recommended that the Lebanon & Tremont
Branch be included in the ConRail System. Continued
operation of this line would require.a rail service con-
tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial bur-,
den amounting to $140,544 or $1,004 per carload; Recov-
ery of costs would require approximately an eleven-fold
increas6 in traffic or a 555 per cent rate increase over the
1973 levels.

MOUNT HOPE INDUSTRIAL TRACK

USRA Line No. 916

Reading Railroad

WHITE OAK 4.5 miles

Reading & Columbia Branch,
RDG,to Sinking Spring

INDUSTRIAL-
TRACK,RDG

MANHEIM I
1 4-RDG to Lancaster
I and Columbia

The'Mount Hope Industrial Track, extends from
m haneim (Milepost 0.0) to White Oak, Pa. (Milepost

4.5), a distance of 4.5 miles, in Lancaster County, Penn-
sylvania. At Manheim, this line connects with the Read-
ing & Columbia Branch of the Reading, which is also
under study in this Report. This lihe was described as
potentially excess in the U.S. DOT Report (see Zone
67).

Traffic and Operating Information

Stations (with -their 1973 carloads) served by this line:
White Oak -------------------------------- ------- 42

Total carloads'generated by the line --------------- 42
Average carloads per week ---------------------... ---- 0.8
Average carloads per mile ------------ ------------- 9.3
Average carloads per train ------------------------- 0.8

1973 Operating Information:
Number of round trips per year --------------------- 52
Estiniated time per round trip (hours) -------------- 2.0
Locomotive horsepower ---------------------------- 1, G0
Train crew size ------------------------------------ S

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted 'by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to -the Secretary
of Transportation's Rail Service Report" indicated that
Pennsylvania DOT estimated annual freight traffic was
130 carloads, or 26-carloads per mile on this line. Three
rail users were identified: Myers Propane Gas Service
(not on the Reading's patron list), Roman's Mosaic and
Tile Co. and White Oak Mills. The PC patron list also
shows Bamberger's as a patron on this line. Myers Pro-
pane Gas recently made an investment in tank cars and
pr6jected its future rail usage would be about 50 cars
per year.

Information for Line Retention Decision
Revenue received by Reading --------------------- $ , 015
Average revenue per carload --------------- $96

Variable (avoidable) cost of continued service:
Cost incurred on the branch line---------3-9, 020
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) .... 0
Cost incurred beyond the branch line ---- 4,580

Total variable (avoidable) cost ------------------ 43,612

Net contribution (loss) : total ---------- (38, 597)
Average per carload ---------------------- (919)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is 'not recommended. that the Mount Hope Indus-
trial Track be included in the ConRail System. Con-
tinued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, this line generates an annual excess financial
burden amounting to $38,597 or $919 per carload. Re-
covery of costs would require approximately a 100-fold
increase in traffic or a 960 percent rate increase over the
1973 levels.

PORTION OF THE READING AND COLUMBIA

BRANCH

USRA Line No. 917

Reading

This portion of the Reading & Columbia Branch ex-
tends from (olum6ia (Milepost 28.3) to Lancaster



RDG to Sinking

PORTION OF THE READING & rLANCA5TER
COLUMBIA BRANCH. RDG JUNCTION

'I, /\ k, RDG to
PC to Harrisburg • <Lancaster

11.4 miles'
Landisvile /

PC to Harrisburg

'4I PC to Lancaster and
Philadelphia

COLUMBIA ..

PC to Parkesburg and Perryville

Junctioni, Pa. (Milepost 39.7), a. distance of 11.4 mile,
in Lancaster county, Pennsylvania. At Lancaster Junc-
tion, this line continues northeast to Sinldng Spring
and Reading and southeast to Lancaster. Both of these
continuations are also under study in this Report. At
Landisville, this line intersects the PC Philadelphia-
to-Pittsburgh Line, which also is under study in this
Report. This line was described as potentially excess
in the U.S. DOT Report (see Zone 67).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Lancaster Junction ------ -------------------------- 0
Landisville - 398
Bruckarts 0
Cordelia-- ---- ------ 0
Columbia --------- ..........----- - -- - - ------- , 309

Total carTo-ads generated by the line ----------- 1,707
Average carloads per week - - -------- 32.8
Average carloads per mile --- ------ 149.7
Average carloads per train ------- 6.6
1973 operating information:

Number of round trips per year -------------------- 260
Estimated time per round trip (hours) ------ & 0
Locomotive horsepower -------- 1,50
Train crew size --- ------- --------

Information Provided by RSPO, Shippers, Government

'Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta,
tion's Rail Service Report." Penn. DOT estimated an
average of 321 carloads per mile (3,636 cars for 11.3
miles). iBusinesses at Columbia cannot be serviced by
the PC because the interchange between Reading and
PC lines was destroyed by Hurricane Agnes in 1972.
There is also no interchaige between PC and Reading
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at Landisville. Representative Harry Gring alo be-
lieved the Branch met DOT carload requirements. Am-
herst Industries in Landisville repairs and manufac-
tures non-railroad owned tank, box, and bopper 'cars,
in addition to doing conversion work for the Defense
Department. Information received from Gerald L.
Hoch, ITT Grinnell Corp., indicates they generated
1,163 inbound cars and 253 outbound cars in 1973. Fore:
casts for 1974 indicated their inbound carloads would
increase by 15% and outbound by 25%. hr. Hoch also
stated that if the Reading line from Denver to Sink-
ing Springs is abandoned, it would deny the company
access to the Reading Philadelphia. to Lurgan Line and
through service to Chessie and N&W.

Information for Line Retention Decision

Revenue received by ReadIng-- $299,445
Average revenue per carload ...... $175

Variable (avoidable) cost of continued:
service:

Cost incurred on the branch line-..... 223,809
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost) - 0
Cost Incurred beyond branch line..... 179, 797

Total variable (avoidable) cost-. -403,606

Net contribution (loss) : total- (104,161)
Average per carload ........- .- ..-- (61)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximn safe operating speed of 10 m.p.h.). Informa-
tion received from Pennbylvania's response indicates
Aimstrong Cork Co. recently purchased 130 acres of
industrial land on this line, and Pennsylvania MaLllea-
ble Iron Division of Gulf WVestern will double its size
due to the demand for roof bolts used in coal mining.

Preliminary Recommendation

Although the preliminary recommendationis that this
portion of the Reading & Columbia. Branch not be in.
cluded in the ConRail System, the possibility of imme-
diately increasing revenue must be explored before a
final recommendation can be made. Without immidi-
ately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, thi§ line
generates an annual excess financial burden amounting
to $104,161 or $61 per carload, Recovery of costs would

require approximately an 85 percent increase in traffic
or a 35 percent rate increase over the 1973 levels. The
ultimate disposition of this smaller bankrupt carrier
(see Chapter 3) may impact on profitability of this line.
The present carloads per mile indicate that the line
would likely be viable under this circumstance..
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PORTION OF READING & COLUMBIA BRANCH

USRA Line No. 918

Reading
Mount Hope Industrial Track, ROG

ROG to Sinking Spring
and Reading

MANHEIM

2.35 miles 1 . PORTION OF THE
e READING & COLUMBIA

LANCASTER BRANCH, RDG

JUNCTION
S\.---RDG to Lancaster

RDG to Columbia

This portion of the Reading & Columbia Branch ex-
tends from Hankzeim (Milepost25.9) to Lancaster Junc-
tion, Pa. (Milepost 28.25), a distance of .3.5 miles, in
Lancaster County, Pa- At Manheim this line continues
northeastward to Sinking Spring and Reading, and at
Lancaster Junction the line splits with one segment
going to Lancaster and the other to Columbia. All of
these continuations are under study in this Report. At
Manheim the line also connects with the RDG Mount
Hope Industrial Track, which is also under study in
this Report. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 67).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this-line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

This line does not directly serve any shippers.

Preliminary Recommendation

It is not recommended that this portion of the Read-
ing & Columbia Branch be included in the ConRail
System.

PORTION OF READING & COLUMBIA BRANCH

USRA Line No. 919

Reading

This portion of the Reading & Columbia Branch, ex-
tends from Lancaster Junction ('ilepost 0.0) to Lan-
caster, Pa. (Milepost 7.9), a. distance of 7.9 miles, in Lan-
caster county, Pennsylvania. At Lancaster Junction this
line continues northeastward to Sinking Spring and

LANCASTER|
JUNCTION

/R

RDG to Columbia"

PORTION OF THE
READING & COLUMBIA
BRANCH, RDG

/ -New Holland Secondary
-...... Track, PCto Honey Brook

LAN CASTER_-- -......

PC to Harrisburg */ \ '
PC toari g\ Quarryvllle Track, PC

PC to Columbia /

Reading. A porti on of the line also continues south-
westwyard to Columbia. Both of these continuations are
also under study in this Report. At Lancaster this line
connects with the following PC lines: the Columbit;
Branchi, the Quarryville Track, and the Philadelphia-
to-Pittsburgh line. These lines are also under study in
this Report. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 67).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

East Petersburg ----------------------------------- 95
Lancaster --------------------------------------- 3, 142

Total carloads generated by the line ------------- 3,237
Average carloads per week --------------------------- 02.3
Average carloads per mile ---------------------------- 409. 8
Average carloads per train --------------------------- 10.4
1973 operating information:

Number of round trips per year -------------------- 312
Estimated time per round trip (hours) ---------------- 8.0
Locomotive horsepower ----------------------------- 00
Train crew size ------------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Plannifg Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by RDG ------------------------ $604, 404
Average revenue per carload ------------- $187

Variable (avoidable), cost of continued serv-
ice:

Cost incurred on the branch line ---------- 257, 873
Cost of upgrading branch line to PRA

Class I: (1/10 of total upgrading cost).- 0
Cost incurred beyond the branch line ... 327, 859

Total variable (avoidable) cost ------------- 585,732

Net contribution (loss) total-------------------- 18, 072
Average per carload ------------------ ------- 6

RDG to Sinking Spring and Reading



This line would require no upgrading to meet the
- requirements of the Federal Railroad Administration's

minimum safety standards (Class I track, -which ]has a
maximum safe operating speed of 10 m.p.h.).

Recommendation

It is reconimended that this portion of the Reading
& Columbi-a Branch be included in the ConRail System.

PORTION OF READING &7 COLUMBIA BRANCH

USRA Line No. 920

Reading

Mount Hope
Industrial Track, RDG

PORTION'OF THE
\ READING & COLUMBIA
\ BRANCH, RDG

MANHEIM 
- -

- NHE 4.6 m RDG to Sinking
4.6 miles Spring and Reading

RDG to Lancaster Junction

This portion of the-Reading & Columbia, Branch ex-
tends from Aanheim (Milepost 0.0) to Lititz, Pa.
(Milepost 4.6), a distance of 4.6 miles, in Lancaster
County, Pennsylvania. Continuations of this line ex-
tend southward from Manheim and eastward from Li-
titz. At Manheim this line also connects with the Mount
Hope Industrial Track of the Reading. All of these
lines are also under study in the Report. This line was
not described is potentially excess in the U.S. DOT Re-
port (see zone 67).

Traffic and Operating* Information -

Stations (with their 1973 carloads) served by this line:
Lime Rock_ .... ----------------------- 25
MAanbeim ------..------------------------------- 1, 329

Total carloads generated by the line ------------ 1,354
Average carloads per week ------------ ----------- 20.0
Average carloads per mile----------------------- 294.4
Average carloads per trai .---------------------.... 4.3
1973 operating information:

Number of round trips per year ........ --------------- 312
Estimated time per round trip (hours) ---------- 8. 0
Locomotive horsepower ---- ------------------ 1,500
Train crew size -------------------- 5.0

Information Piovided by RSPO, Shippers, Government
- Agencies

-No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their report entitled "The
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Public Response to the Secretary of Transportations
Rail Service Report."

Information for Line Retention Decision
Revenue received by RDG- $231,803
Average revenue per carload $171

Variable (avoidable) cost of continued
service:

Cost incurred on -the branch line____ 199,276
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost Incurred beyond the branch line-.._- 146,359

Total variable (avoidable) cost...... 345,635
'et contribution (los): total (113,832)

Average per carload ..... (84)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Preliminary Recommendatiorl

It is vot recommended that this portion of the Read-
ing & Columbia Branch be included in the ConRail
System. Continued operation of this line would require
a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual ex-
cess financial burden amounting to $113,832 or $84 per
carload. Recovery of costs would require approximately
a 130 percent increase in traffic or a 50 percent rate
increase over the 1973 levels. The ultimate disposition
of this smaller bankrupt carrier (see Chapter 3) may'
improve profitability of this line. The present carloads
per mile indicate that the line should be viable.

PORTION OF READING & COLUMBIA BRANCH

USRA Line No. 920a

Reading

RDG to Harrisburg

RDG to Manhelm .s.-- % SINKING SPRING
and Lancaster " lc
Junction 4 '  ''  "  -' . . .

- Lebanon Valley
LITITZ PORTION OFTHE Branch. RDG.

RKADING & to- Reading
COLUMBIA BRANCH.
ROG

This portion of the Reading & Columbia Branch ex-
tends from Lititz (Milepost 4.6) to Sinking Spriig, Pa.
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(Milepost 25.9) a distance of 1.3viles, in Lancaster
and Berks Counties, Pa. At Lititz this line continues
westward and southward through Manheim to Lan-
caster Junction where it forks into two segments. This
continuation is also under study in this Report. At Sink-
ing Spring this line connects with the Reading's Leba-
non Valley Branch. This line, except for the portion
between Lititz and Denver, was described as potentially
excess in the U.S. DOT Report (see Zones 67 and 68).

Traffic and Operating Information

Stations (with their 1973 carloads) served ,by this line:
Afontello 0------------------ 0
Reinholds -------------------------- 71
Denver -------------------------------- ------ 379
Stevens ------------------------------------ 79
Ephrata ------------------------------------------ 866
Akron ------------------------------------- 2
Millway ---------------------------------------- 0
Litit --------------------------------------- 1,335

Total carloads generated by the line ------------- 2,732
Average carloads per week ---------------------- 52. 6
Average carloads per mile ---------------------------- 128.4
Average carloads per train ------------------------- 8.8
1973 operating Information:

Number round trips pdr year 312
Estimated time per round trip (hours) ------------- 8.0
Locomotive horsepower ..... .....-------------------- 1,500
Train crew size ----------------- -------------- 5

Information Provided by RSPO, Shipping, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
Gehmen's Feed Mill receives 336 cairloads of grain a
year from Sinking Spring, and -they estimate use of
trucks would increase their cost $2,800 more per week.

Information for Line Retention Decision

Revenue received by RDG --------------------- $461, 908
Average revenue per carload -------------- $169

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 370, 653
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost)_ 0
Cost incurred beyond the branch line .... 245,271

Total variable (avoidable) cost ------------- 615, 924

Net contribution (loss) : total ------------------- (14, 016)
Average per carload --------------------- (56)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has .
maximum safe operating speed of 10 m.p.h.).

F. W. Woolworth, which has a plant at Denver sched-
uled for completion in November 1974, considers the
operation of this entire branch line vital to its plant.
Pennsylvania's response indicated that Woolworth's
would generate 1,000 carloads per year and anticipates
employing 350 people.

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Reading & Columbia Branch not be
included in the ConRail System, the possibility of im-
mediately increasing revenue must be explored before a
final reommendation can be made. Without immedi-
ately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line gen-
erates an annual'excess financial burden amountingto
$154,016 or $56 per carload. Recovery of costs woulf
require approximately a 70 percent increase in traffic or
a 30 percent rate increase over the 1973 levels.

PORTION OF FRACKVILLE BRANCH

USRA Line No. 921

Reading

RDG To Shamokin and RDG to Tamaqua and
Sunbury \ Reading

Y
BEARRUN JUNCTION

Frackville

8.5 Miles 4-" FRACKVILLE BRANCH,
READING

ST. CLAIR /

-RDG to Middleport
Mill Creek Junction 

R oy

/ RDG to Pottsville
/4- and Reading

I

This portion of the Frackville Branch, part of the
Reading Co., extends from St. Clair to Bear Ru Jot.
between Milepost 4.0 and 9.6 and Milepost 2.9 and 0.0,
a distance of 8.5 miles, in Schuylkill County, Pa. At
St. Clair it connects with the remainder of the Frack-
ville Branch of the Reading extending southward to-
ward Pottsville. At Bear Run Junction it connects with
the Mahanoy and Shamokin Branch of the Reading ex-
tending westward to Shamokin and eastward to East,
Mahanoy Junction. This line was not described as po-
tentially excess in the U.S. DOT Report (see Zone 82).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
St. Clair ------------------------- ----- 43
Frackyille -------------- -- :........--------- 340
Gilberton ------------------------ ------- 2

Total carloads generated by the line ------------ 391
Average carloads per week -------------------------- 7.5
Average carloads per mile --------------------------- 40.0
Average carloads per train ...------------------------ 3.8
1973 operating information:

Number of round trips per year ------------- ------ 1

Estimated time per round trip (hours) --------------- 4

Locomotive horsepower ---------------------- 1, 500
Train crew size -------------------------------- 4

Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was pro-

vided at the hearings .conducted by the Rail ,Services

Planning Office as reflected ixi their reports entitled

"The Public iResponse to the Secretary of Transporta-

tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by RDG ---------------------- $74,305
Average revenue per c rlgad ------------ $190

-Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --------- 90, 991
Cpst -of upgrading branch line to FR-A.

Class I (1/10 of total upgrading cost)__ 0
Cost incurred beyond the branch line ---- 40,299

Total variable (avoidable) cost---------- -- 137,290

Net contribution (loss) : total------------------ (02,985)
Average per carload - ----------------- (161)

This line would require no upgrading to meet the

yequirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a.

maximum-safe operating speed of 10 mph).

Preliminary Recommendation

No decision can be made on this line until further in-

formation'on coal traffic and potential is developed.

HERNDON BRANCH

USRA Line No. 922

Reading

This portion of the Herndon Branch extends from

Trevorton (Milepost 0.0) to Herndon, Pa. (Milepost

7.8) a distance of 7.8 mile8, in Northumberland 'County,

Pennsylvania. At Herndon, thia line connects with the

RDG linebetween Reading , Shamokin and West Milton.

This line was d6scribed as potentially excess in the U.S.

DOT Report. (see Zone 82).

RDG to Sunbury and West Milton

HERNDON BRANCH. RDG %. RNDM

TREVORTON 7.8 miles RDG to Shamokin
and Reading

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Rulps - - 1

Trevorton ------ 2

Total carloads generated by the line----- - 3
Average Oarloatds ijer week. ------- 0.1
Average carloads per mile, 0.-4
Average carloads per traln. .- - 0.5
1973 Operating Information:

Number of round trips per year ..--.-- 6
Estimated time per round trip (hours) 6.0
Locomotive lorsepwer- 3, 000
Train crew size -------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in their re-

ports entitled "The Public Response to the Secretary of

Transportation's Rail Service Report" indicated that
Waste fanagement Corp., which paid $2 million in

freight charges to the Reading in 1973, stated rail serv-

ice was essential for hauling solid waste from Philadel-
phia to the strip mines. David M. Blomberg, represent-
ing Waste Management, testified that with 10% of all

waste is going to abandoned pits. Potential business for

Reading is 233 carloads a year. An evaluation of coal

reserves by USRA staff indicates the Reading Anthra-

cite Coal Co. shipped 56,887 net tons in 1974, or 890 cars.
Between Trevorton and Dunkelsberger, no coal traffic

exists today.

Information for Line Retention Decision

Revenue received by W8DG $3
Average revenue per carload-------- $161

Variable (avoidable) cost of continued
service:

Cost"Ineurred on the branch llne .... 65, 066
Cost of upgrading branch line to FRA -

Class I: (1/10 of the total upgrading
cost) 0

Cost Incurred beyond branch line-.---- 392

Total variable (avoidable) cos__- 65,458

Net contribution (loss) : total- -------- (64,975)
Average per carload------------ (21, 659)
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This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class 1 track, which has

a maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

Although the preliminary recommendation is that
this portion of the Hlerndon Brahch not be included in
the ConRail System, the possibility of immediately in-
creasing revenue must be explored before a final recom-
mendation can be made. Without immediately increas-
ing revenue, continued operation of this line-would re-
quire a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $64,975
or $21,658 per carload. Recovery of costs would require
approximately a four-hundred-fold increase in traffic or
a 4,484: percent rate increase, over the 1973 levels.

PORTION OF THE CATAWISSA BRANCH

USRA Line No. 923

( Reading

ROG to Light Stret I EL to Scranton
'A1 Boornsburg 4.

ROG to West Hilton RUPERT -
°

.' . -

~. ~ '-.... . PC to Wilkes Barre

D-" u l ' C LV to Hazleton

EL to " .. ,.i..-" Cotawissa 36.6 Mile, .,,Nordinunberland , ..- " L /
- 1 LOFTY

PC to Sunbury 4 1t< k-.RDG to Tarnaqua

PORTION OF CATAWISSA BRANCH ROG " z \ od Reading

LV to Deaino

This portion of the Catawissa Branch extends from
Lofty (Milepost i10.5) to Rupert, Pa. (Milepost 147.1),
a distance of 36.6 miles, in Columbia and Schuylkill
Counties, Pa. This line connects with the Erie-Lacka-
wanna Scranton-Northumberland line at Rupert and
the Reading Bloomsburg Branch. It is also crossed-by
the PC!s Dan Secondary Track at Norca (Catawissa).
The .PC line and the continuation of the Reading line
to West Milton are also under consideration in this
Report. This line was described as potentially excess in
the U.S. DOT Report (see Zone 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Brandonville ------------------------------------- 1
Ringtown ------------------------------------- 109
Catawissa ----------------------------- --------- 85

Total carloads generated by the line -------------- 195
Average carloads per week --------------------------- 3. 8
Average carloads per mile ----------------------------- 5. 3
Average carloads per train ---------------------------- 3.8

1973 operating'information:
Number round trips per year ----------------------- 52
Estimated time per round trip (hours) --------------- 4.0
Locomotive horsepower ----------------------------- 1, 500
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
the Catawissa Lumber and Specialty Co. estimated 73
carloads in 1973; A. J. Balshi estimated 30 carloads in
1973. Three of the shippers are located at the Rfing-town
Industrial Park which still has available industrial sites.
The Brandonville Industrial Park is under develop-
ment, with over $1 million invested.

Information for Line Retention Decision
Revenue received by RDG ----------------------- $35, 144
Average revenue per carload --------------- $180

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 268,404
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading coft) - 0
Cost incurred beyond the branch line .... 21,501

Total variable (avoidable) cost ------------- 289,905

Net contribution (loss) : total ------------------- (254, 821)
Average per carload ------------------- (1,302)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
minimum safe operating speed of 10 m.p.h.).

Preliminary Recommendation
Although the preliminary recommendation is that tie

Catawissa Branch not be included in the ConRail Sys-
tem, the possibility of immediately increasing revenue
must be explored before a final recommendation can be
made. Withoutimmediately increasing revenue, contin-
ued operation of this line would require a rail service
continuation subsidy. Under 1973 traffic, revenue and
cost levels, ihis line generates an annual excess financial
burden amounting to $254,821 or $1,307 per carload. Re-
covery of costs would require approximately an eight-
een-fold increase in traffic or a 725 percent rate increase
over the 1973 levels.

CATAWISSA BRANCH

USRA Line No. 924

Reading

This portion of the Catawissa Branch, Reading R1,
extends from Rupert (Milepost. 147.1) to West Miltan,
'Pa. (Milepost 169.0), a distance of 21.9 miles, in Union,
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RDG to Williamsport

/ PC to Williamsport
and Buffalo

RDG to- I.;7 .hCaais
Sunbury | PC to HarriSburg -

EL to Northumberland-d RDGtoTamaqua

PC to Northumberand

Northumberland, Montour, and Columbia Counties,

Pennsylvania. Continuations of this line extend north-

ward from West Milton and Southeastward from Ru-
pert. At West Milton, this line connects with the Read-
ing Shamokin, Sunbury & Lewisburg Branch. Other

connections are the PC Harrisburg-to-Buffalo Line at
Milton and the Erie Lackawanna Scranton-Northilim-

berland line at Rupert. This line was described as

potentially excess in the U.S. DOT Report (see Zone

82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Danville -- 107
Mausdale ----- .....---------------------------- 3
Pottsgrove --------------------- ------------------ 14

Total carloads generated by the line -------.. 124
Average carloads per week ----------- 2.4
Average carloads per mile ------------------------- 5.7
Average carloads per train -------------------- - - 2.4
1973 operating information:

Number of round trips per year ---------------- 52-

Estimated time per-round trip (hours) ---------- 5.0
Locomotiye horsepower --- ...---------------- 1,500

Train crew size ----- -- --. . ..------------ - - 5

Information Provided by RSPO, Shippers, Government

Agencies

Information provided at the hearings conducted 'by

the Rail Services Planning Office as reflected in their

reports entitled "The Public Response to the Secretary

of Transportation's Rail Service Report" indicates that

the Kennedy Van Saun Corporation (estimated 150

carloads in 1973) manufacturers equipment that must

be transported on two connecting rail cars. Trucking

is not a viable alternative for Kennedy Van Saun nor

for Gold Band Bldg. Products which ships large rolls

of paper. ACF Inc. (estimated 100 carloads in 1973)

and CECO Corporation (estimated 1328 carloads in

,1973) each have two plants that are comiected by the

segment which connects West Milton and ilton, and

they would have to ship their goods an additional 1-20

miles if the line were closed. Discoytinuation of service

would also make it impossible for the Milton Plants to
receive raw materials by rail from the north. Pennsyl-
vania's response- confirms a railroad car manufacturer
(ACF) on this line employing 800. Pennsylvania's re-
sponse also indicates a 700 acre industrial park at Milton
is designed with rail sidings directly connected to this
line.

Information for Line Retention Decision

Ievenue received by RDG..........
Average revenue per carload-...... $13T

$16,979

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line-_--_ 172, 7M
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-_ 0
Cost incurred beyond the branch llne-- 12, 82

Total variable (avoidable) cost...... 185,579

Net contribution (loss) : total. - (168,600)

Average per carload----._- (1, 380)

This line would require no upgrading to meet the re-

quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). An evalua-
tion of coal reserves by USRA staff indicates no signif-
icant reserves or potential loading points along this

line.

Preliminary Recommendation

It is not recommended that this portion of the Cate-

wissa Branch be included in the ConRail System. Con-

tinued operation of this line would require a rail serv-

ice continuation subsidy. Under 1973 traffic, revenue and

'cost levels, this line generates an annual excess financial

burden amounting to $168,600 or $1,360 per carload. Re-
covery of costs would require approximately a 40-

fold increase in traffic or a $990 rate increase over the
1973 levels.

M.

PORTION OF THE WEST END BRANCH

USRA Line No. 925

Reading

This portion of the West End Branch extends from

Tremont (Milepost 22.9) to Pine Grove, Pa. (Mile-

post 29.9) a distance of 7.0 miles, in Schuylkldl

County, Pa. At Tremont this line splits with one seg-

ment continuing westward to Goud Spring and the

other continuing eastward to Westwood. Both of these

contifnuations are also under study in this Report.

This line was described as potentially excess in the U.S.

DOT Report (see Zone 82).
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RDG to Good Spring
TREMONT
JUNCTION

Tremont
_ RDG toWestwood and

PORTION OF THE WEST I Schuylkill Haven
END BRANCH, RDG --- j!-7.0 miles

PINE GROVE

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Pine Grove ---------------------------------------- 253

Tremont ----------------------------------------- 0

Total carloads generated by the line ------------- 253

Average carloads per week --------------------------- 4.9-
Average carloads per mile ----------------------- 36. 1

Average carloads per train ---------- --------------- - 1. 6
1973 operating information:

Number of round trips per year -------------------- 104
Estimated thhe per round trip (hours) -------------- 3.0
Locomotive horsepower ---------------------------- 3,000

Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

N6 specific information concerning this line was pro-
vided at the hearings conducted by -the -Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." Penn. DOT estimated 624
carloads per year on -this line. Pennsylvania's response
indicated one firm, employing 400 people, stated that if
service was lost, it would increase their costs of produc-
tion by 20% and severely limit their ability to remaim
competitive. Two coal companies are entirely dependent
on the continuation of rail service; however, both are
now shipping by truck to-Suedberg as their sidings were
destroyed during the flood of 1972, Both of these coal
companies function as processors, so that many inde-
pendent mine operators are dependent on 4them for
service.

Information for Lin'e Retention Decision

Revenue received by RDG -------------------
Average revenue per carload ------------ $140

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ....
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) ----------------------.. . ----

Cost incurred beyond the branch line--

$35, 477

75, 716

0
24,956

Total variable (avoidable) cost ....

Net contribution (loss) : tothl.
Average per carload-- (256)

100, 672

(65,195)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.). An eval-
uation of coal reserves by USRA staff confirms there
is an active loading facility on this line and traffic may
increase.

Preliminciry Recommendation

No decision can be made on this line until further
information on coal traffic and potential is developed.

PORTION OF WEST END BRANCH

USRA Line No. 926.

Reading

RDG Good Spring Colliery Track

RDG to Keffers I GOOD SPRING

r '5.4 miles
RODG to Westwood

PORTION DF THE WEST TRand Schuylkill Haven

END- BRANCH, RDG
/ Tremont Junction

/f-RDG to Pine Grove

This portion of the West End Branch extends from
Temont (Milepost 29.9) to Good S.pring, Pa. (Mile-
post 35.3), a distance of 5.4 miles, in Schuylkill County,
Pennsylvania. At Tremont, this line continues eastward
-through Tremont Junction to Westwood. At Tremont
Junction, the line splits with one segment continuing
southward to Pine Grove. All of these continuations are
also under study in this Report. This line was described
as- potentially excess in the U.S. DOT Report (see Zone
82).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line: -

Good Spring --------------------------------------- 16

Total iarIoads generated by the line ------------- 10
Average carloads per week ----------------- -------- 0.3
Average carloads per mile ----------------------------- 3.0
Average carloads per train --------------------------- 0.5
1973 operating information:

Number of round trips per year -------------------- 32
EstmAted time per round trip (hours) --------------- 0.0
Locomotive horsepower------------------------ 3, 000
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
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reports entitled "The Public Response to the Secretary
of Transportations Rail Service Report" indicates that
Frederic Potts & Co., a coal producer, stated 905 of its.
product must be shipped by rail because of the high cost
of shipping coal long distances. The Kocher Coal Co. at

Good Spring shipped 135,128 tons (or 211 carloads) in
1974.

Information for Line Retention Decision
Revenue received by RDG. --___ $2,180
Average revenue per carload -------------- $136

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 53,717
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) -------- 0
Cost incured beyond the branch
Cost incurred beyond the branch line ..... 1,600

Total variable (avoidable) cost........... 5,5, 317

Net contribution (loss) : total ------------------ 53, 137
Average per -carload ------------------- (3,321)

This line would require no upgrading to meet the re
quirements of the Federal Railroad Administration'
minimum safety standards (Class I track, which hasi
maximum safe operating speed of m.p.h.).

An evaluation, of coal reserves by USRA staff indi
cates there are active loading facilities on this line an(
traffic may increase. 'This coal traffic is billed-at Wes
Cressona anddoes not appear in the carloadings or rev
enues relported above.

Recommendation
No decision can be made on this line until further in

formation on the potential for coal traffic is developed

PORTION OF THE WEST END BRANCH

USRA Line No. 929

Reading

ROG to Minersville PoG to
ROG to Branchdale (West End)

RDG to Zerbe A\ .... West Endl

ROG to Good Spring .
I 'on

TR84ONT SwataraJunction -WESTWOOD

rerotJiunction $ilverton
ROG to Pine Gove PORTION OF THE W

ROG to Schuylkill Haven and Reading

49.2 niles-i

This portion of the West End Branch, exfends from
Weitwood (Milepost 0.0) to Trenwnt, Pa. (Milepost
9.2), a distance of 9.2 mies, in Schuylkill County, Pa.
At Tremont, this line continues to Good Spring and to

Pine Grove. At IVestwood, this line continues to Schuyl-
Idll Haven. All continuations (except to Schuylkdll
Haven) are also under study in this Report. This line
was described as potentially excess in the U.S. DOT
Report (see Zone 82).
Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the'hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." "

Information for Line Retention Decision

An evaluation of coal reserves by 1JSRA staff indi-
cates there are active loading facilities on this line.
Manbeck Coal Co. shipped 3G,967 tons or 578 carloads in
1974. The coal generated by this line is billed at West
Cressona and.does not appear in the above traffic data.

Recommendation

It is recommended that this portion of the West End
Branch be included in the ConRail System.

SWATARA COLLIERY TRACK

USRA Line No. 930

TERMINUS (ZERBE)

- SWATARA COLLUIERY
TRACK, RDG 1 1.8 miles

RDG to Tremont SWATARA RDG to Westwood
JUNCTION and Schuylkill Haven'

The Swvatara Colliery Track, extends from Swatara
JunctimZ7 Pa. (Milepost 0.0) to Terminus (Milepost
1.8), a distance of 1.8mi7es, in Schuyllill County, Pa. At
Swatara Juction, this line connects with the Reading
West End Branch, portions of which are also tnder
study in this Report. This line was not shown in the
U.S. DOT Report (see Zone 82).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion' Rail Service Report."

Information for Line Retention Decision

An evaluation of coal reserves by USRA staff con-
firms there is an active loading facility on this line:

)
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Swatara Coal Company who shipped 36,188 net tons, or
565 carloads, in 1974. The coal generated on this line is
billed at West Cressona and therefore does not appear in
the above traffic data.

Recommendation

It is recommended that'the Swatara Colliery Track
be included in the ConRail System.

PORTION OF MUDDY COLLIERY TRACK'

USRA Line No. 937

Reading
RDG to Terminus (Branchdale)

WEST JUNCTION
* ,JPORTION OF THE

0.6 miles MUDDY COLLIERY
"A| TRACKRDG

RDG to Tremont T

SILVERTON f RDG to Westwood
and Schuylkill Haven

This portion of the Muddy Colliery Track extends
from Rilverton (Milepost 2.0) to West Junction, Pa.
(Milepost 2.6), a distance of 0.6 miles, in Schuylkill
County, Pa.

At West Junction, thisline continues to-Terminus.
At Silverton, this line connects with the Reading West
End Branch, segments of which are also under study
in this Report. This line was not shown in the U.S. DOT
Report (see Zone 82).

Information Provided by RSPO, Shippers, Government,
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report.'

Information for Line Retention Decision

An evaluation of coal reserves by USRA staff con-
firms no coal activity here. Available data indicates that
there is no traffic generated by this line.

Preliminary Rec6mmendation

It is not recommended that this portion of the Muddy
Colliery Track be included in the ConRail System.

PORTION OF THE MUDDY COLLIERY TRACK

USRA Line No. 932

Reading
TERMINUS PORTION OF THE MUDDY
(BRANCHDALE) COLLIERY TRACK, ROG

2.7 miles WEST JUNCTION

RDG to Zerbe
S ar-- ilverton

Swatara Junction - - .

RDG to Westwood and
RDG to Tremont Schuylkill Haven

This portion of the Mudd Colliery Track extends
from West Junction, Pa. (Milepost 0.0) to Zermnus
(Milepost 2.7), a distance of 2.7 miles, in Schuylkill
County, Pa.

At West Junction, this line continues to the Reading
West End 'Branch at Silverton. This continuation is
also under study in this Report. This line was not shown
in the U.S. DOT Report (see Zone 82). '

Information Provided by RSPO, Shippers, Governmont

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Infornmation for Line Retention Decision

An evaluation of coal reserves by USRAI staff con-
firms no coal activity here. Available information in-
dicates that no traffic is generated by this line.

Preliminary Recommendation

It is not recommended that this portion of the Muddy
Colliery Track be included in the ConRail System.

FRANKFORD BRANCH

USRA Line No. 933

Reading
The Frankford Branch extends from Frdnloford

Junction (Milepost 8.1) to Fra ford, Pa. (Milepost
10.7), a distance of 2.6 miles, in Philadelphia County,
Pennsylvania. This line is in northeast Philadelphia
and runs from Frankford Junction on the RDG. Co.
freight line to New York eastward to Frankford, There
is a connection to the PC Oxford Road Branch at Sears,
also being studied in this Report. This line was described
as potentially excess in the U.S. DOT Report (see
Zone 66).



/--RDG to Wist Trenton
FRANKFORD,'
JUNCTION/-

k1FRANKFORD BRANCH, RDG

A 4 --2.6 miles

RDG to , \FRANkFORD
Wayne Jnction :"KPC Oxford Road Branch

Traffic and Operating Information
Stations (with their 1973carloads) served 'by this line:

Crescentville ___ - -- ...................
Summerdale-------------------
Frankford -- - -- ..................

PORTION OF CATAWISSA BRANCH

USRA Line No. 934

Reading

PCto Coming .. i..-'o.:

" " NEWBERRY
JUHCTIOH

1 Linden .
1,702 PC to Buffalo 34.51Mes.

6 PORTION CATAWISSA BRANCH ROG

Total carloads generated by the line.! ----------- 1,769
Average carloads per week ------------------------ 33.9
Average carloads per mile ----------------------- 678. 9
Average carloads per train ------------------------ 6.8
1973 operating information:

Number of round trips per year-------------------- 260
Estimated time. per round trip (hours) ------------- 4.0
Locomotive horsepower ------------------------ 1,500
Train crew sie ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies I

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report" indicated that
there are 1,743 carloads annually (599 of which are
Sears). Sears is also served by the PC's Oxford Road
Branch (2,400 cars in 1973) but its use of the Oxford
Road Branch is restricted because of an underpass with
low clearance. The Frankford Branch can accommodate
hi-cube box cars.

Information for Line Retention Decision
Revenue received by RDG -------------------- 3- -09,107
Average revenue per carload --------------- $175

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line -------- 113,088
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------ 0
Cost incurred beyond the branch .line .... 92, 586

Total variable (avoidable) cost ----------- -- 20, 674

Net Contribution (loss): total ------------------ 103,433
Average per carload ----------------------- 59

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Recommendation

It is recommended that the Frankford Branch be
included in the ConRail System.

,WEST MILTON

ROG to Sunbury
and Reading--->

Manty

i

i

._milton
*RDG to Catawissa
I and Reading

PC to Harrisburg

This portion of the Catawissa-Branch of the Reading
Company extends from Newberry Junction (Milepost
169.0) to West Milton (Milepost 203.5),"a distance of
34.6 mile8, in Lycoming, Union and Northumberland
Counties, Pa. At Wells this line crosses Penn Central's
Williimsport Secondary extending to Williamsport and
connects at Newberry Junction with the-Penn Central
line extending westward to Buffalo and Harrisburg. It
also crosses this line at Monty. At West Milton, the line
connects with the Reading Co. Shamokin, Sunbury and
Lewisburg Branch extending south to Lewisburg and
Sunbury. This line was not described as potentially ex-
cess in the U.S. DOT Report (gee Zones 73 and 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
New Columbia . - Z003
Allenwood --- 2
Montgomery -
Muncy 1, 442
Halls 2
Montoursvllle -- --........ 648
Williamsport ----- 3, 087

Newberry Sunction-- .... _2

Total carloads generated by the line-._____ 7,195
Average carloads per week--..... 138. 3
Average carloads per mile- ........ 20.5
Average carloads per train ....-.... 27.7

10135
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1973 operating information:
Number of round trips per year ------------------- 260
Estimated time per round trip (hours) 5.0
Locomotive horsepower ------------ ------------ 1,500
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as Teflected in their reports entitlet
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
Revenue received by RDG -------------------- $1, 452,753
Average revenue per carload -------- $202

Variable (avoidable) cost of continued serv-
ice:

Cost Incurred on the branch line -------- 524, 895
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line_-- 759, 163

Total variable (avoidable) cosL ---------- 1,284, 058

Net contribution (loss) : total ------------------- 168, 695
Average per carload --------------------- 23

This line would requireno upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

An evaluation of coal reserves by USRA staff con-
firms no anthracite coal; however, a new bituminous
coal producer is trucking coal from north of Newberry
Jet. to the Reading Branch at Newberry Jet. and load-
ing it there. In 1974, they loaded 56,164: tons (749 car-
loads).

Recommendation
It is recommended that this portion of the Catawissa

Branch be included in the ConRail System.

STONY CREEK BRANCH

USRA Line No. 935

Reading

The Stony Creek Branch extends from Norristown
(Milepost 0.0) to Lansdale, Pa. (Milepost 10.0), a dis-

tance of 10.0 mile, in Montgomery County, Pa. At
Norristown this line connects with the Reading Norris-
town Branch, and the Reading Philadelphia to Potts-
ville Line. At Lansdale it connects with the Reading
Philadelphia to Bethlehem Line, and the Reading
Doylestown Branch. The Reading .Doylestown Branch
is also under study in this Report. This line was' de-
scribed as potentially excess in the U.S. DOT Report
(see Zone 66).

RDG to Bethlehem

4\ 4- RDG to Doylestown

LANSOALE

%* PC to Reading \ \ Philadelphia to
RDG to Reading 10.0Mles Bethlehem Line, ROG

f ' " STONY CREEK BRANCH
NORRISTOWN

Norristown Junction % \, PC to Philadelphia

RDG to Philadelphia

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Belfry .......---_____: ------------------------------- 3
Hartranft ---------------------------------------- 18

Total carloads generated by tWe line ------------- 21

Average carloads per week --------------------------- 0.4
Average carloads per mile ---------------------------- 2.1
Average carloads per train --------------------------- 0. 5

1973 operating information:
Number of round trips per year ---------------------- 42
Estimated time per round trip (hours) -------------- 2.0
Locomotive horsepower ---------------------------- 1,200
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office -s reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report." This line is
being considered by SEPTA for electrified commuter
passenger service, but no decision has been made. USRA
staff has requested SEPTA to complete a detailed in-
ventory of its passenger service needs.

Information for Line Retention Decision

Revenue received by Reading ......................
Average revenue per carload --------------- $130

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line-------- 77,208
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 0
Cost incurred beyond the branch line ---- 2, 032

$2, 88

Total variable (avoidable) cost -------------- 70,240

Net contribution (loss) : total -------------------- (70, 372)
Average per carload --------------------- (3,630)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).
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Preliminary Recommendation
It is not recommended that the Stony Creek Branch

be includad in the ConRail System. Continued opera-
tion of this line would-require -a rail service continuation
subsidy. Under the 1973 traffic, revenue and cost levels,
this line "generates an annual excess financial burden
amounting to $76,372 or $3,636 per carload. Recovery of
costs would require approximately a ninety-fold in-
crease in traffic or-a 2,675 per cent rate increase over the
1973 levels.

PORTION OF READING AT MUNCY

USRA Line No. 946

Reading

I RDG to Williamsport

0 0.6Miles

MUNCY TERMINUS

MUNCY BRANCH, ROG

ROG to West Milton

This portion of the Reading at uncy extends from
Milepost 0.0 to Milepost 0.6, a distance of 0.6 mike, in
Lycoming County, Pa. This line runs from Muncy to
Terminus. It connects at Muncy with the Reading line
which runs between West Milton and Williamsport.
This line was not described as potentially excess in the
U.S. DOT Report (see Zone 73).

Information Provided by RSPO, Shippers, Government
Agencies

No specific information-concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Inforation for Line Retention Decision
All- traffic generated by this line is billed to USRA

Segment 934 which is recommended for inclusion in the
ConRail system.

Recommendation
It is recommended that this portion of the Reading

at Muncy be included in the ConRail system.

GOOD SPRING COLLIERY TRACK

USRA Line No. 947

Reading

The Good Spring Colliery Track extends from Good
S'pring, Pa. (Milepost 0.0), to Terminus (Milepost 1.4),

TERMINUS

1.4 miles , GOOD SPRING
COLLIERY TRACK, RDG

•RDGto Keffers - RDG to Tremont,
1, ell. Westwood and-

GOOD SPRING .- S.c huylkill Haven

a distance of 14 miles, in Schuylkill County, Pa. At
Good Spring, this line connects with the-Reading West
End Branch, also under study in this Report. This line
was not shown in the U.S. DOT Report (see Zone 82).
Information Provided by RSPO, Shippers, Government

Agencies
No specific information concerning this line was pro-

vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
The coal traffic generated by this line is billed at

West Cressona and therefore does not appear in the
traffic; revenue and cost data reported above.
Recommendation

It is recommended that the Good Spring Colliery
Track be included in the ConRail System.

NEW BOSTON SECONDARY TRACK

USRA Line No. 1007

Lehigh Valley Railroad

RDG to Sham
and Sunbury

Raven Run LV to Hazleton

*o.i _ Delano Iokin -. "

9.6 miles LAUREL JUNCTION

'-HNEW BOSTON
SECONDARY
TRACK, LV

ROCK .

Reading to Tamaqua

The New Boston Secondary Track extends from
Laurel Junction (Milepost 157.5) to Rock, Pa. (Mile-
post 167.1), a distance of 9.6 i7es, in Schuylkill County,
Pa. At Laurel Junction, this line connects with the Le-
high Valley line to Hazleton and the Lehigh Valley
Delano Secondary Track to Kohinoor Junction. A por-
tion of the latter line is also under study in this Report.



This line was not described as potentially excess in the
U.S. DOT Report (see Zone 82).

Traffic 'and Operating Information

Stations (with their 1973 carloads) served, by this line:
Buck Mountain College --------------- 8

Total carloads generated by the line ------------- 8
Average carloads per week ------------------------- 0.2
Average carloads per mile ----------------------- 0.8
Average carloads per train ------ ------------------- 0.5
1973 operating information:

Number of round trips per year --------------------- 16
Estimated time per round trip (hours) -------------- 2
Locomotive horsepower -------------------------- 800
Train crew size ---------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No information was provided at the hearings -con-
ducted by the Rail Services Planning Office as reflected
in their reports entitled "The Public Response to the
Secretary of Transportation's Rail Service Report."

Information for Line Retention Decision

Revenue received by LV ----------------------- 1900
Average rvenue per carload -------------- $238

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 68,206
Cost of upgrading branch line to FRA Class

I: (1/10 of total upgrading cost) ------- 7,321
Cost incurred beyond the branch line ------ 545

Total variable (avoidable) cost -------------- 76,072

Nt contribution (loss) : total ------------------- (74,172)
Average per carload -------------------- (9,272)

This line would require upgrading to met the require-
ments of the Federal Railroad Administration's mini-
mum safety standards (Class I track, which has a maxi-
mum safe operating speed of 10 m.p.h.). Based on avail-
able information, this upgrading would include the re-
placement of a total of 1,500 crossties (an average of
156 crossties per mile).

Preliminary Recommendation

It is not recommended that the New Boston Second-
ary Track be included in the ConRail System. Con-

-tinued operation of this line would require a rail serv-
ice continuation subsidy. Under 1973 traffic, revenue
and cost levels, this line g~nerates an annual excess fi-'
nancial burden amounting to'$74,172 or $9,272 per car-
load. Recovery of costs would -require approximately a
fifty-four-fold increase in traffic or a 3,895 percent rate
increase over the 1973 levels.

PORTION OF THE DELANO SECONDARY TRACK

USRA Line No. 1008

Lehigh Valleys

PORTION OF THE DELANO
SECONDARY TRACK, LVRAVEN

RUN Shenandoah DELANO

-Sh db LV /# ' \\Laurel Junction

enanO /LV to Hazleton! /

13.7 miles-

RDG to Mahanoy Plane

This portion of the Delano Secondary Track, extends
from Delano (Milepost 58.4) to Raven Run, Pa. (Mile-
post 172.1), a distance of 13.7 miles, in Schuylkill
County, Pa. Continuations of this line extend eastward
from Delano and westward from Raven Run. The sec-
tion of this line from Raven Run to Shenandoah has
been abandoned for several years. This line 'vas de-
scribed aspotentially excess in the U.S. DOT Report
(see Zone 82).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this ine:
Delano ----------------------------------------- 174
Park Place ------------------------------------- 2
Raven Run ------------------------------------- 1

Total carloads generated by the line -------------- 177
Average carloads per week -------------------------. 34
Average carloads per mile ------------------------- 12.0
Average carloads per train -------------------------- 3.2
1973 operating information:

Number of round trips per year-....------------------ -5
Estimated time per round trip (Iours) -------------- 1.0
Locomotive horsepower --------------------------- 800
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shipping, Government
Agencies

No specific information concerning this line was
provided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report." iennsylvania's response
stated that the -five mile section from Shenandoah to
Raven Run has been abandoned for several years, but
that from Shenandoah to the Luzerne County line,
there were companies shipping 707 carloads per year.
Two Companies are developing industrial parks at
Delano.



Information for Line Retention Decision

Revenue received by LV --------- --------- $21, 791
Average revenue per carload --------------- $123

Variable (avoidable) cost of- continued
service:

Cost incurred on the branch line --------- 78,489
Cost of 'upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 16,4 41
Cost incurred beyond the branch line .... 15,382

Total variable (avoidable) cost ------------ 110,812

Net contribution (loss) : Total ------------------- (89,021)
Average per carload -------------------- (503)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading \wo uld include
the replacement of a total of 1,900 crossties (an aver-
age of 181 crossties per mile).

Preliminary Recommendatioin

Although the preliminary recommendation is that
this jportion of the Delano Secondary Track not be
included in the ConR'ail System, the possibility of im-"
mediately increasing revenue must be explored before
a final recommendation can be made. Without imme-
diately increasing revenue, continued operation of this
line would require a rail service continuation subsidy.
Under 1973 traffic, revenue and cost levels, this line
generates an annual excess financial burden amounting
to $89,021 or $503 per carload. Recovery of costs would
require approximately a fourteen-fold increase in traf-
fic or a 410 percent rate increase over the 1973 levels.

NESQUEAiONING VALLEY BRANCH*

USRA Line No. 1009

Lehigh Valley

NESQUEHONING VALLEY BRANCH, LV
RDG to West Milton \ LV (L&S) (out of Service)

,I TAMANEND. "  16.7 miles ,/

Hauto NESQUEHONINGI
'Hwiks If-t JUNCTION

I LV (L&NE) LV to Allentown

ROG to East Mahanoy
Junction

The Nesquehoning Valley Branch of the Lehigh Val-
ley, extends from Nesqueoning Junction (Milepost
0.0) to Tamanend, Pa. (Milepost 16.7), i distance of
16.7 iWie, ii Carbon and Schuylkill Counties, Pa. This
line connects with the Lehigh & INew England Ry. at
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Hauto. At Nesquehoning Junction this line connects
with the LV line south to Packerton and north to
Hetchell. The former line is also under study in this
Report, The latter is out of service with the track
partially removed. This line, except for the portion
from Nesquehoning to Hometown, was described as po-
tentially excess in the U.S. DOT Report (see zones To
and 82).

Traffic and Operating Iniformation
Stations (with their 1973 carloads) served by this line:

Nesqueboning . 25
Hauto 34
Hometown 426-
Haucks 4

Total carloads generated by the line.-__________ 489
Average carloads per week__.. 9.4
Average carloads per mile -.... 29. 3
Average carloads per train ......... . 5.2
1973 operating Information:

Number of round trips per yearr-- 95
Estimated time per round trip (hours) 6. 0
Locomotive horsepower-...... 1,500
Train crew sizeI ... 4

Information Provided by RSPO, Shipping, Government
Agencies

No specific information conceinting this line was pro-
vided at the hearings conducted by the Rail Services
Planning office as reflected in their reports entitled "The
Public Response to the Secretary of Transportation's
Rail Service Report." However, note was made of the
many submissions calling attention to the anthracite
coal deposits in this area.

Penn. DOT cites part of this line (3.5 miles from
Haucks to Hometown) as having been "extensively de-
veloped for industry." They reported two companies
using 510 carloads a year and "increasing."

According to Pennsylvania DOT, a 224-acre indus-
trial park is being developed north of Hometown. In
addition, the Hauto Industrial Park near Nesquehoning
is expected to generate 780 carloads annually by 1915.

Information for Line Retention Decision
Revenue received by LV.=.126, 56T
Average revenue per carload-- ---- $259

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line--_- 156,665
Cost of upgrading branch line to FRA

Class I: (/10obf total upgrading cost). 14,840
Cost Incurred beyond the branch line--- 51,311

Total variable (avoidable) cost-........ 222,816

Net contribution (loss): total ------- (96,249)
Average per carload - ........ (197)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
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a maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
the re'llacement of a total of 2,200 crossties (an aver-
age of 132 crossties per mile).

Preliminary Recommendation-
Although the preliminary recommendation is that

the Nesquehoning Valley Branch not be included in the
ConRail System, the possibility of immediately in-
creasing revenue must be explored before a final rec-
ommendation can be made. Without immediately in-
creasing revenue, continued operation of this line would
require a rail service continuation subsidy. Under 1973
traffic, revenue and cost levels, this line generates an
annual excess financial burden amounting to $96,249
or $197 per carload. Recovery of costs would require
approximately a 130 percent increase in traffic or a-75

* percent rate increase over the 1973 levels.

FRANKLIN BRANCH

USRA Line No. 1012

Lehigh Valley

D&H to Carbondale

LV to Coxton .

Buttonwood -

-WILKES BARRE

Nrte 4-- FRANKLIN BRANCH ATP C to Northum berland , I LK E BA R E ./ _WILKES BARRE, LV

1.0 miles

- / I0 Ashley -

Old LV Main Line 7
to Warrior Run LV (L&S) to Solomons

Gap (out of Service)

The FrankliWBranch, extends from Milepost 0.0 to
Milepost 1.0, a distance of 1.0 mile, at Wilkes-Bazrre, in
Luzerne County, Pa. At Wilkes-Barre this line con-
nects with the LV line to Pittston and with the PC But-
ton Secondary Track, which is also under study in this
Report. This line was not described as- potentially ex-
cess in the U.S. DOT Report (see Zone 72).
Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tiones Rail Service Report."

Information for Line Retention Decision-

At this time, the traffic generated on this line cannot
be identified, therefore no analysis was conducted. .

PORTION OF JERSEY CITY-BUFFALO LINE

USRA Line No. 1013

Lehigh Valley
/

- -LV to Buffalo

State Line&
Sullivan Branch,
LV -4

PORTiO1 OF
THE JERSEY CITY-

TOWANDA BUFFALO LINE, LV

TEHOOPANY

LV to Jersey City

This portion of the Jersey City-to-Buffalo Line, ex-
tends from Afeioopany (Milepost 214.1) to Towanla,
Pa. (Milepost 254.8), a distance of 40.V miles, in Wyo-
ming and Bradford Counties, Pa. Continuations of this
line extend southeastward from Mehoopany to Jersey
City and northwestward from Towanda to Buffalo. At
Towanda this line connects with the Lehigh Valley's
State line and Sullivan Branch. The continuations and
the connection are also under study in this Report. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 73).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:
Mehoopany --------------------------------------- 180
Afyobeach ----------------------------------- 3
Skinners Eddy ------------------------------------- 112
Laceyville ---------------------------------------- 425
Wyalusing ---------------------------------------- 105
Wysox - - . . ..----------------------------------- 292

Total carloads generated by the line ------------ 1,123

Average carloads per week ---------------------- 21. 0
Average carloads per mile ----------------------------- 27. 0
Average carloads per train --------------------------- 4.3
1973 operating information:

Number of round trips per year --------------------- 200
Estimated time per round trip (hours) -------------- 11.0
Locomotive horsepower ---------------------------- 1, 500
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Respcnge to the Secretary of Transporta-
tion's Rail Service Report." Correspondence opposing
the abandonment of this line was received from the
Northern Tier Rural Development Committee, the
Northern Tier Regional Planning & Development Com-
mission, Arey Lumber Co., Masonite Corp. Charmin
Paper Co., while under no danger of losing rail service,

X
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stated that 60% of their traffic was routed north over
this line. -

-Information for Line Retention Decision

Revenue received by LV ---------------------- 22,18
Average revenue per carload----- $225

Variable (avoidable) *cost of continued
service:

Cost incurred on the branch line ...-- 469,109
.Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading
cost) 0

Cost incurred beyond the branch line--. 128, 95

Total variable (avoidable) cost ------------ 59, 054

Net contribution (loss) : total ------------------ (345,868)
Average-per carload - ------ (308)

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph).

Although this line generates a loss based on origi-
nated and terminated traffic, it is required as a secondary
through freight line. Therefore, all shippers located
on this line will receive service.

Recommendation -

It is recommended that this portion of the Jersey
City to Buffalo line be included in the ConRail System.
It may be transferred to another carrier (see Chap. 3).

PORTION OF JERSEY CITY-BUFFALO LINE

USRA Line No. 1014

Lehigh Valley

EL to Homell (LV has
Trackage Rights to Elmira)

\4-LV to Buffalo

-4%+.-Auburn Branch, LV
"-'---EL to Binghamton

SARE
LV to Jersey City

IA.2 miles TOAD

PORTION OF
JERSEY CITY- I
BUFFALO LINE, LV I

State Line & Sullivan

Branch. LV

This portion of the Jersey City-Buffalo line, extends
from Towan d (Milepost 254.8) to Sayre, Pm (Milepost
271.0), a distance of 16.2 miles, in Bradford County,
Pa. Continuations of this line extend northward from
Sayre and southward from Towanda. At Towanda, the
Lehigh Valley State Line and Sullivan Branch inter-

sects this line. At Sayre this line connects with the Le-
high Valley Auburn Branch, and the Lehigh Valley
Waverly-Elmira Branch (trackage rights over EL).
Of the continuations and the connecting linesmentioned,
only the LV Waverly-to-Elmira Branch is cot under
study in this Report. This line was not described as po-
tentially excess in the U.S. DOT Report (se Zone 73).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

rowanda. 1730
Ulster ______- - --- - 1
Athens --- -

Total carloads generated by the line____ 842
Average carloads per week -..... .. 16.2
Average carloads per mile-- .52.0
Average carloads per train- 3.2
1973 operating Information:

Number of round trips per year- .... 260
Estimated time per round trip (hours)--- - 11.0
Locomotive horsepower. 1,500
Train crew size-.. ... 4

Information Provided by RSPO, Shipping, Government

Agencies

No specific information concerning this line was pro-
vided at the.hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
lion's Rail Service Report." Correspondence opposing
abandonment of this line was received in conjunction
with LV line 1013. Mehoopany to Towanda.

Information for Line Retention Decision
Revenue received by LV..... $57, 82T
Average revenue per carload .- _ .... $318

Variable (avoidable) cost of continued
service:

Cost Incurred on the branch line ..... 325,667
Cost of upgrading branch line to FRA

Class I (1/10 of total upgradingcost)-__ 0
Cost incurred beyond the branch line-- 103, 96

Total variable (avoidable) cos_ 428, 963

Net contribution (loss): total(161, )
Average per carload (191)

This line would require no upgrading to meet the
requirements of the Federal Railroad Administration7s
minimum safety standards (Class I track, which has a
maximum safe speed of 10 mph).

Although this line generates a. loss based only on
originated and terminated traffic, it is required as a. sec-
ondary freight line. All shippers located on this line
will receive service..

Recommendation
it is recommended that this portion of the Jersey

City to Buffalo line be included in the ConRail System.
It may be transferred to other carriers (see Chap. 3).
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RHODE ISLAND

Intrastate

USRA Terminals
line number

28
b6/36a
38/38a
43a
677

Newport to Portsmouth
East Providence to Warren
Cranston to Pontiac
Kingston to Wakefield
Washington to Providence

Interstate

Rhode Island to Connecticut (this- line is discussed under
Connecticut)

43 Hlls Grove, R.I. to Groton, Conn.

PORTION OF NEWPORT SECONDARY TkACK

USRA Line No. 28

Penn Central -

4--PC to Fall River;
/ Mass.

S/ PORTSMOUTH

1. 1-PORTION OF NEWPORT
E T -SECONDARY TRACK, PC

~NEWPORT'

This portion of the Newport Secondary Track, for-

merly part of the New Haven RR., extends from Ports-
mout. (Milepost 21.2) to Newport, RI. (Milepost
30.5), a distance of 9.3 niles, in Newport County, R.I.
The northerly continuation of this line extendd from

- Portsmouth, RI. to Fall River, Mlass. In June 1973,
the PC applied to the ICC for permission to abandon
this line (Docket No. AB-5, Sub. 164). On Septem-
ber 17, 1974, the PC applied to the U.S. Railway Asso-
ciation for the same permission (USRA Docket No.
75-27). No final action has been taken on either applica-
tion. This line was described as potentially excess in the
U.S. DOT Report (see Zone 18).

Traffic and Operating Information

Stations (with their 1973 carloads) servedl by this
line: NewporL _ ...... 166

Total carloads generated by the Un 166
Average carloads per week- ......... _3.2
Average carloads per mile ......... 17.9
Average carloads per t .........- 3.3
1973 operating information:

Number of round trips per year.... .... 50
Estimated time-per round trip (hours) 3.0
Locomotive horsepower ........ 1,750
Train crew se -- ----.............-------- 4

Information Provided by RSPO, Shippers, Government
Agencies ' '

Information provided at the hearings conducted by
the Rail-Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report' primarily re-
lated to state efforts to replace the deactivated Naval
Training Center at Newport with other industries. This
developmental effort requires continued and improved
rail service. The testimony also indicated that new
freight revenue is expected from a facility of the De-
fense Supply Agency being developed at Mellville.

Information for Line Retention Decision

Revenue received by PC.------ __
Average revenue per carload--.. ..

Variable (avoidable) cost of continued serr-
ice:

Cost Incurred on the branch line..... 75,613
Cost of upgrading branch line to FRIA

Class I: (1/10 of total upgrading cost) - 14, 388
Cost Incurred beyond the branch line--- 02, 391

Total variable (avoidable) cost...

Net contribution (loss) total--.....

Average per carload----

$54,577

150,392

(95,815)

(577)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standaids (Class I track which has i
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 500 crossties (an average
of 53 crossties per mile).
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Preliminary- Recommendation

It is vot recommended that this portion of the New-
port Secondary Track be included in the ConRail
System. Continued operation of this line would require

a rail service continuation subsidy. Under 1973 traffic,
revenue and cost levels, this line generates an annual

excess ,financial burden amounting to $95,815 or $577
per carload. Recovery of costs would require both traf-
fic growth and a rate increase over the 1973 levels.

PORTION OF THE BRISTOL SECONDARY TRACK

USRA Line No. 36136a

Penn Central

Providence / Portion, Bristol
Washington racPC Secondary Track, PC
Secondary Track, PC-- . EAST PROVIDENCE

Shore Line, PC- 1.

PORTION, BRISTOL-4
SECONDARY TRACK, PC

END OF TRACK)
NEAR WARREN

- 10.0 miles

This portion of tli'e Bristol Secondary Track, former-
ly part of the New Haven RR, extends from East
Providence (Milepost 1.9), to End of Tracks near War-
ren, R.L (Milepost 11.9), a distance of 10.0 miles, in
Providence and Bristol Counties, Rhode Island. A con-
tinuation of this line extends from East Providence to
Providence where it connects with the Shore Line and
the Washington, R.I. Secondary Track, both PC. The
latter is also under study in this Report. This line was
described- as potentially excess in the U.S. DOT (see
Zone 27).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
R iverside .. .. . .. ...--...--.. . .. .. . .. . 30

Riveride----------- ------------------------ 3
Barrington. ....------------------------------------ 166
Warren ------------------------------------------ 170

Total carloads generated by the line ------------- 366
Average carloads per week .................. ---------. 7.0
Average carloads per mile ------------------------ 36. 6
Average carloads per train ------------------------- 3.5
1973 operating information:

Number of round trips per year ------------------- 104
Estimated time per round trip (hours) --------------- 4.0
Locomotive horsepower ------------------------ 1,750
Train crew size---- --------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ------------------------- $216, 424
Average revenue per carload --------------- $588

Variable (avoidable) cost of continued service:
Cost incurred on the branch line --------- 90, 597
Cost of upgrading branch line to FRA Class I

(1/10 of total upgrading cost) --------- 16,189
Cost incurred beyond the branch line --- 154,354

'Total variable (avoidable) cost -------------- 207,000

Net contribution (loss) : total ------------ (51, 660)
Average per carload --------------------- (141)

This line would require no upgrading to meet the
requirements of the Federal Railroa& Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 m.p.h.).

Preliminary Recommendation

It is not recommended that this portion of the Bristol
Secondary Track be included in the ConRail System,
Continued operation of this line would require a rail
service continuation subsidy. Under 1973 traffic, rove.
nue and cost levels, this line generates an annual excess
financial burden amounting to-$51,666 or $141 per car-
load. Recovery of costs would require approximately
an 85 per cent increase in traffic or a 25 per cent rate
increase over the 1973 levels.

PONTIAC SECONDARY TRACK

USRA Line No. 38/38a

Penn Central

I
I

Washington Secondary Providence
Track, PC \" Bristol Secondary

". I - Track, PC
.. SCRANSTON

PONTIACS; /

PONTIAC
SECONDARY /4-Shore Line , PC
TRACK PC -
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The Pontiac Secondary Track, formerly part of the
New Haven RR, extends from Cranston (Milepost 0.0)
to P~ntiac, R.L (M ilepost 5.0), a distance of 5.0 mies,
in Providence and Kent Counties, R.I. This line con-
nects at Cranston with the Shore Line of the P0: In
June 1973, the PC applied: to the ICC for permission
to abandon a portion of this line (from Howard to
Pontiac, iR.I.) (Docket No. AB-5, Sub 170). No action
has been taken on this application. This line was not
described as potentially excess in the U.S. DOT Report
(see Zone 27).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Howard .-
Pontiap--------------------------

Total carloads generated by the line-.......
Average carloads per week .------------------
Average carloads per mile ------------------
Average carloads per train -------------------
1973 operating information:

Number of round trips per year ...-------------..
Estimated tim per round trip (hours) -----.......
J -.. I -1. L. .UY U ----.............

Train crew size- e- -

46
0.9
9.2
0.9

52
3

1,500
4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information was provided at the hearings
conducted by the Rail Services Planning Office as re-
flected in their reports entitled "The Public Response
to the Secretary of Transportation's Rail Service
Report."

Information for Line Retention Decision

Revenue received by PC -------------------- 20, 037
Average revenue per carload.--------------

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ..------- - 42,820
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading cost)-_ 13, 871
Cost incurred beyond the branch line -..- 18,461

Total variable (avoidable) cosL....... 75,152

Net contribution (loss) : totaL. ---------- (55,112)
Average per carload ...-.. (1,198)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.). Based
on available information, this upgrading would include
ithe replacement of a total of 2,250 crossties (an average
of 450 crossties per mile).

Preliminary Recommendation

It is mot recommended that the Pontiac Secondary
Track be included in the ConRail System. Continued
operation of this line would require a rail service con-

. tinuation subsidy. Under 1973 traffic, revenue and cost
levels, this line generates an annual excess financial
burden amounting to $55,112 or $14198 per carload.
Recovery of costs would require approximately a
thirty-five-fold increase in traffic or a 275 percent rate
increase over the 1973 levels.

NARRAGANSETT PIER RR

USRA Line No. 43a

_oK INGST0N

*.-NARRAGANSETT
PIER RAILROAD

Shore'Line, PC WAKEFIELD

The Narragansett Pier RR, extends from Kizngsqn
(Milepost 0.0) to Wakefield, RJ. (Milepost 5.8), a dis-
tance of 5.8 miles, in Washington Countyi RI. This line
connects at Kingston with the Shore Line of the Penn
Central; this portion of which is also under study in
this Report. This line was not described as potentially
excess in the U.S. DOT Report (see Zone 28).

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in.their re-
ports entitled "The Public Response to the Secretary of
Transportation's Rail Service Report? indicated that
the DOT additions and corrections supplement dated
March 1, 1974, noted that this line was owned by a
Class I carrier and should not have been designated
"potentially excess."

Information for Line Retention Decision

The Narragansett Pier Railroad is an independent
carrier. The traffic interchanged between the NP and_
the PC amounted to 72 cars and this was not sufficient
to change the decision, or the decision on line 43. Con-
tinued access by the NP to connecting rail service will
depend on the availability of service continuation
subsidy for line 43.



WASHINGTON SECONDARY TRACK

USRA Line No. 677

Penn Central

Bristol Secondary

PROVIDENCEI | LTradc, PC

WASHINGTON I

WASHINGTON /- Shore Line, PC
SECONDARY
TRACK, PC

The Washington Secondary Track, formerly part of
the New Haven RR, extends from Providence (Mile-
post 0.0) to Washington, R.I. (iMlepost 17.0), a dis-
tance of 17.0 mnifs, in Providence and Kent Counties,
R.I. This line connects with both the Shore Line and the
Bristol Secondary Track of the PC at Providence. The
last-named line is also under study in this report. This
line was not described as potentially excess in the U.S.
DOT Report (see Zone 27).

Traffic and Operating lhformation

Stations (with their 1973 carloads) served by the line:
Print Works------------------------------ --------
Oak Lawn --------------------- ; ------------------
Natick __- --------------------------------------
River Point --------------------------------------
W. Warwick -------------...---------------------
Quidnick ----------- . .-------.-------------------
Anthony -----------------------------------------

87
160

- 3
139
119
42

oW ashington ---------------------------. ---- --------. 1, 014
Olneyville --------------------------------------- 1, 916

Total carloads generated by the line ------------ 3,480

Average carloads per week --------------------------- 000.
Average carloads per mile ---------------------------- 204,7
Average carloads per train --------------------------- 13.9
1973 operating information:

Number of round trips per year --------------------- 250

Estimated time per round trip (hours) -------------- 7.0

Locomotive horsepower ---.------------------------ , 500

Train crew size ------------------------------------ 4

Infomation Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided'at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to'the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision.

Revenue received by PC ---------------------- $ , , 500
Average revenue per carload ---------- $479

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------- 270, 020
Cost of upgrading branch line to

VltlA Class I (1/10 of total upgrad-
ing cost) ------------------------- 14,128

Cost incurred beyond the branch line-- 1, 007, 737

Total variable (avoidable) cost ------------ 1, 360, 885

Net contribution (loss) total -------------------- 304, 081

Average per carload -------------------- 88

This line would require upgrading to meet the re-
quiremeiits of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 1,500 crossties (an average
of 88 crossties per mile).

Recommendation

It is recommended that the Washington Secpndary
Track be included in the ConRail System.
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VIRGINIA
Information Provided by RSPO, Shippers, Government

Agencies

- USRA Terminals

line number

165 Little Creek to Cape Charles (car float)

Interstate

Virginia to Maryland (this line is discussed under Maryland)

166 Cape Charles, Va. to Pocomoke, Md.

Virginia

205

to West Virginia (this line is discussed under
Maryland)

•Winchester, Va. to Hagerstown, Aid.

CAPE CHARLES FERRY

USRA Line No. 165

Penn Central
/

4-PC Delmarva
CAPE- Branch to
CHARLES Wilmington

CAPE CHARLES
FERRY, PC

? LITTLE CREEK
4-PC to Norfolk

This portion of the Delmarva Branch, formerly part
.of the Pennsylvania RR, extends from Little reek to
Gape Gharls, Va., a distance of .26 miles in Northamp-
ton County, Va. This line is between Zones 182 and 184
in the U.S. Department of Transportation Report, "Rail
Service in-the Midwest and Northeast Region," dated
February 1, 1974. At Little Creek it connects with the
Norfolk and Portsmouth Belt RIR., Norfolk Southern
SRS,-and Norfolk Western. At Cape Charles it connects
with the Delmarva Branch of Penn Central extending
north to Pocomoke, which is also under study in this
'Report. This service was not described in the U.S. DOT
Report (see Zones 182 and 181).

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their-
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" indicated that
John 0. Hidinger, Director of Transportation, State of
Delaware, stated Cape Charles Ferry can move oversize
cars that cannot go through either Baltimore or Poto-
mac Yard. He indicated the ferry has moved about,
30,000 cars a year with only 10,000 originating on the
peninsula. Sherman W. Tribbett, Governor of Dela-
ware, stressed the importance of this ferry, "It saved
the economic life of the Delmarva Peninsula when a
freighter in the Chesapeake and Delaware Canal struck-
the bridge in February 197M3 Richard T. Gay states
their shipyard at Newport News, Virginia. will continue
to have wide rail loads which require overdimension
clearance routes. They are expanding their plant to con-
struct the country's largest commercial fuel tank ship.
Harry C. Doukakis, Westinghouse, states abandonment
of ferry would add three weeks to delivery time (ship-
ping gas turbines). A. R. Lupcho, Jr., Campbell Soup,
estimates they ship 300 carloads of frozen food per year
from Salisbury through Pocomoke City, Md., and south
using Cape Charles Ferry.

Preliminary Recommendation

It is not recommended that the Cape Charles Ferry
be included in the Con.Rail System. Continued operation
of this line would require a rail service continuation sub-
sidy or acquisition by a solvent carrier. The Southern
Railway, the Richmond Fredericksburg and Potomac
(RF&P) and the Seaboard Coast Line have all indi-
cated interest in acquiring the line from 'Wilmington
to Cape Charles and the connecting water operation.
USRA has found, under the requirements of Sec. 206
(d) (3), that acquisition ofthis service by either South-
ern or RF&P will not materially impair profitability
of ConRail or other railroads (see Appendix D). The
possibilities of a transfer to solvent carrier are rated as
good.

'ConRail does not need this link; alternative all rail
routes existing within the System. The operating deficits
and the capital requirements for the float cannot be"
justified given the alternative routes which exisL Chap-
ter 18 of this report discusses the economics of this
service in greater detail.

Intrastate
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WEST VIRGINIA

Intrastate

PC

USRA Terminals
liue nuinber

Berkeley td Cumbo Yard
LaBblle Branch at Benwood
Charleston to Blue Creek
Blue Creek to Hitop
Charleston to- Nitro
Peters Junction to Cornelia
Charleston to Dickinson
Dickinson to Cannelton
Cannelton to Gauley Bridge
Swiss to Gauley Bridge
Weirton Junction to Wheeling
Chester to Weirton Junction

Interstate

West Virginia to Maryland to Virginia tthis line is discussed
under Maryland)

of 3.0 milea, in Berkeley County W. Va. At Cumbo
Junction this line connects pith the B&O lain Line.
At Berkeley it connects with the PC ]ine running from.
Hagerstown, Md. to Winchester, Va. This line is also
under study in this Report. This line was not shown in
the U.S. DOT Report (see Zone 196).
Information Provided by RSPO, Shippers, Government

Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision
This line does not directly serve any shippers. It is

used to interchange traffic with the Chessie System.

Preliminary .Recommendation
It is vot recommended that the Cumbo Secondary

Track be included in the ConRal System.

Hagerstown, Md. to Winchester, Va.

West Virginia to Ohio (these lines are discussed under Ohio)

353 Benwood,W. Va. to Martin's Ferry, Ohio
514a Nitro," W. Va. to Hobson, Ohio

LABELLE BRANCH

USRA Line No. 354

Penn Central

CUMBO SECONDARY TRACK

USRA Line No. 205a

Penn Central

B&O to-Cumberland Hagerstown to
CUMBO Winchester line.

* SECONDARY PC J
. RACK, PC ,

CuMBo 2v, /
YARD: , /

"*' '% BERKELEY

Main Line-;-.
B&O %.

tjMartinsburg

PC to Winchester4l . A- B&O to Baltimore

The Cmbo Secondary Track, formerly part of the
Pennsyivania RR, extens from Berkezey (Mlilepost
0.0) to 6uwmlo Yard, IT. Va. (Milepost 3.0) a distance

(Map not available)

The LaBelle Branch, formerly part of the Pennsyl-
vania RR, extends from. milepost 0.0 to milepost 0.3,
a distance of 0.3 mzle at Benwood, in Marshall County,
W. Va. At Bemrood this line connects with the PC
Wheeling Secondary Track, several lines of the Balti-

205a
354
509/509a
5121512a
514b
514c
514d
514e
514f
514g
645
713
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more & Ohio RR, and with a Norfolk & Western Ry.
line. This line was not described as potentially excess
in the U.S. DOT Report (see Zone 99).

Traffic and Operating Information -

Stations (with their 1973 carloads) served by this
line:

Wheeling ------ - - - - - - - - - - - - - - - - - - - - - - - - - - -

Total carloads generated by the line -----

Average carloads per week.------------------ 4.3
Average carloads per mile ------------------- 750. 0
Average carloads per train ------------------- 3.0
1973 operating information:

Number of round trips per year-----------
Egtimate'time per round trip, hours ..........
Locomotive horsepower ....................
Train crew size ----------.-.-.............
ILncludes only traffic on 'egment.

225

225

75
1.0

1, 200
5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Resionse to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC --------------------- -$191, 463

Average revenue per carload --------------- $851

Variable (avoidable) cost of continued serv-
ice:

Cost incurred on the branch line --------- 15, 608
Cost of upgrading branch line to FRA Class

I (1/10 of total upgrading cost) -------- 3,311
Cost Incurred beyond the branch line ---- 47,255

Total variable (avoidable) cost------- 66,174

Net contribution (loss) : total -------------- 125,289
Average per carload -------------------- 557

This line would require upgrading to meet the re-
quirements 6f the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 350 crossties (an average
of 1,167 crossties per mile). An evaluation of coal re-
serves by USRA staff indicates that there are no coal
deposits dependent upon this branch.

Recommendation

It is recommended that the LaBelle Branch be in-
cluded in the ConRail System.

PORTION OF THE HITOP SECONDARY TRACK

USRA Line No. 509/509a

Penn Central

Kanawha
Secondary B&O to Grafton

\ Track, PC

BLUE CREEK
.*, \ CHARLESTON \ t

HitopNewport News-. .,4,Mils
Cincinnati :

le C PORTION OF HITOP \0 Hitop
: ' SECONDARY TRACK. PC

(TRACKAGE RIGHTS
OVER B&O RR)'

PC has trackage rights over this portion of the Hitop
Secondary Track of the B&O extending from 6Tharle-
ston.. (Milepost 0.0), to Blue Greek, W. Va. (Milepost
13.4), a distance of 13.4 mile , in Kanawha County,
West Virginia. Connecting points of this segment are at
Blue Creek with the continuation of the PC Hitop
Secondary Track and with the B&O to Grafton, and
at Charleston with the PC Kanawha Secondary Track
and the Chesapeake & Ohio Ry Newport News-Cincin-
nati line. The PC Kanawha Secondary Track is also
under study in this Report. This line was described as
potentially excess in the U.S. DOT Report (see Zone
199).

Information Provided b3 RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Services Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
of Transportation's Rail Service Report" concerned the
abaiidonment, in 1967, of the PC line between Charle-
ston and Blue Creek.

Information for Line Retention Decision

The PC uses these trackage rights over the B&O to
serye the shippers on USRA Line No. 512 which is
recommended for inclusion in the restructured system.
Either the ConRail System will require these trackage
rights, or the B&O will assume the service to segment
No. 512.

Preliminary Recommendation

It is recommended that trackage rights over this seg-
ment of the B&O be included in the ConRail System.



PORTION OF HITOP SECONDARY TRACK

USRA Line No. 512-512a

Penn Central

B&O line,
Charleston-
Grafton PORTION

ko* OF HITOP

BLUE CREEK *. -SECONDARY
TRACK. PC

PC has Trackage - .*
Rights over B&O--. °  21.0 miles

Blue Creek to °
Charl eston, Kendalia7

HITOP

This, portion bf the I-itop Secondary Track, for-
merly part of the New -York Central RR, extends from
Blue Creek (MIilepdst 13.4) to Hitop, TV. VA. (1ile-
post 34.4), a distance of 21.0 miles.in Kanawha County,
West Virginia. At Blue Creek, this line connects with
the Baltimore & Ohio RR line running from Cliarleston
to Grafton. The PC operates via. trackage rights over
the B&O line between Charleston and Blue Creek; this
arrangement is also under study in this Report. This
line. except for the portion from Blue Creek to Kenda-
lia (Milepost 30.3), was described as potentially excess
in the. U.S. DOT Report (see Zone 199).

Traffic and Operating Information

Stations (with thceir 1973 carloads) served by this
line:

Morris Fork_
Sanderson __
Hitop-

8,498
05
-0

Total carloads generated by the line ----------- 8,563
Average carloads per week -------- ----------------- 164.7

.Average carloads per mile ----------------------- 07.8
Average carloads per train ---------------...---- 35. 7
1973 Operating information:

Number of round trips per year ------------------- 240
Estimated time per round trip (hours) ------------- 8.0
Locomotive horsepower ------------------------ 3,500

Train crew size --------------------------------- 4

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by
the Rail Service Planning Office as reflected in their
reports entitled "The Public Response to the Secretary
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of Transpoitation's Rail Service Report" indicatedthat
the PC line between Kendalia and Blue Creek is un-
usable. Claud Wilcher, a coal deposit owner, noted that
coal presently mined in the area is trucked to Ward
some seven or eight miles from ]litop. At Ward the
coal is loaded onto the Kelley's Creek & Northwestern
RR. An evaluation of coal reserves by USRA. staff indi-
cates that there are coal reserves adjacent to the
branch.

Information for Line Retention Decision

Revenue received by F . $1,155,945
Average revenue per carload-_ _ _ $13

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line.___.. 414,458
Cost of upgrading branch line to FRA.

Class I (1/10 of Total Upgrading
Cost) - _ 51,770

Cost Incurred beyond the branch line-_ 748,458

Total variable (avoidable) costs . 1214, 686

Net contribution (loss) : total. .
Average per carload .......... (7)

(58,741)

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.ph.). Based on
availale information, this upgrading would- include
the replacement of a total 6f 11,340 crossties (an aver-
age of 540 crossties per mile). Although service to the
entire line generates a loss, service to the line from Mile-
post 13.4 to 3ilepost 26.5 (serving shippers at Morris
Fork and Sanderson, who generated 8,563 carloads in
1973) would generate $1,155,945 in revenue and $1,100r
889 in costs with a resulting net contribution of $55,056
or $6 per carload.

Recommendation

It is recommended that the portion of the Hitop
Secondary Track, from milepost 13.4 to milepost 26.5
be included in the ConRail System. -

Preliminary Recommendation

It is vot recommendd that the portion of the ilitop
Secondary Track from milepost 26.5 and milepost 31.4
be included in the ConRail System. Continued opera-
tion of this line would require a rail service continuation
subsidy. This portion of the line generated no traffie
in 1973. The track appears to be unusable.

-------------------------------------
--------------------------------------
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PORTION OF THE KANAWHA SECONDARY

TRACK

USRA Line No. 514b

Penn Central

PC to Kanauga and Columbus

PORTION OF THE KANAWHA
\ SECONDARY TRACK, PC

/ " B&O to Grafton
NITRO 6niiles j (PC has Trackage

.... " 4-Rights to Blue Creek)
C&O to Cincinnati 4. :

, 'CHARLESTON

South Charleston "" PC*... t -pc to Swiss

C&O to Newport News

This portion of the Kanawha Secondary Track,

formerly part-of the New- York Central R.R, ,extends

from Nitro, (Milepost 109.0) to CharZeston, W. Va.

(Milepost 125.6), a distance of 16.6 miZes, in Putnam

and Kanawha Counties, West Virginia. Continuations

of this line extend southeastward from Charleston and

northwestward from Nitro. Connections at Charles-

ton include the Chesapeake & Ohio Main Line and the

B&O line to Grafton (a portion of this line is used by

PC to connect with the Hitop Secondary Track at Blue

Creek). The continuations and the PC Hitop Secondary

Track are also under study in this Report. This line was

not described as potentially excess in the U.S. DOT Re-

port (see Zone 199).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:

Nitro ---------------------------------------- --- 12,028

Sattes ------------------------------------------ 153

Institute ---------------------------------------- 10,991
Ferguson --------------------------------------- 70

Dunbar ----------------------------------------- 130

Mound ----------------------------------------- 1

West Charleston ---------------------------------- 17

Total carloads generated by the line ----------- 24,290

Average carloads per week ------------------------ -467.0

Average carloads per mile ------------------------- 1, 463. 0

Average carloads per train -------------------------- 80. 9

1973 operating information:
Number of round trips per year --------------------- 300

Estimated time per round trip (hours) --------------- 12

Locomotive horbiepower --------------------------- 2, 000

Train crew size -----------------------------------. 5

Information Provided by RSPO, Shippers, Government
Agencies

Information provided at the hearings conducted by

the Rail Services Planning Office as reflected in theig

reports entitled "The Public Response to ,the Secretary

of Transportation's Rail Service Report" indicated

that located 8 miles from Nitro is ACF Industries, the

nation's third largest rail freight car lessor which also

repairs and conditions chemical and other tank cars.

If this line is abandoned, a large number of chemical

companies near Charleston, which use ACF facilities,

would be faced with shipping their cars in excess of 400

miles for cleaning and repair.

Information for Line Retention Decision

Revenue received by PC ---------------------- $8, 802, 783
Average revenue per carload ------ 3067

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 646, 592
Cost of upgrading branch line to FRA

Class I (1/10 of total upgrading
cost) ---------------------------- 21, 542

Cost incurred beyond the branch line.- 5, 220, 073

Total variable (avoidable) cost ----------- , 0094, 807

Net contribution (loss) : Total ...... ......... 2, 907, 070
Average per carload -------------------- 121

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's

minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on

available information, this upgrading would include the

replacement of a total of 819 crossties (an average of

49 crossties per mile). Georgia Pacific has recently lo-

cated in the Rock Branch Industrial Park, 3 miles north

of Nitro. During 1973, Georgia Pacific received 480
carloads, and in 1974 they expect to receive 709 car-

loads. If this line is discontinued, they could not main-

tain this plant. This line is' currently used as a high

volume through-route for coal shipments, but other
routes are available.

Recommendation

It is recommended that this portion of the Kanawha
Secondary Track be included in the ConRail System. To

avoid major rehabilitation costs, possibilities for reach-

ing the Charleston area over trackage rights will be

explored.



PETERS CREEK BRANCH

USRA Line No. 514c

Penn Central

PETERS J4--13.9 mles-. 4JUNCTION

To Swiss-+ . 0 •

Nicholas, ' CORNELIA
Fayette & ., PETERS CREEK
Greenbrier . BRANCH. PC
Railroad
(PC operates over this line to Swiss)

The Peters Creek Branch, formerly part of the New
York Central RR, extends from Peters Junction (Mrile-

post Q.0) to Oorneiia, W. Va. (iflepost 13.9), a dis-
tance of 13.9 miles, in Nicholas County, West Virginia.
At Peters Junction, this line connect§ with Nicholas,
Fayette, and Greenbrier Railroad, which connects with
the PC at Swiss. This line was not studied in the U.S.
DOT-Report (see Zone 197).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Peerless Eagle---. 1----- ------- ---- 1
Zelia 0----------------------- 0
Peters JeL ------ ---.......------- ------------------ 0

Cornelia ----- ---------------- .----- ------- 5,516

Total carloads generated by the line----------- 5,517
Average carloads per week ------------------------ 106.1',
Average carloads per mile__-...----------------------- 390.9
Average carloads per train --------------------------- 11.0
1973 operating information:

Number of round trips per year -------------------- 500
Estimated time per round trip (hours) -------------- 12

'Locomotive horsepower --------------------- - 3,500
Train crew size ------------------------------ 5

Information Provided by RSPO, Shippers, Government
Agehcies

No specific information concerning this line was pro-
vided at the'hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled,
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC ................... $1, 018, 99
Average revenue per carload -------------- $185

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ..-... 390,110
Cost of upgrading branch line to FRA

Class I: (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line --- 596,407

Total variable (avoidable) cost ------------- 92, 517

Net contribution (loss) : total 20,478
Average per carload ---------------------- 5
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This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has'a
maximum safe operating speed of 10 m.p.h.). An an-
alysis of coal reserves by USRA staff indicates that
there are active loading facilities dependent upon this
line.

Recommendation

It is recommended that the Peters Creek Branch be
included in the ConRail System. To avoid major re-
habilitation costs, possibilities for reaching the Charles-
ton area over trackage rights wl be explored.

PORTION OF THE KANAWHA SECONDARY

TRACK

USRA Line No. 514d

Penn Central

B&O to Grafton
(PC has Trackage
Rights to Ble Creek]

PC to Kanauga
and Columbus

-,I F

PORTION OF THE KANAWHA
SECONDARY TI1Ac!k, PC

HARLESTON PC to Swiss

% DICKINSO......................
e14.3 milesN

-Newport Hews

This portion of the Kanawha Secondary Track, for-
merly part of the New York Central RR, extends from
Charleston (Milepost 125.6) to Dickison, TV. Th.
(Mlilepost 139.9), a distance of 14.3 miles, in Kanawha

County, W. Va. Continuations of this line extend north-
westward from Charleston and southeastward. from
Dickinson, both also under study in this Report. At

Charl ston this line connects with the Chesapeake &
Ohio Main Line and the PC Hitop Secondary Track.
A portion of the latter line (to Blue Creek) is owned by
the Baltimore & Ohio and is part of the B&O's Charles-
ton-Grafton line. PC operates via trackage rights and
this agreement is also under study in this Report. This
line was not described as potentially excess in the U.S.

DOT Report (see Zone 199).
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Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Charleston --------------------------------
Snow Hill ---------------------------------
Port Amherst ------------------------------
Malden------------------------------------------
B elle --------------------------------------------
Witcher ----------------------------------
Dickinson ---------------------------------

Total carloads generated by the line ...........
Average carloads per week ---------------------
Average carloads per mile----------------------
Average carloads per train ---------------------
1973 operating information:

Number of round trips per year ...............
Estimated time per round trip (hours)----------
Locomotive horsepower ..........................
Train crew size ----------------------------

PORTION OF THE KANAWHA SECONDARY
TRACK

8,527
7

3,696
23

8,116
2

3,524

23,895
459.5

1,671.0
79.7

300
11

3, 500
4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services.
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

USRA staff have noted the existence of active coal
loading points on this line.

Information for Line Retention Decision

Revenue received by PC ----- ---------------- $6, 074,134
Average revenue per carload-------- $254

Variable (avoidable) cost of continued
service :

Cost incurred on the branch line ------ 636,706
Cost of upgrading branch line to FRA

class I (1/10 of total upgrading cost) - 0
Cost incurred beyond the branch line. 3,422,349

Total variable (avoidable) cost ----------- 4,059, 055

Net contribution (loss) : total ----------------- 2, 015, 079
Average per carload -------------------- 84

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph).

Recommendation

It is recommended that this portion of the Kanawha
Secondary Track be included in the ConRail System.
To avoid major rehabilitation costs, possibilities for
reaching the Charleston area over trackage rights will
be explored.

PC to Charleston andK~anau.,'. Ohio

" PORTION OF TIE KANAIHA
S, K -O SECONDARY TRACK, PC"'. DICKINSON. -

.CANNELTON
"'". ... o

Cedar Grove /.. .4-PC to Swiss

C&O to Charleston I, - ...
C&O to Newport News

-. 12.4 miles -.--

This portion of the Kanawha Secondary Track, for-
merly part of the New York Central RR, extends from
Dickinson (Milepost 139.9) to Cannelton,.IV. Va. (Mile.
post 152.3), a distance of 124 miles, in Kanawha and
Fayette Counties, W. Va. Continuations of this line
extend southeastward from Cannelton and northwest-
ward from Dickinson. Both of these continued portions
are also under study in this Report. This line connects
with the Kelley's Creek & Northwestern RR at, Cedar
Grove. This line was not described as potentially ex-
cess in the U.S. DOT Rep )rt (see Zones 195 and 199).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Valley Camp No. 1 -------------------------------- 0
Princess Susan Mine ------------------------------ 0
Valley Camp No. 5 -------------------------------- 0-1
Valley Camp No. 8 ------------------------------- 0
Shrewbury ------------------------- ------------- 183
Cedar Grove ------------------------------------- 4,459
Glasgow --------------------------------- ------- 123
Midwest -------------------------------- -------- 000
Hugheston ------------------------------------- 45
Cannelton --------------------------------------- 15,824

Total carloads generated by the line ------------ 21,703
Average carloads per week ------------------------- 417.4
Average carloads per mile ------------------------ 1,750.2
Average carloads per train -------------------------- 37. 7
1973 operating information:

Number of round tris per year -------------.------ 575
Estimated time per round trip (hours) -------------- 10.5
Locomotive horsepower --------------------------- 3, 00
Train crew size ----------------------------------- 4

Information Provided by RSPO, Shippers, Governmont
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Plannidg Office as reflected in their reports entitled "The

USRA Line No. 514e

Penn Central

Kelleys Creek &
Northwestern.RR



10155

Public Response to the Secretary of Transportation's
Rail Service Report."

Information for Line Retention Decision

Revenue received by PC --------------------- $7, 75, 0257

Average revenue per carload ----------- $359

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line --- 746, 901
Cost of upgrading branch line to FRA

Class I:., (1/10 of total upgrading
cost)---------------------------- 12, 791

Cost incurred beyond the branch line- 4,581, 710

Total variable (avoidable) cost ----------- 5,341,402

Net ontribution (loss) : Total ----------------- 2,453, 855

Average per carload --------- 113

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has
a maximum safe operating speed of 10 mph). Based on
available information, this upgrading would include
the replacement of a total of 135 crossties (an average
of 11 crossties per mile). USRA Staff have noted the
existence of adive coal loading points on this line.

Recommendation

It is recommended that this portion of the Kanawha
Secondary Track be included in the ConRail System.
T6 avoid major rehabilitation costs, possibilities for
reaching the Charleston area over trackage rights -will
be explored.

PORTION OF THE. KANAWHA SECONDARY

TRACK

USRA Line No. 514f

Penn Central

PC to Charleston W.Va.
and Kanauga, Ohio

I .-

PORTION OF THE KANAWHA
SECONDARY TRACK, PC

-eN N 1 me /- "/4- PC to Swiss

EGAULEY BRIDGE

C&O to Newport News

This portion of the Kanawha Secondary Track, for-
merly part of the New York Central RR, extends from
Cannelton (ilepost 152.3) to Gauley Biidge, TV. Va.

(Aflepost 163.0), a distance of 10.7 miles, in Fayette
County, W. Va. C~ntinuations of this line extend east-
ward from Gauley Bridge and northwestward from
Cannelton, both also under study in this Report. Con-
nections are with the Chesapeake and Ohio Main Line
at Gauley Bridge. This line was not analyzed in the
U.S. DOT Report (see Zone 99).

Traffic and Operating Information
Stations (with their 1973 carloads) served by this line:

Smithers
Dunns
Marewood
Deepwater Bridge
Alloy
Gauley Bridge--.. . . . --

14
2,156

14
3655

Total carloads generated by the line 5,840
Average carloads per week. .... _112.3
Average carloads per mle . .... 545.8
Average carloads per train.-- - 18.0
1973 operating Information:

Number of round trips per year -... .. .325
Estimated time per round trip (hours) 11
Locomotive horsepower %, 000
Train crew size- -... 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report.".

Information for Line Retention Decision
'Revenue received by P-_ $1,50,52
Average revenue per carload.... .... $271

Variable (avoidable) cost of continued
service:

Cost incurred on the branch llne-.... 336,872
Cost of upgrading branch line to FRA 

Class I: (1/10 of total upgrading cost)_- 0
Cost Incurred beyond the branch line-- 933,37G

Total variable (avoidable) cost... 1,330,248

Net contribution (loss): Total ........... 250,334
Average per carload 43

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track which has a
maximum safe operating speed of 10 m.p.h.). USRA_
staff have noted the existence of a6tive coal loading
points on this line.

Recommendation
It is recommended that this portion of the Kanawha

Secondary Track be included in the ConRail System.
To avoid major .rehabilitation costs, possibilities -for
reaching the Charleston area over trackage rights vM
be explored.



SWISS RUNNING TRACK

USRA Line No. 514g

Penn Central

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line -------- 446,392
Cost of upgradiDg branch line to FRA

class I (1/10 of total upgrading cost)-_ 0
Cost incurred beyond the branch line.... 193,107

PC to Charleston W. Va. Nicholas, Fayette &
Green bri er Rai I ro ad

Total variable (avoidable) cost -----

Net contribution (loss) : Total ------------
Average per carload ----------..........

.\j 6 -mies• %/ 9£mlles / SWIS"..

GAULEY BRIDGE * SWISSRUNNING TRACK, 'PC

C&O to Charlesto n " C&O to Newport News

The Swiss Running Track, formerly part of the New
York Central RR, extends from GauZey Bridge (Mile-
post 163.0) to Swiss, W. Va. (Milepost 172.6), a dis-
tance of 9.6 miles, in Fayette and Nicholas Counties,
W. Va. A cohtinuation of this line which extends north-
westward from Gauley Bridge to Charleston is also
under study in this Report. Connections are: a Chesa-
peake & Ohio line to the C&O Main Line at Gauley
Bridge, and the Nicholas, Fayette &. Greenbrier RR at
Swiss. This line was not analyzed in the U.S. DOT Re-
port (see Zone 99).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
Clearfield ------------------------------....... 9,320
Swiss ----------------------------------------- 77

Total carloads generated by the line ------------ 9,397
Average carloads per week ------------------------- 180.7
Average carloads per mile ------------------------ 978.9
Average carloads per train ---------------------------- 13.9
1973 operating information:

Number of round trips per year --------------------- 675
Estimated time per round trip (hours) -------------- 11.5
Locomotive horsepower ----------------------------- 3, 0
Train crew size ------------------------------------ 4

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office in their reports entitled "The Public
Response to the Secretary of Transportation's Rail
Service Repqrt."

This line would require no upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 m.p.h.).

USRA staff have noted the existence of active coal
loading points on this line.

Recommendation-
It is recommended that the Swiss Running Track be

included in the ConRail System. To avoid major
rehabilitation costs, possibilities for reaching the
Charleston area 6ver trackage rights will be explored.

WHEELING SECONDARY TRACK

USRA Line No. 645

Penn Central

PC to Yellow Creek / i T- PC to Chester

/ / PC to Pittsburgh

Mingo Jinction -X-- -
..0 |WEIRTON JUNCTION

PC to Columbus -PC WEELING SECONDARY
I TRACK

I / "- 24.1 miles

I B&O to Pittsburgh

Martins Fer~

" " WHEELING
B&O to Warwick... ";. ..1

*.".Behwood
B&O to *j Bellaire :€

So 1B&O to Parkersburg
Newark, Ohio I

g4- PC to Omal
Information for Line Retention Decision -The Wheeling Secondary Track, formerly part of the

:Revenue received by PC -------- $707, 602 Pennsylvania RR, extends from Weirton Junction
Average revenue per carload ------------ $75 (Mflepost 0.0) to Wheeling (Milepost 24.1), a distance

- of 24.1 miles, in Brooke and Ohio Counties, W. Va.

10156

639, 499

08,103
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This line connects with PC's Pittsburgh-Columbus
Main -Line at Weirton-Junction and B&O's Pittsburgh-
Chicago Mfain Line at Wheeling. This line was not de-
scribed as potentially excess in the U.S. DOT report,
(see Zones 98 and 99).

Traffic and Operating Information

Stations (with -their 1973 carloads) served by this line:
Wheeling" - - - - - - - - - - - - - - - - - -

E. Steubenvilie ........-.........................
Follansbee
Welisburg
Beach Bottom
Short Creek_

764
18,061
13, 282

2,029
1,309

3
Warwood ------------------------------------- 332

Total carloads generated by the line --- .-------3 5,780
Average-carloads per week ----------------------- 688.1
Average carloads per mile .... __ -------...... 1,484.7
Average carloads, per 'train.----------- ------ 143.1
1973 operating information:

Number of estimated trips per year ---------.... -- 250
Estimated, time per round trip (hours) -------- - 32

J muVouve nrsepower .........................
Train crew size_ .............-.................

'Includes only traffic on segment.

1, zVU

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report."

Information for Line Retention Decision

Revenue received by PC --------------------- $8, 38, 503
Average revenue per carload ------------ $233

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ----- 1,106,069
Cost of upgrading branch line to IRA

Class I (1/10 of total upgrading
cost) ---------------------------- 17,329

Cost incurred beyond the-branch line-- 5,262,536

Total variable (avoidable) cost. ---------- 6, 85,934

Net contribution: (loss) : Total -------- .---------, 95z 564
Average per carload ------------------- 55

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administrations
minimum safety standards (Class I track, which has a
maximum safe operating speed of 10 mph). Based on
available information,. this upgrading would include
the replacement of a total of 500 crossties (ail average
of 21 crossties per mile).

Recommendation

It is recommended that the Wheeling Secondary
Track be included in the ConRail System.

NEW CUMBERLAND SECONDARY TRACK

USRA Line No. 713

Penn Central

f CHESTER

NEW CUMBERLAND
4-SECONDARY TRACK, PC

4-19.0 miles

WEIRTON
PC to Pittsburgh

/, Weirton Junction

PC to Columbus PC to Wheeling

The New Cumberland Secondary Tracl; -formerly
part of the Pennsylvania RR,,extends from Veirton
Jct. (Milepost 3.0)'to Ohester, TV. Va. (Miepost 22.0),
a distance of 19.0 miles, in Hancock County, West Vir-
ginia. At Weirton Junction, this line connects with the
PC Pittsburgh to St. Louis Line and the PC Wheeling
Secondary Track to 'Wheeling. This line was not de-
scribed at potentially excess in the U.S. DOT Report
(see Zone 98).

Traffic and Operating Information

Stations (with their 1973 carloads) served by this line:
New Cumberland--- - 11T
Arroyo ------ 8
Congo 2,439
XKenilwOrth 2

Newell 1,401
Chester 2,571

Total carloads generated by the line 6,538
Average carloads per week- ------ --- 125. 7
Average carloads per mile ........ 344.1
Average carloads per train_---- 26.2
1973 operating information:

Number of round trips per year-. 250
Estimated time per round trip (hours) 8
Locomotive horsepower- - --- - 1,200
Train crew size__-. -5

Information Provided by RSPO, Shippers, Government
Agencies

No specific information concerning this line was pro-
vided at the hearings conducted by the Rail Services
Planning Office as reflected in their reports entitled
"The Public Response to the Secretary of Transporta-
tion's Rail Service Report".

-7 ----------------------- --------
------------------------------------
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Information for Line Retention Decision
Revenue received by PC --------------------- $2,515,865
Average revenue per carload-----------

Variable (avoidable) cost of continued
service:

Cost incurred on the branch line ------ 353,743
Cost of upgrading branch line to FRA

Class I (1/16 of total upgrading
cost) -----------............------ 78,232

Cost Incurred beyond the branch line-- 1,739,214

Total variable (avoidable) cosL. .-------- 2,171,189

Net contribution (loss) : total ------------------- 344, 676
Average per carload -------------------- 53

This line would require upgrading to meet the re-
quirements of the Federal Railroad Administration's
minimum safety standards (Class I-track, which has a
maximum safe operating speed of 10 m.p.h.). Based on
available information, this upgrading would include
the replacement of a total of 10,600 crossties (an aver-
age of 549 crossties per mile).

Recommendation

'It is recommended that the New Cumberland Sec-
ondary Track be ircluded in the ConRail System.
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Lines Not Now Being Served

Line Termini Date last Reason
No. used

CAWADA

0 C

-- 716A Essex to McGregor May 10,1974 Duetotrack onditlons.

CONlNtCTICUT

PC
45. Hazardvilleto E. Windsor June 1,1974 Lackofdemandforservice.
58 - -Stepney to Botsford Br. Jan. 1,1969 Lackofdemandforservice.

Near Botsford
64 CV Connectionat Norwich Jan. 1,1964 Inadequate clearance.

DELAWARE

PC

138 Banks to Farnhurst Jan. 1,1960 Lackofdemandforservc.

938 Kentmereunctionto Kent- Jan. -1974 Flood damage "Agnes".
mere

ILLnIOIS

PC

407 Englewood to LaSalle St. Jan. 1,1969
408 Chicago to Kankakee (ICG May 1,1971

Trackage Bights) e 1
415A Frankfort to Joliet Dec. 1973

569
607A

607C
611A
697

401A

412
413

566

564

572

588

Litchfleld to Hillsboro
Olmsted to Cairo

Sahara Mlne to Harco
Waynesville to Atlanta
Hickory Creek to Des

Plaines St., Jollet

fhDINA

-PC
Pleasant Lake to South of

Angola -
Nutwood to South Bend
South -'end Branch at
-South Bend.
Muncie Yard Running

Treck at Muncie
Muncie to Matthews
Snow Hill Branch West of

Macksburg ,
Brookvflle to Connersvlle

Columbus to North Vernon

591A Greenwood to Cory
599 Bicknell to Vincennes
613 Skelton to Evansv&e
615 Speedwayto Clermont
693 Fort Wayne to Hugo (N&W

Trackage Bights)
694 At Rushville (N&W Track-

age Rights)

701 Columbia City Sec. Trk. at
Columbia City

Apr. 29,1973
Mar. 28,1973

Jan. 1,1973
Apr. 1973
Dec. 1973

PC merger.
Amtrak took passenger

service.
CRI interlocking break.

down.
Washouts.
Track washed out along

Ohio River.
Depletion of coal reserves.
Track washed out.
Damnged ORlnterlockng.

jaum 11969 Lack of demand for servtce.

Jan. 1,1973 Lack of demand for service.
Jan. 1,1971 I ck of demand for service.

Nov. 1973 lack of demand for service.

Nov. 1972 Lack of demand for service.
Mid 1960's Depletion of coal reserves.

Oct. 31,1972 Track conditions; no pa-
trons.

Mar. 5,1973 Track conditions; trackage
rights on B&O.

Jan. 1,1970 Lack of demand for service.
Sept. 23,1974 Bridge condition.
Apr. 1,1972 Lack of demand for srvce.

San. 1,1959 Lack of demand forservIce.
Mar. i, 1968 PC merger.

Oct. 1,1973 Abandonment of Ander-

son-Grensburg Sec.

Track.
July 1,1i9m Bridge washout.

Line Termint Date last Reason
No. uzed

UJEYLA1ND

PC

165 EastotSallsburytoPazzon- July 1.1972 Lack ofdemandforservice
burg

North of Frederick to
Frederick

PC
llverrdo to Newton Lower

PC

Hilsdale to Ossco
lonsIng Branch at Albion
Lansing Branch at Eaton

Rapids
Lansing Branch at Lnsiz

Byron Center to L-n
Cement City to Ackeran

Iae
183 St. to Fort Street at

Detroit (Ft. Strit Union
Depot Tracko Rights)

PC
PenndelBranchl2atDeloir

NLW ' roa

PC

73 Schencctady to Hoffmans
74 Cann to Schenectady
77 Herklmer to Poland
94 Ca-thage Branch at Water-

tow;,n
130 Campbell Hall to Mont-

gomery (EL Trackage
RSght)

232 Penn Yen to Dre.den
245 Olcan to Allegany
045 Ilighland to Poushcopslo
G9 Buffalo to Black Rock (EL

Trackage ights)

LV

1001 Geneva to Ruvhle

PC

DIllonvale to piney Fork
Maunolla to Dover
"QD" to FairhiUl Road
FakhlM Road to Cleveland

Union Terminal ( &).
Cleveland Union Terminal
Weit 2-th Street to Clark

.June 23,1972 Flood Dazaage-" AVgnes

Way ZO,1972 Lackofdemandforservice-

Sept. 15,1973 1-ckofdemandforservice-
Sept. 1,1M Lackofdemandforservice-
Oct. 1972 1ack of demand for service.

Jan. 1,1974 Industries relocated for Ur-
ban RenewaL

May 1.193 Lzc of demand for service.
Oct. 1,197t1 Icofdemandforservice.

July 1,1972 Lack of demand for service.

Dec. 31.1970 Inckofdermandforservice

Jan. 2,1972
Jan. 25,1972
May z0,l72
June 1, 170

Mfiar. 15. 1972

Jtme 23,1972
June 23,1972
May 1974

1968

Amtrak trains xerouted.
Amtrak trains rerouted-
Flood damage.
Lac of demand for service.

PC merger.

Flood damage-O"Agnes-"
Flood dainage-Agnes."
Bridge damage.
PC merger.

Feb. A 1975 Track condition.

Jan. 1,190
Sept. 30,1370
Dcc. 31.192
Dec. 31,192

Dec. 31,1W72
Dec. 31,I9.2

Izkof demand forservice.
Tunneld damage.
Amtrdkservicedi-cntned-
Amtrak service discontinued.

Amtrak service dhcontinued.
Amtrak svice discontinued.

817

0
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Line Termini Date last Reason
No. used

ono--continued

PC

LE & P Branch South of
Mfarcy

Bellevue to Clyde
Miami X-ing at Columbus

to Union Depot
Johnstown to north of
- Granville

Crooksville to Fultonharn
Delaware to Scioto
Green Springs to Tiffin
Tifin to Berwick
Waynesville to Morrow
Dayton to Hempstead
Hewitt to Savona

552 Arcanum to Savona

553 Hewitt to Glen Karn

Jan. 1,1970 Lack of demand for service.

Sept. 1,1970 Lack ofdemand for service.
Mar. 7,1973 Lack of demand for service.

.July 1,1971 Flooding.

June 30,1970 'Tunnel condition.
1970 Lack of demand for service.

Sept. 1,1973 Lack of demand for service.
Sept. 1,1973 .Lackofdemandforservce.
July 1,1973 Lackofdemandforservice.
Jan. 1,1969 Lack of demand for service.
Sept. 1,1973 Track & structure defi-

ciencies, lack of demand
for service.

Sept. 1,1973 Track & strdeture defl-
ciencies, lack of demand
for service.

Sept. 1,1973 Lackofdemandforservice.

PENNSYLVANIA

Line Termini Date last Reason
No. used

P=NMNs AN--continucd

'PC

299 Barnesboro to Terminus ' an. 1, 1973 Lack of demand for servico
In coal mining area,

302 CoalBranch nearDlxonvillo Jan. 1,1972 Lack of demand for servlco
In coal mining area,

303 Price Run Industrial Trk Jan. 1,1009 Lack of demand for service.
near Dlxonvlle

304 Dixonville to Terminus Jan. 1,1009 Lack of demand for rervice,
339 Vance Mill Branch near Jan. 1,1069 Lack of demand for service.

Buts
146 Sugar Crk. Br. near Tyler- Jan. 1,1969 Lack of demand for service,

dale Jet.
348a Cherry Valley Ind. Tr. at Jan. 1, 1009 Lack of demand for service.

Burgettstown
157 Wilmington Jet. Ao Now Sept. 17,1073 Unsafooporatingcondltlong,

Wilmington
360A Linesville to Girard Jet. Jan. 1,1972 PC merger.
652 Punxsutawney to Mundort Apr. 1,1974 Lack of demand for service,
54 Blandburg to Glasgow Jan. 1,1973 Depletion of coal reservej,

664A Washington to Waynesburg Jan. 1,190 Lack of demand for rervlce,
704 Gardener Run Br. near Jan. 1,1973 Depletion of coal reserve.

Barnesboro
705 Brockway to Hydes Jan. 1,1969 Lack of demand for service.
707 Sharpville to West Middle- Mar. 1,100n PC merger.

sex

PC

Wawa to Upland Sept. 1971
Commerce St. Branch at Jan. 1,1971

Philadelphia
Church St.* Siding at Phil- Jan. 1,1971

- adelphia
At Devault 1970
Lancaster to Quarryville June 23,1972
Conewago to Cornwall June 1672
Elhzabethville to Mlllersburg June 23,1972
Sagon Jet. to Terminus Sept. 39,1970
Nanticoke to Glenlyon Aug. 26,1971
Chambersburg to Waynes- Sept. 1971

here
Reedsville to Milroy Nov. 10, 1970
Lemont to Coburn vne 23,1972
Lovett to Lloydell June 23,1972
paintCreekBr.atWindber Dec. 31,1970
Watsontown See. Track at Jan. 1,1973

Berwick
Eyergrovo Jet. to Millvlle Jtne 1972
Antlers to Wlliamsport May 1,1971

Lawrencevllle to Blossburg Apr. 1952
(EL Trackage Rights)

Mill Hall Ind. Track at Afc,- Feb. 1,1971
Elhattan

Curwensville to Falls Creek July 25,1964
(B&O Trackage Rights),

Curwensville to Clearfield 1970
(13&O)

Wallaceton to Bigler Mar 1, 1972
Viaduct to Grass Flat June 30,1971
Potts Run to Kellytown Oct. 1970
Ednilo Branch at Houtzdale Jan. 1,1969
Madera to Irvona Jan. 1,1989
LaJose Branch near Laose Jan. 1,1973

Line washed out.
Lack of demand for service.

Lack of demand for service.

Lack of demand for service.
Flood Damage--"Agnes."
Flood Damage-"Agnes."
Flood Damage-"Agnes."
Coalmining activity ceased.
Coal mining activity ceased.
Flooding and track condi-

tions.
Track condition.
Flood Damage--"Agnes."
Flood Damage-"Agnes."
Lack of demand for service.
Lack of demand for service.

Lack of demand for service.
Passenger service discon-

tinued.
Lack of demand for service.

Left in.place during previ-
ous abandonment for po-
tential industrial park.

Rerouting of coal traffic.

PC merger

PC merger.
Depletion of coal reserves.
Depletion of coal reserves,
Depletion of coal reserves.
Depletion of coal reserves.
Depletion of coal reserves.

RDG
Carlisle Junction to Gettys- Juno

burg Junction
Hummelstown to lMfIddle- June

town
Preston Braqch Mar.
Girard Mammoth Coliery Mar.

Branch
Reading& Columbia Branch Mar.

Lv

Towanda to Dusbore
Montrose to Tunkhannock
Pink Ash Junction to Freeland
Freemansburg to West 3aston
Glen Onoko (Hetchel) to

Nesqueboning Junction

WEST VIRoINLA

Flood damag-Agnes,"

Flood damage-"Agnes."

Flood danogc--"Agncs.'

Flood damogo-"'Agncs."1

Flood damagc."Agnes,"

Flood damage--"Agnes.'"
Track condition,
Flood damago-"Agneg."
Lack of demand for service

Track condition

Quinwood to Marfrance June 30,1909 Depletion of coal reserves.
Beelick Knob to Terminals Juno 30,1900 Depletion of coal reserves,

INTERSTATE

PC-
Wawa, Pa., to Colora, Md. Sept. 9,1971
York, Pa., to Cockoysville, June 23,1972

Md.
Bedford, Pa., to Cumber- Juno 23,1972

land, Md.
Willamsport, Pa., to South- Juno 23,1972

port, N.Y.
Whiting, Ind., to Calumet June 1969

River, Ill.

Washouts.
Flood damago--"Agnms,"

Flood damgo-., Agncs."

Flood 4amago-"AgneJ."

PC merger.
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Recently Abandoned Lines

Line Abandonment ICCin. Termini effective Docket
NO. date No.

COsarsovICUT

Abandomnt ICC
No. Tcrmlinl effective Docket

data No.

3UCflOA1

PC
48 Rocky Hill to North Cromwell
57 Waterbury to Watertown
63 Wilson Point BranEh at South Norwalk
673 Putnamto Thompsou

DELAWARE

PC

158 Rehoboth to Lewes

July 17,1972
June 1.1973
Jan. 6,1973
OcL 1,1969

FD 2855
FD 2G561
FD 297*8
FD 2M

Oct. 28,1972 AB-S-30

'ibOIS

PC

Cummings Branch at South Chicago
East Alton to Alton
Farrington to Paris
Ledford to Terminus

Aug. 1,1972
Nov. 30,1973
Dec. 1,1972
Jan. 1,1974

397
403

431
432
49
4G2
4G3
409
471
474

FD 2M3
AB-5-M
FD 2M32
AB-5-77

I'DIANA

Adrian to Clayton
Hilsdo to North Adams
Fort Wayne Junction to Bankers
Hes to Horton
3rd St. Freight Terminal at Detroit
3rd St. Prclht BIu. Branch at Detroit
Calling to Bach
Parchment to Plnwell
Kalamatoo to South Haven
Grand Rapids Belt at Grand Rapids
Benton Harbor to St. Jo=ph
Yp:ilantl to Terminus

NEW :Ez3Zv

Middlbus to East Millstone
Frechold S. Tik. at Farmingdale
Kinkar to UvWds

Oct. 15,1.73 AB-5-6
.rune 1, A973A--3
lune 15,1973 .&B-5-2S
June 15,1973 AB--29
lima 1,1972 AB-6I6
July 1,197 AB-5S-i
July 1, 13 FD 2M89
Mar. 1,1973 FD 26M
Oct. 15,1X _9FD 2C6
Apr. 30,1972 FD 2094
Mar. 1,1973 ED2635
Oct. 1,19 FD267

- Oct. 1,1973 B--67
Dec. 14,173 FD 268

-Dec 1.193 PD 2673

NEW TORE

PC

Waterloo to Pleasant Lake
.SCS Railway flatIndiana Harbor
Fort Wayne to Auburn unetion
Churubusco to AuburnJunction
Culver to Plymouth

- Plymouth to Nutwood
Macksville to Terminus
Carthage to Greenslurg
Craig to Westport
Craig to Hope
Flat Rock to Fenns
Bushrod to Idnt~n Summit
Dewey to Guion

Gulon to Waveland
Crawfordsville to Frankfort

lune 15,1973 AB-,-27
Aug. 1,1972 FD 2
Aug. 1,1973 AB-5-2i
'Nov. 29,1973 PD 2782
Oct. 1,1973 AB-5-20
Dec. 15,1973 AB-5-20,23
Dec. 1,1972 FD 20734
Oct. 15,1973 FD 28502
Mar. 1,1973 FD W063
Oct. 28,1973 AB-5-15
Dec. 1, 1972 FD 2G811
Apr. 1,1973 Al-5-SO
Dec. 1,1972 FD 267

and
Oct. 6,1973 AB 5-93.96
Nov. 30,19G9 FD 203
Oct. 0,1973 FD 2032

Porst Road to Rensazlr
Camel to Putnam Junction
Selkirk Yard to Tcrmlaus
Remz"ea to lake Pld
South Fort Plain to Ilion

Wet, Shoron c. Trk.at South Utlc

Clayton to Pldelpla
Canandalua to Holcomb
Batavia to Attica
lockawanna, to Wadsworth Junction
Scottsvilla Yard to Wadsworth Junction
Owaso River Railway at Auburn
Seneca Castle to Phdps Junction
Phelps Junction to Newark
Stanley to Canndalgun
Blzdell to Brocton
Fredonla to Falconer

MARYLAND

Loudon Park to Catonsville
Popes Creek to Woodzell
Parsonburg to Pittsville
Berlin to West Ocean City (Opieration

Continued by short line)

LV
1019 Ithaca to Genera Jet

July 28.1973
June 10,1973
Sept. 10, 1972
July 19.1974

A33-5-SS
AB-5-13
FD 2083
FD 2C630

MASSACHUSETTS

PC

Grand Junction Branch East of Chelsea Oct. 1,1973 AB-5-143
Creek

South Spencerto Spencer Jun 1,1972 PD 2578
Metcalfs to Mlford July 22,1972 FD 2
East Brookfleld to North Brookfleld Dec. 7,1972 PD 2963
West Quincy Sec. Trk. Near West Qulncy July 4,1973 AB-5-U9
WeirJunctibn to Dighton Oct. 22,1971 PD 28841

502

476
34

09

ill Trackat East.Lverpool
Canfield Branch at Youngstown
Bracavillo to Newton Falls
Newton Falls to North Benton
Alliance llranch atAllianco
Dover to Porral
Orrvll to Hobnesvil1a
Sandusky Branch at Sandusky
Carrathers to Tir
London to Lilly Chapel
Carey toVan Luo
Bucyrus to Edison
Hebron to Thurston

Nov. 22,1%7 FD 24472
Nov. 22,1962 FD 21612

Nov. 27,1973
Nov. 1.1972
Nov. 1, 1972
Dec 7.1974
Sept. LI3
May 23,1972
July 15,1971
Feb. 15,192
Aug. 1.1972
Dec. 1,1972

cpt. 15,1973
May 14,1970
Sept. 15.1971

FD 2639
AB-5-3
AB--37
FD 23
FD 2CYe5
FD 263n

FD 2531T
FD 2679
FD 263S3-
FD 2697
AB-5-103

FD 25S25
AB-5-44

Aug. 1,1973
June 11,1973
Juno 15,1M7
DM M

July 17,1-72
Apr. 29,1973
lan. 1IM
May 1%1973"
Sept. LIM
Aug. 1,1973

-Tan. 19,1970
Oct. I,1=7
Apr. 29,19=
Sept. 1,1973
Sept. 1,193
AuZ. 21,1M72
May 31,1973
Dec 31,1973

AB-5-7
PD 26M
PlY'26834"
PD, 26387
FD 26
PD 26M7
FD 2553
FD 2540
FD 2
AB-S-117
FD 26147
FD 2 147
FD 26375
FD 26M33
FD 2e33
FD 26%6

FD 2870
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Abandonment ICCLine Termini effective 'Docket
No. date No.

PENNSYLVANIA

Line Abandonment Ica
No. Termini effective Docket

date No.

PElqlsYvAmu--continued

PC

Oxford Road Branch at -Phlladelphia
Lamokin Run Branch at Chester
New Holland Sc. M'rk. at Downingtown
Steelton Canal Branch at Harrisburg
Lykens to ElIzabethville
Shamokin Sec. Trk. at Sunbury
Brady to Terminus
West Nanticoke Branch near Nanticoke
Mlmlnburg to Coburn
Schuylkill Haven to Pottsville
Covedale to Terminus
Roaring Spring to Ore Hill

Vicinity of Portage
South Fork Secondary Trk. at Ashtola
East Vintondalo to Terminus
Ganister to Oreminea
Upper Canal Branch at Williamsport
Cowanesque Valley Jet. to Elkland
Rich Branch Connection to McElhattan

MeElhattan to Lock Haven
Mll Hall to Terminus
Corryville to Smethport
Glade to Big Bend
Brockway to Ridgway
Hydes to Terminus
Vail to Osceola Mills
Woodland to Field
Graham #1 near Philipsburg
Graham #2 nea Phllpsburg

lPhillpsburg Branch near Phlllpsburg
Loch Lomond to Phlllpsburg
Dimeling to Wynn
Kellytown to Camwath
Mapleton #1 at Boynton
Junction Coal Run Branch to Terminus
Trout Run Branch at Osceola Mills
Osceola Mills to Terminus
Coal Run Junction to Terminus
Madera to McCartney
Amesvllle #1 & 2 at Houtzdale
Smoke Run to Terminus
Banlan Junction to Terminus
McGees Junction to Mahaffey
Canoe Creek Branch lear Rbsslter
Punxsutawney to Terminus
Mundorf to Fordham
Garway to Hastings
Patton #1 near Patton
Patton #3 near Patton
McCoy Run Branch near McGees
Emigh Run Branch near Cherry Tree
Porter Run Branch near Barnesboro
Luther Branch near Bakerton
Buck Run Branch near Clymer
Latrobe to Terminus

Dec. 1, 1973
Nov. 7,1972
Oct. 1,1973
Jan. 12,1972
Nov. 19,1970
June 15,1973
Nov. 17,1972
Nov. 15,1972
July 14,1970
Oct. 1963
Feb. 1,1972
July 10,1972
Aug. 1,1972
May 22,1972
May 22,1972
Aug. 21,1972
June 30, 1971
Aug. 2, 1972
Dec. 1,1972
Feb. 14,1973
Sept. 1,1973
Nov. 27,1973
Dec. 1,1972
Sept. 1,1973
Aug. 21,1972
Oct. 16,1971
Oct. 16,1971

far. 7,1972
Mar. 7,1972
June 1,1972
Feb. 16,1973
Feb. 1,1972
June 25,1973

AB-5-155
AB-5-8
AB-5-125
FP) 26798
FD 26051
AB-5-126
AB-5-18
AlB-5-21
FD 26023
FD 25199
FD 26795
FD 26544
FD 26570
FD 26787
FD 26860
FD 26570
FD 26569
FD 26569
AB-5-53
AB-5-54
AB-5-55
AB-5-86
FD 26807
AB--9
PD 26570
FD 26570
FD 26570
FD 26787
FD 26787
FD 26534
AB-5-72
FD 26806
AB-5-6M

Oct. 16.1971 FD 26570
- Apr. 11,1972 FD 26860

Oct. 16,1971
Feb. 16,1973
May 22,1972
Sept. 1,1973
Oct. 16,1971
Oct. 16,1971
Mar. 22,1972
Apr. 11,1972
Nov. 27,1973
Dec. 14,1973
May 22,1972
May 22,1972
far. 21,1972

Mar. 22,1972
July 14,1971
Feb. 3,1973
Aug. 21,1972
Feb. 3,1973
Mar. 22,1972
Ded. 15,1972

FD 26570
AB-5-81
FD 26797
FD 26363
FD 26570
FD 26570
FD 36791
FD 26S69
All-5-
FD 26903
FD 26795
FD 26366
FP 2657o
*FD 28791
FD 26544
AB-5-83
FD 26570
AB-5-83
FD 26791
AB-5-34

Donohoe to Now Alexandria
Jamison Branch near Crabtree
Manor Branch near Manor
Cereal to Terminus
Turtle Cree Branch near Saltsburg
Indiana to Cummings
Creekside to Coal Run
Saltsburg to Conemaugh M.L.
Leechburg to Terminus
Bover Run Branch near Youngwood
Mammoth Branch near Youngwood
Bessemer Branch near Humphroys
Marguerite Branch near Marguerite
Whyel Branch near Yukon
Verona to Terminus
Homer City to Terminus
Youngwood to Terminus
Hutchinsons Mine to Cowansburg
Hunter Run Branch near Yukon
Cowansburg to Gratztown
Everson & Broadford near Scottdale
Opossum Run Branch near MeConnelsvillo
Fairchance to Terminus
Millsboro to Crucible k
Cokeburg Branch near Cokeburg
Ontario Branch near Cokeburg
Bridgeville & McDonald Branch near Sygan
West of Houston to Westland
Burgettstown to Cherry Valley
Langeloth to Studa
Beaver Valley Running Trk. near Vanport
Mercer to Terminus

RDG
927 Lorberry Jet to Terminus
028 Tremont to Terminus

RHODE ISLAND

37 Warren to Bristol

VIRGINIA

PC
164 Cape Charles to Kiptopeko

INTERSTATE

PC
Ogdensburg, N.Y. to Prescott, Ont.
Greenville, N.J. to Bay Ridge, N.Y.
Shippingport, Pa. to Chester, W. Va.
Farrell, Ohio to Ferrona, Pa.
Hammond, Ind. to Hegewisch, Ill.

Aug. 21,1972
Aug. 21,1972
Juno 1,1972
NoV. 1,1972
Aug. 21,1972
Sept. 1,1073
Dec. 15,1073
Nov. 27,1973
Nov. 1,1973
Nov. 1, 1972
Nov. 27,1973
Dec. 31,1972
Dec. 31,1071
May 20,1971
July 10, 172
Juno. 1,1972
Aug. 1,1973
Aug. 21,1972
Nov. 1,1072
Nov. 1,1972
Sept. 1,1973
Sept. 1,1973
June 1,1972
Sept. 1,1973
July 10,1972
Juno 1,1972
May 22,1072
Nov. 1,1972
Aug. 1,1973
Aug. 1,1973
Aug. 1,1973

June 1,1972

FD 26570
FD 26570
FD 26760

FD 26570
AB--148
AB-5-140AB-6-6
A11-5-11

AB-5-12
FD 26793
FD 20185
VD 20-85
FD 2635
FD 26345
FD 26570.
AB-5-42
FD 2650
FD 2570
AB--32
AB-5-141
AB-5-14a
FD 2670
FD 27237
FD 2544
FD 26570
FD 2G200
AB-3-31
AB--45
AB-5-40
AB-5-123
FD 2G922

Jan. 17,19GO FD 23310
July 29,1609 FD 2143

May 0,1973 A11-6-co

Dec. 16,1972 FD 26572

July 17,1972
Nov. 3,1971
Juno 1,1072
Sept. 1,1913
Sept, 1,1973

FD 26022
FD 26918
FD 20710
AB-5469
AB-3-14
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ERRATA

Change last paragraph on page 645 to read:

Reconmmndatian
I It is recommended that the Ithaca Branch

served by CRC or EL (or its successor). The
traffic figures above do not reflect the heavy vol-
ume of coal moved to Ludlowvfe, N.Y.

Change last paragraph in column 2 of page 653 to

read as follows:

Preiminary Recommendation
It is recommeided that the portion of the

LV traffic at Sayre and Waverly be handled
by ConRail or the EL or its successor (see
Chapter 3). The line north to Van Etten Junc-
tion is recommended for service to reach Line
1011 .




